


























on, Pa 
/ORLD 


PROPERTY-op APRIL 17, 1943 


ll hold a 
Y., April 
it claims 
7G 
oney, on 
Advisory 
rols. 

nd man- 
’ at Los 


on AN INDEPENDENT NATIONAL TRANSPORTATION NEWSMAGAZINE 


em | Rail — Motor Transport — Air — Water — Warehousing — Distribution — Material Handling 
ive been A Working Tool for Traffic Men 


gnments 
2 shown 
ellations 
in this 


ty, gen. 


er agent 
it Nash. 


for the 
eep ’Em 
> Traffic 


ind film 
With the 


and, Me. 


on, Mass., 


) abandon 


Walsh: 
ict carrier 


‘tificate to 


S., permit. 
Lines, Inc. 
Walsh: 
nit. 


st Freight, 


-on-Bangor 


sh: 


i. Y., cer 


_ FRISCO FASTER FREIGHT 


to extend 





eickhardt: 
ne., Read- 


ise, W. T. 
3: 
t to extend 





te. 

Ish: 

Y. E permit. 
rmit. 







ST.LOUIS-SAN FRANCISCO RY. 


+ 
N. Y. 


30c A COPY 













TRAFFIC wortp 


“SAVE THE WHEELS 
THAT SERVE AMERICA 


Ask Your Chevrolet Dealer 
to check your truck 





Chevrolet dealers service all makes of trucks. 


V Check and rotate tires Chevrolet dealers have had the _ broadest 


V Check lubrication experience—servicing millions of new and 


V Check engine, carburetor, bat- used vehicles. 


tery Chevrolet dealers have skilled, trained me- 
Vv Check brakes chanics. 
V Check steering and wheel Chevrolet dealers have modern tools and equip- 
alignment ment. 
V Check clutch, transmission, rear Chevrolet dealers give quality service at low 
cost. 





CHEVROLET MOTOR DIVISION, General Motors Corporation, DETROIT, MICHIGAN 


=" CHEVROLET = 


HEADQUARTERS FOR SERVICE ON ALL MAKES AND MODELS 
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(Reprinted from Los Angeles Times, December 16, 1942) 


Coast Boom Predicted 


Motor Executive Sees Great 
Development Following War 


* The Pacific Coast will get the lion’s share 

of the prosperity that is bound to follow 
the war, in the opinion of Forest Akers, De- 
troit automobile man, who is at the Biltmore. 
He is vice-president of Dodge Brothers Corp., 
a division of Chrysler. 


“Business is bound to be good after the war, 
although there may be a brief period of un- 
employment due to the shift over from war- 
time to peacetime economy,” Akers said yes- 
terday. “There are many reasons for this. 
One is the shortage, not only in motor equip- 
ment, but in household goods, personal effects 
and housing which must be made up when pri- 
orities are lifted. 


Export Outlook 


“We also are going to have a tremendous ex- 
port market, without any doubt, for all the 
world is short of manufactured goods. 


“It is my belief this will be true of the West, 
especially of the Pacific Coast. Thousands of 
young men will want to go West after the 
war and for other reasons we can look to 25 
or 50 years of greater industrial development 
west of the Mississippi. The Pacific Coast will 
come in for most of this because of its natural 
advantages, which reduce heating and light- 
ing costs, its electric power projects and its 
natural resources.” 


Matter of Autos 


It is Akers’ opinion that there will be few 
changes in automobiles for perhaps 10 years, 
whether or not the war is over soon. 


This is because of the tremendous manufac- 
turing problem in making radical changes in 
motors, for one thing. He thinks that air- 
planes will come into greater use after this 
war than they did after the last, but he can’t 
see them replacing motorcars as a means of 
ordinary transportation, because of the third- 
dimensional factor in air transportation and 
the difficulty of learning how to fly. 


BOARD OF HARBOR COMMISSIONERS 
E. J. Amar — Port Manager 


Charles A. Bland — Port Traffic Manager 
LONG BEACH, CALIFORNIA 
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HELPING AMERICA WIN 
THE BATTLE OF TRANSPORTATION 
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1. The Ann Arbor links the East and 
Northwest via direct routes. 
_ SR Eyre 
2. Train and ferry schedules are co-ordi- 
nated with connections to East and West. Transportation is the vital link between America’s war 
3. Fleet of modern, all-steel ships in serv- industries and the battlefronts of the world. The battle of 
ice the year around, regardless of weather. neigh + hang must be won before victory and peace can 
achieved. 
4. Ann Arbor is primarily a freight line. Ann Arbor Double A Service, the bee-line route be- one 
5. Dependable Double A Service means tween East and Northwest, is an important link in Ameri- ager 
on-time delivery. ca’s transportation system. Day and night, fast-traveling om 
freight trains cross Michigan between Toledo and Frank- aad 


F. G. Maxwell, Traffic Manager 
Cherry Street Station, Toledo, Ohio 


fort. Every day of the year, modern steel car ferries carry 
these freight trains, without breaking bulk, between Frank- [ 
fort and the west-bank ports of Manitowoc, Kewaunee, bias 
Menominee and Manistique, making connections with rail- re 
ways serving the West and Northwest. oan 
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Reduced Freight Rates 


The Interstate Commerce Commission has re- 
® verted to the form from which it had temporarily 
and modestly departed in the Ex Parte 148 freight 
rate increases—a form that requires a policy of parsi- 
mony toward the railroads, never permitting them to 
earn something like an adequate return, and that has 
seen its full fruition in the New Deal idea of never 
allowing anyone to raise his shoulders from the waters 
of financial embarrassment without hitting him on the 
head with an oar—and has revoked those increases. 
It says it has “suspended” them, but that is a euphem- 
im. The rates, by May 15, this year, at which time 
they must now be changed, will have been in force 
for fourteen months. Now the railroads will have to 
go through all the trouble and expense of filing tariffs 
to replace them and shippers, both those who favored 
or consented to the advances and those who did not, 
who have become accustomed to them and are doing 
business under them, must again revise their tariff 
files and go back to the rates that existed prior to 
March, 1942. 


The motor trucks, though their rates were not 
directly in issue in this proceeding, must also now 
reconsider their plans with a view to staying in the 








picture by preserving what may seem to them the 
proper relationship between their rates and those of 
the railroads. 

It is all very upsetting to everybody concerned 
and may become more so if the Commission again 
changes its mind. It intimates that the increased rates 
may be restored after January 1, 1944, but that, of 
course, means nothing. If conditions, due, for instance, 
to increased wages, change in such way and to such 
extent that the Commission thinks rates ought again 
to go up, it, perhaps, can and will change them again, 
but no one would expect those concerned to wait for 
it to change its mind voluntarily and, in any case, if 
another change is proposed on or about the first of 
next year, it will probably be accompanied by the same 
old routine of exhaustive hearings at the expense of 
time and money for everyone interested. The Com- 
mission could, perhaps, merely declare the present 
rates again in force without hearings or other formali- 
ties, but such a course would be surprising, would result 
in many protests, and might actually be unlawful. 

The decision—or its release—followed closely on 
the heels of President Roosevelt’s order freezing wages, 
calaries, and prices, and directing federal agencies con- 


OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
_ Way of group operating economies to help themselves and co- 
_ *peration by shippers in such economies. 


‘ Every effort by transportation agencies not only to expand 
| their facilities to meet the present emergency demands, but 
; make their present facilities go as far as possible. Co- 
| %peration by shippers in these efforts by, for instance, loading 
F and unloading cars and trucks as rapidly as possible. 

q A scientific and fair treatment of the transportation 
| Problem by the board created by Congress to make recom- 
Wendations for legislation, 


89: 


Cordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man. 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceceds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets, 


ow 


896 


cerned with rates of common carriers and other public 
utilities to give attention to his stabilization program 
to the end of preventing inflation, but this, it should 
in fairness be said, seems to have been a coincidence 
and not a consequence. The Roosevelt order was issued 
April 8 and the Commission’s report, it is stated, was 
finally written April 6, though it was not released until 
April 12. The language of the report itself would seem 
to bear out the conclusion that there was no connection 
between it and the President’s order, for the Commis- 
sion, contrary to much that has been printed in the 
newspapers and suspected by those who gossip without 
having read the document, distinctly disavows having 
been influenced by the arguments with respect to in- 
flation, though it pays a good deal of attention to the 
testimony of government people who made the danger 
of inflation from present rates a part of their evidence, 
and Commissioner Eastman, who came in from his job 
as Director of the Office of Defense Transportation 
long enough to break the tie that otherwise would have 
prevailed in the Commission’s voting in this case, does, 
in his concurring opinion, indicate that at least he 
personally was influenced by the consideration of in- 
flation. If the Commission majority was influenced by 
the administration’s policy with respect to measures 
to prevent inflation, it has, with the exception of Mr. 
Eastman himself, adroitly succeeded in denying the 
fact, while producing, for other reasons, the same 
result that would have been produced had the inflation 
argument prevailed with it. We do not imagine that 
President Roosevelt, the OPA, and the rest of the 
inflation howlers, sincere or insincere, wise or unwise, 
care how the result was achieved just so they got 
what they wanted. So the Commission’s skin is safe 
on that score. 


To our way of thinking, the decision of the Com- 
mission in this case is far from sound or wise. It is 
probably true, as it finds, that railroad earnings have 
so greatly increased as to make unnecessary the in- 
crease that was granted—that is, that, if the traffic 
and earnings conditions that prevail now had prevailed 
at the time the increase was asked, there would have 
been no increase granted for the purposes for which it 
was desired. But we question whether it is wise now 
to put the railroads again on the narrow edge when 
they are exhausting every effort to haul the country’s 
war-time business and are rapidly wearing out their 
equipment in doing it—equipment that connot be re- 
placed without money and, for that matter, that is 
difficult to replace even with money, owing to prefer- 
ential allocations of material to other production held 
to be more important in the war effort. 


The Commission, with almost a touch of humor, 
remarks in its report that, in view of its findings (re- 
voking the increases), it is unnecessary to consider at 
length the proposal to require the “earmarking” of the 
proceeds of the rate increases, but, in our opinion, this 
“earmarking” ought to have been proposed or even 
compelled in lieu of revoking the increases altogether. 
The railroads, if they do not actually need this money 
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at the present moment, undoubtedly will need it before 
a great while for the purposes for which it would be 
“earmarked,” and we miss our guess if, when the war 
traffic is over and transportation is restored to “nop, 
malcy,” something like what happened after the firg 
world war and the period in which the government ray 
the railroads, will not happen again in order to put' —— 
them on their feet and into good physical condition, e 
As to “inflation,” we do not pretend to know alj Freig 
there is to know about it, but we cannot understang Pd F 
how permitting the railroads or anyone else to make | report in 
a fair profit, especially when that profit could be get peo god 
aside for future necessary maintenance and equipment, | has “SUSI 
can be considered contributory to inflation or anything — 
else that is unwholesome. What is generally meant | report al 
and condemned as “inflation” is the sudden and gener. oa 
ous flow of money into the hands of people who bid | authoriti 
against others in the market for a supply of goods not a Bani 
large enough to go ’round. Is that what the railroads | zation o 
would do with this money if they were permitted to | = 
keep it? And we await with interest—probably in | april 12 
vain—for any indication by President Roosevelt, his | ‘vs > 
OPA, or any other representative of this pro-labor ogee 
administration to indicate that the granting of the 
present request for further increases in railway wages 
would also be inflationary. What is sauce for the goose 
ought certainly to be so for the gander if any pretense 
of logic is to be sustained. 
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Eastman’s Vote Challenged? 


The Traffic World Washington Bureau 


Officials of the Association of American Railroads declined 
April 16 to comment on a report from New York that indi- 
vidual rail lines were considering the legality of the tie- 
breaking vote of Commissioner Eastman in Ex Parte 148. The 
report was to the effect that the question might be raised 
under a provision of Section 11, of the Interstate Commerce 
Act, reading as follows: 


Said commissioners shall not engage in any other business, voca- 
tion, or employment. 


The contention was, according to the report, that the fore- 
going provision might make invalid Mr. Eastman’s vote as a 
member of the Commission while he was holding the position 
of Director of the Office of Defense Transportation. Some 
lawyers believed, however, that the prohibition in the Act was | 
directed to other than government positions such as that held 
by Mr. Eastman as O. D. T. Director. 
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INTERTERRITORIAL RATES 


Representative Boren, of Oklahoma, has introduced H. R. 
2436, directing the Interstate Commerce Commission to estab- 
lish a uniform classification of freight and a uniform scale of 
freight rates for application in interstate commerce throughout 
the United States. ; 

Provisions of H. R. 2435, introduced by Representative Ful- 
mer, of South Carolina, are identical to those of H. R. 2391, 
introduced by Representative Brooks, of Louisiana, and S. 947 
(see Traffic World, April 10). 
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MAINE POTATO SHIPMENTS 

The War Food Administration has announced a program 
providing for control over the shipment of the remaining stocks 
of Maine potatoes. The program is designed to enable govern- 
ment procurement agencies to obtain urgently needed supplies 
and help provide growers with sufficient seed to meet In- 
creased 1943 goals. se ie 

Authority for the action is contained in Food Dietri 
Order 49 which became effective in Maine April 14. Under the 
order each shipper will be required to obtain a permit — 
making any truck or rail shipment. Permits will be eg ra 
through the Presque Isle Office of the Food Distribution “0 
ministration, 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport’ 


Ee Es el 


freight Rate Increase Removal 


Finding that the added revenue resulting from the in- 
ceases in freight rates and charges authorized in_ the prior 
report in Ex Parte 148, Increased Railway Rates, Fares and 
Charges, 1942, 248 I. C. C. 545, was not necessary or justified 
under present conditions, the Commission, by a vote of 6 to 5, 
has “suspended” until Jan. 1, 1944, the authority for those in- 
creases granted in the original report. om 

Freight rates minus the increases authorized in the original 
report are to become effective May 15, on the filing of proper 
tariffs. The Commission excepted from its suspension order 
rates heretofore reduced voluntarily at the instance of federal 
authorities. 

The Commission left undisturbed the increases authorized 
on standard passenger fares, but revoked its previous authori- 
zation of increases in commutation fares, and set those fares 
for independent hearing. 

The decision of the Commission was made public at 4 p. m., 
April 12. It showed that the case was decided April 6, or two 
days before President Roosevelt issued his executive order 
directing attention of regulatory commissions to the stabiliza- 
tion program “so that rate increases will be disapproved and 
rate reductions effected, consistently with the act of October 
2, 1942, and other applicable federal, state or municipal law, 
in order to keep down the cost of living and effectuate the pur- 
poses of the stabilization program.” 

Commissioner Eastman, director of the Office of Defense 
Transportation, cast the deciding vote in favor of removal of 
the freight rate increase. In a statement to the public, Secretary 
Bartel said that the decision was reached April 6 by a vote of 
6 to 5, Commissioners Aitchison, Eastman, Lee, Mahaffie, 
Splawn and Rogers constituting the majority, and Chairman 
Alldredge and Commissioners Porter, Miller, Patterson and 
Johnson each filing a separate dissent. 


“Commissioner Eastman is director of the Office of Defense 
Transportation, and usually takes no part in the Commission’s 
determinations, but acted in this case when it became apparent 
that without him the Commission would be evenly divided,” 
said Secretary Bartel, adding: 


The original decision of the Commission allowed increases of 10 per 
cent in the interstate standard passenger and commutation fares of the 
railways, which became effective Feb. 10, 1942, and increases in varying 
amounts and percentages, averaging 4.75 per cent, on freight traffic, 
which became effective generally March 18, 1942. These increases were 
allowed to meet the recently increased costs of wages. 

Because of the later upswing in traffic and various operating 
economies required by the war, the operating income of the railways 
reached a high peak in 1942. This led to the filing of numerous peti- 
tions for a reopening of the proceeding, conspicuous among which were 
those of the Price Administrator and Director of Economic Stabiliza- 
tion, Secretary of Agriculture, Bituminous Coal Consumers’ Counsel, 
humerous state regulatory bodies, and shippers. A further hearing was 
held in February of this year, which has resulted in the decision an- 
nounced today. 

In brief, the Commission left undisturbed the increases authorized 
on standard passenger fares, but revoked its previous authorization of 
Increases in commutation fares, and set those fares for independent 
hearing. The authorization of increases in freight rates was suspended 
until January 1, 1944, except as to certain rates which had already been 
reduced voluntarily at the instance of the federal authorities. These 
changes are to become effective May 15, 1943, upon the filing of proper 
lariffs. The proceeding will remain apen on the Commission’s docket, 
and should any developments occur which are now unforeseen, the 


oe will have the advantage of the comprehensive record already 
ore it. 


_ _ The Commission pointed out in its report that in the orig- 
inal decision it had authorized no increase on iron ore and iron 
‘inter; that on the basic or raw products of agriculture, animals 
and products, including fresh milk and cream in either freight 
or passenger service, products of mines, with certain excep- 
lions, and a few additional commodities, it had permitted in- 
Creases of 3 per cent; that on anthracite, bituminous coal, coke 
and lignite it had approved specific amounts a ton which aver- 
aged somewhat less than 3 per cent on the basic rates; and on 
commodities generally, other than indicated, and on specified 
accessorial and special charges, including minimum rates, maxi- 
pone charges, and absorptions, it had authorized increases of 

Per cent. It pointed out that the increased passenger fares 


became effective Feb. 10, 1942, and that the increased freight 
rates and charges went into effect March 18, 1942. 

In December, 1942, said the Commission, petitions seeking 
reopening and reconsideration of its findings and removal in 
whole or in part of the increases authorized in the original re- 
port were filed on behalf of certain public officers and bodies, 
and by various associations of shippers or producers, including 
the Price Administrator, acting on his own behalf and on behalf 
of. James F. Byrnes, director of economic stabilization, and the 
Secretary of Agriculture. In substance, it said, these petitions 
alleged that the financial condition of the petitioning railroads 
had so improved since the original decision, chiefly by subse- 
quent increase in the volume of traffic, as to render unneces- 
sary the continuance of the increases it had authorized. Allega- 
tions as to the inflationary effect of the increases were made, 
it said. In answer to these petitions, said the Commission, the 
railroads averred that their rates, fares and charges as in- 
creased were just and reasonable under the standards of the 
interstate commerce act and might not be reduced. 


As to the cooperating state commissioners, the Commission 
said that while the members of the cooperating committee had 
not considered the draft of its report, ‘“we have been in contact 
with all of them through their chairmen, and are authorized 
to say that they concur generally in the conclusions hereinafter 
stated.” 


Financial Evidence 


Summarizing the financial evidence in the proceeding, the 
Commission said that net railway operating income after all 
taxes became $1,481,000,000 in 1942 as contrasted with $998,- 
000,000 in 1941. 


“The increase in gross earnings in 1942 resulted principally 
from the larger volume of traffic they carried,” said the Com- 
mission, “but also in a considerable part from application of 
increases authorized herein in freight rates, made effective 
March 18, 1942, and in passenger fares, generally made effec- 
tive Feb. 10, 1942. The average increase in fares was less than 
10 per cent, because the increase was not applied to reduced 
fares for members of the armed forces on furlough and to cer- 
tain other fares, and did not become effective promptly in cer- 
tain states. The revenue received from the increases during 1942 
was shown as $226,455,000 from freight rates, $3,885,000 from 
accessorial charges, $78,378,000 from passenger fares, and 
$270,000 from milk traffic, a total of $308,997,000. This is prob- 
ably an over-statement, as the computation was on the assump- 
tion that the authorized increases were obtained in all instances 
on and after the above dates. There were, however, various 
instances in which the authorized increases were not made 
effective fully, or on the dates above given. But it may be said 
that about one dollar in seven of the increase in revenues re- 
sulted from the increase in rates and fares, and the remainder 
from the upswing in the volume of traffic. However, the in- 
crease in revenue from the higher rates, fares, and charges was 
less than the amount of the increase in wages late in 1941, esti- 
mated as being $389,000,000 in 1942.” 


The Commission said that for the three year period ended 
with 1942, the average net railway operating income, after de- 
duction of both war and all ordinary taxes, was $1,054,000,000. 
Net income available to be carried to reserves, or to be used for 
debt reduction, payment of dividends, and for making improve- 
ments—the stockholders’ share of the net earnings—amounted 
to nearly $960,000,000 for 1942 for the Class I railroads, said 
the Commission. 


Findings and Conclusions 


The Commission developed at some length the contention 
of the railroads and the Price Administrator with respect to 
earnings, and, as usual, in its rate reports, reviewed the testi- 
mony of witnesses. The Commission’s findings and conclusions 
follow: 


An issue raised by the Price Administrator is whether the in- 
ereases authorized should be ordered removed because they are in- 
consistent with the national effort to avoid and control inflation, par- 
ticularly the provisions of the emergency price control act of 1942. 
approved January 30, 1942, and the amendment thereto dated Octo- 
ber 2, 1942, previously referred to as the stabilization act. 
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cerned with rates of common carriers and other public 
utilities to give attention to his stabilization program 
to the end of preventing inflation, but this, it should 
in fairness be said, seems to have been a coincidence 
and not a consequence. The Roosevelt order was issued 
April 8 and the Commission’s report, it is stated, was 
finally written April 6, though it was not released until 
April 12. The language of the report itself would seem 
to bear out the conclusion that there was no connection 
between it and the President’s order, for the Commis- 
sion, contrary to much that has been printed in the 
newspapers and suspected by those who gossip without 
having read the document, distinctly disavows having 
been influenced by the arguments with respect to in- 
flation, though it pays a good deal of attention to the 
testimony of government people who made the danger 
of inflation from present rates a part of their evidence, 
and Commissioner Eastman, who came in from his job 
as Director of the Office of Defense Transportation 
long enough to break the tie that otherwise would have 
prevailed in the Commission’s voting in this case, does, 
in his concurring opinion, indicate that at least he 
personally was influenced by the consideration of in- 
flation. If the Commission majority was influenced by 
the administration’s policy with respect to measures 
to prevent inflation, it has, with the exception of Mr. 
Eastman himself, adroitly succeeded in denying the 
fact, while producing, for other reasons, the same 
result that would have been produced had the inflation 
argument prevailed with it. We do not imagine that 
President Roosevelt, the OPA, and the rest of the 
inflation howlers, sincere or insincere, wise or unwise, 
care how the result was achieved just so they got 
what they wanted. So the Commission’s skin is safe 
on that score. 


To our way of thinking, the decision of the Com- 
mission in this case is far from sound or wise. It is 
probably true, as it finds, that railroad earnings have 
so greatly increased as to make unnecessary the in- 
crease that was granted—that is, that, if the traffic 
and earnings conditions that prevail now had prevailed 
at the time the increase was asked, there would have 
been no increase granted for the purposes for which it 
was desired. But we question whether it is wise now 
to put the railroads again on the narrow edge when 
they are exhausting every effort to haul the country’s 
war-time business and are rapidly wearing out their 
equipment in doing it—equipment that connot be re- 
placed without money and, for that matter, that is 
difficult to replace even with money, owing to prefer- 
ential allocations of material to other production held 
to be more important in the war effort. 


The Commission, with almost a touch of humor, 
remarks in its report that, in view of its findings (re- 
voking the increases), it is unnecessary to consider at 
length the proposal to require the “earmarking” of the 
proceeds of the rate increases, but, in our opinion, this 
“earmarking” ought to have been proposed or even 
compelled in lieu of revoking the increases altogether. 
The railroads, if they do not actually need this money 










































































TRAFFIC Wort sor 1% 
at the present moment, undoubtedly will need it befor 
a great while for the purposes for which it would he} 
“earmarked,” and we miss our guess if, when the wa 
traffic is over and transportation is restored to “nop 
malcy,” something like what happened after the firg 
world war and the period in which the government rap 
the railroads, will not happen again in order to put! —— 
them on their feet and into good physical condition, e 
As to “inflation,” we do not pretend to know all Freig 
there is to know about it, but we cannot understand Phy 5 
how permitting the railroads or anyone else to make | report it 
a fair profit, especially when that profit could be get a a 
aside for future necessary maintenance and equipment, | has “sus! 
can be considered contributory to inflation or anything ag 
else that is unwholesome. What is generally meant | report ai 
and condemned as “inflation” is the sudden and gener. og 
ous flow of money into the hands of people who bid | authorit: 
against others in the market for a supply of goods not Peeve 
large enough to go ’round. Is that what the railroads nation 0 
would do with this money if they were permitted to | {°° _ 
keep it? And we await with interest—probably in | april 12 
vain—for any indication by President Roosevelt, his | 4s > 
OPA, or any other representative of this pro-labor ge 
administration to indicate that the granting of the 
present request for further increases in railway wages 
would also be inflationary. What is sauce for the goose 
ought certainly to be so for the gander if any pretense 
of logic is to be sustained. 
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Eastman’s Vote Challenged? 


The Traffic World Washington Bureau 


Officials of the Association of American Railroads declined 
April 16 to comment on a report from New York that indi- 
vidual rail lines were considering the legality of the tie- 
breaking vote of Commissioner Eastman in Ex Parte 148. The 
report was to the effect that the question might be raised 
under a provision of Section 11, of the Interstate Commerce 
Act, reading as follows: 


Said commissioners shall not engage in any other business, voca- 
tion, or employment. 


The contention was, according to the report, that the fore- 
going provision might make invalid Mr. Eastman’s vote as 4 | 
member of the Commission while he was holding the position 
of Director of the Office of Defense Transportation. Some 
lawyers believed, however, that the prohibition in the Act was 
directed to other than government positions such as that held 
by Mr. Eastman as O. D. T. Director. 
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INTERTERRITORIAL RATES 

Representative Boren, of Oklahoma, has introduced H. R. 
2436, directing the Interstate Commerce Commission to estab- 
lish a uniform classification of freight and a uniform scale of 
freight rates for application in interstate commerce throughout 
the United States. : 

Provisions of H. R. 2435, introduced by Representative Ful- 
mer, of South Carolina, are identical to those of H. R. 2391, 
introduced by Representative Brooks, of Louisiana, and S. 947 
(see Traffic World, April 10). 
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MAINE POTATO SHIPMENTS 

The War Food Administration has announced a program 
providing for control over the shipment of the remaining stocks 
of Maine potatoes. The program is designed to enable govern- 
ment procurement agencies to obtain urgently needed supplies 
and help provide growers with sufficient seed to meet in- 
creased 1943 goals. et als 

Authority for the action is contained in Food Distribution 
Order 49 which became effective in Maine April 14. Under the 
order each shipper will be required to obtain a permit — 
making any truck or rail shipment. Permits will be _— 4. 
through the Presque Isle Office of the Food Distribution 
ministration, 


inal 
sinte 
and 
r p 
tions 
crea: 
and 
agec 
com 
acce 
mur 
6 p 





WORLD) 


it before 
7Ould be 
the wap 
to “nop 
the firs 
lent rap 
’ to put' 
dition, 
‘now all 
lerstand 
[oO make 
1 be set 
1ipment, 
inything 
7 meant 
d gener. 
who bid 
ods not 
ailroads 
‘itted to 
ably in 
velt, his 
ro-labor 

of the 
y wages 
1e goose 
oretense 


fon Bureau 


declined 
hat indi- 
the tie- 
148. The 
ye raised 
ommerce 


ieSS, vOCa- 


the fore- 
ote as a 
position 
n. Some 
Act was 
‘hat held 


ed H. R. 
to estab- 
scale of 
roughout 


tive Ful- 
R. 2391, 
d S. 947 


program 
ig stocks 
- govern- 
supplies 
meet in- 


tribution 
nder the 
it before 
available 
tion Ad- 





a 
Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport’ 


Ear eneemnenne en el 


freight Rate Increase Removal 


Finding that the added revenue resulting from the in- 
ceases in freight rates and charges authorized in the prior 
report in Ex Parte 148, Increased Railway Rates, Fares and 
Charges, 1942, 248 I. C. C. 545, was not necessary or justified 
under present conditions, the Commission, by a vote of 6 to 5, 
has “suspended” until Jan. 1, 1944, the authority for those in- 
creases granted in the original report. _ 

Freight rates minus the increases authorized in the original 
report are to become effective May 15, on the filing of proper 
tariffs. The Commission excepted from its suspension order 
rates heretofore reduced voluntarily at the instance of federal 
authorities. 

The Commission left undisturbed the increases authorized 
on standard passenger fares, but revoked its previous authori- 
zation of increases in commutation fares, and set those fares 
for independent hearing. 

The decision of the Commission was made public at 4 p. m., 
April 12. It showed that the case was decided April 6, or two 
days before President Roosevelt issued his executive order 
directing attention of regulatory commissions to the stabiliza- 
tion program “so that rate increases will be disapproved and 
rate reductions effected, consistently with the act of October 
2, 1942, and other applicable federal, state or municipal law, 
in order to keep down the cost of living and effectuate the pur- 
poses of the stabilization program.” 

Commissioner Eastman, director of the Office of Defense 
Transportation, cast the deciding vote in favor of removal of 
the freight rate increase. In a statement to the public, Secretary 
Bartel said that the decision was reached April 6 by a vote of 
6 to 5, Commissioners Aitchison, Eastman, Lee, Mahaffie, 
Splawn and Rogers constituting the majority, and Chairman 
Alldredge and Commissioners Porter, Miller, Patterson and 
Johnson each filing a separate dissent. 


“Commissioner Eastman is director of the Office of Defense 
Transportation, and usually takes no part in the Commission’s 
determinations, but acted in this case when it became apparent 
that without him the Commission would be evenly divided,” 
said Secretary Bartel, adding: 


The original decision of the Commission allowed increases of 10 per 
cent in the interstate standard passenger and commutation fares of the 
railways, which became effective Feb. 10, 1942, and increases in varying 
amounts and percentages, averaging 4.75 per cent, on freight traffic, 
which became effective generally March 18, 1942. These increases were 
allowed to meet the recently increased costs of wages. 

Because of the later upswing in traffic and various operating 
economies required by the war, the operating income of the railways 
reached a high peak in 1942. This led to the filing of numerous peti- 
tions for a reopening of the proceeding, conspicuous among which were 
those of the Price Administrator and Director of Economic Stabiliza- 
tion, Secretary of Agriculture, Bituminous Coal Consumers’ Counsel, 
numerous state regulatory bodies, and shippers. A further hearing was 
held in February of this year, which has resulted in the decision an- 
nounced today. 

In brief, the Commission left undisturbed the increases authorized 
on standard passenger fares, but revoked its previous authorization of 
Increases in commutation fares, and set those fares for independent 
hearing. The authorization of increases in freight rates was suspended 
until January 1, 1944, except as to certain rates which had already been 
reduced voluntarily at the instance of the federal authorities. These 
changes are to become effective May 15, 1943, upon the filing of proper 
lariffs. The proceeding will remain apen on the Commission's docket, 
and should any developments occur which are now unforeseen, the 


—. will have the advantage of the comprehensive record already 
ore it. 


_ The Commission pointed out in its report that in the orig- 
inal decision it had authorized no increase on iron ore and iron 
‘inter; that on the basic or raw products of agriculture, animals 
and products, including fresh milk and cream in either freight 
or passenger service, products of mines, with certain excep- 
tions, and a few additional commodities, it had permitted in- 
‘eases of 3 per cent; that on anthracite, bituminous coal, coke 
and lignite it had approved specific amounts a ton which aver- 
aged somewhat less than 3 per cent on the basic rates; and on 
commodities generally, other than indicated, and on specified 
accessorial and special charges, including minimum rates, maxi- 
mum charges, and absorptions, it had authorized increases of 
per cent. It pointed out that the increased passenger fares 


became effective Feb. 10, 1942, and that the increased freight 
rates and charges went into effect March 18, 1942. 

In December, 1942, said the Commission, petitions seeking 
reopening and reconsideration of its findings and removal in 
whole or in part of the increases authorized in the original re- 
port were filed on behalf of certain public officers and bodies, 
and by various associations of shippers or producers, including 
the Price Administrator, acting on his own behalf and on behalf 
of. James F. Byrnes, director of economic stabilization, and the 
Secretary of Agriculture. In substance, it said, these petitions 
alleged that the financial condition of the petitioning railroads 
had so improved since the original decision, chiefly by subse- 
quent increase in the volume of traffic, as to render unneces- 
sary the continuance of the increases it had authorized. Allega- 
tions as to the inflationary effect of the increases were made, 
it said. In answer to these petitions, said the Commission, the 
railroads averred that their rates, fares and charges as in- 
creased were just and reasonable under the standards of the 
interstate commerce act and might not be reduced. 


As to the cooperating state commissioners, the Commission 
said that while the members of the cooperating committee had 
not considered the draft of its report, “we have been in contact 
with all of them through their chairmen, and are authorized 
to say that they concur generally in the conclusions hereinafter 
stated.” 


Financial Evidence 


Summarizing the financial evidence in the proceeding, the 
Commission said that net railway operating income after all 
taxes became $1,481,000,000 in 1942 as contrasted with $998,- 
000,000 in 1941. 


“The increase in gross earnings in 1942 resulted principally 
from the larger volume of traffic they carried,” said the Com- 
mission, “but also in a considerable part from application of 
increases authorized herein in freight rates, made effective 
March 18, 1942, and in passenger fares, generally made effec- 
tive Feb. 10, 1942. The average increase in fares was less than 
10 per cent, because the increase was not applied to reduced 
fares for members of the armed forces on furlough and to cer- 
tain other fares, and did not become effective promptly in cer- 
tain states. The revenue received from the increases during 1942 
was shown as $226,455,000 from freight rates, $3,885,000 from 
accessorial charges, $78,378,000 from passenger fares, and 
$270,000 from milk traffic, a total of $308,997,000. This is prob- 
ably an over-statement, as the computation was on the assump- 
tion that the authorized increases were obtained in all instances 
on and after the above dates. There were, however, various 
instances in which the authorized increases were not made 
effective fully, or on the dates above given. But it may be said 
that about one dollar in seven of the increase in revenues re- 
sulted from the increase in rates and fares, and the remainder 
from the upswing in the volume of traffic. However, the in- 
crease in revenue from the higher rates, fares, and charges was 
less than the amount of the increase in wages late in 1941, esti- 
mated as being $389,000,000 in 1942.” 


The Commission said that for the three year period ended 
with 1942, the average net railway operating income, after de- 
duction of both war and all ordinary taxes, was $1,054,000,000. 
Net income available to be carried to reserves, or to be used for 
debt reduction, payment of dividends, and for making improve- 
ments—the stockholders’ share of the net earnings—amounted 
to nearly $960,000,000 for 1942 for the Class I railroads, said 
the Commission. 


Findings and Conclusions 


The Commission developed at some length the contention 
of the railroads and the Price Administrator with respect to 
earnings, and, as usual, in its rate reports, reviewed the testi- 
mony of witnesses. The Commission’s findings and conclusions 
follow: 


An issue raised by the Price Administrator is whether the in- 
creases authorized should be ordered removed because they are in- 
consistent with the national effort to avoid and control inflation, par- 
ticularly the provisions of the emergency price control act of 1942. 
approved January 30, 1942, and the amendment thereto dated Octo- 
ber 2, 1942, previously referred to as the stabilization act. 
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The national transportation 
1940 is in part as follows: 

“It is hereby declared to be the national policy of Congress * * *; 
to promote safe, adequate, economical, and efficient service and foster 
sound economic conditions in transportation and among the several 
earriers; * * *; —all to the end of developing, coordinating and pre- 
serving a national transportation system by water, highway, and 
rail, as well as other means, adequate to meet the needs of the com- 
merce of the United States, of the Postal Service, and of the national 
defense. All of the provisions of this act shall be administered and 
enforced with a view to carrying out the above declaration of policy.’’ 

The rule of rate making, section 15a (2) of the interstate com- 
merce act, is as follows: 

“‘In the exercise of its power to prescribe just and reasonable rates 
the Commission shall give due consideration, among other factors, to 
the effect of rates on the movement of traffic by the carrier or carriers 
for which the rates are prescribed; to the need, in the public interest, 
of adequate and efficient railway transportation service at the lowest 
cost consistent with the furnishing of such service; and to the need 
of revenues sufficient to enable the carriers, under honest, economicai 
and efficient management to provide such service.”’ 

The policy and rule were, in effect, reaffirmed by the act approved 
May 16, 1942, which added part IV of the act. See section 406(d). 

The Price Administrator contends that the emergency price control 
and the stabilization acts modify or amend the provisions of the inter- 
state commerce act, and that in the determination of a reasonable 
level of rates and fares we must be controlled by the provisions of 
the price control and stabilization acts and administrative action there- 
under. It is his position that the ‘‘adequate transportation’’ provisions 
of the interstate commerce act are superseded by the ‘‘anti-inflation’’ 
provisions of the stabilization act, and that ‘‘all regulatory standards 
must yield to the dominant purpose of the stabilization act.’’ 

We do not agree with this view. At a time when war has imposed 
unprecedented burdens on the railroads, and has brought them un- 
precedented earnings, our duty is to determine a rate structure that 
will meet the requirements of the national transportation policy and 
the other governing provisions of the interstate commerce act. We 
recognize the congressional objectives in the price control and stabili- 
zation acts to prevent inflation during the present emergency, and in 
the administration of those statutes the Director of Economic Stabili- 
zation and the Price Administrator will have our cooperation. We 
are also cognizant of the vital importance of the national transport 
system in this crisis. Revenues from operations must be sufficient so 
that mere lack of money may not be the cause of impairment of the 
transportation system. 

In Increases in Texas Rates, Fares, and Charges, supra (253 I. C. C. 
723) the provisions of the stabilization act and the executive regulations 
thereunder are summarized. We there held that the above-named act 
makes no changes in, or additions to, the interstate commerce act rela- 
tive to the rates, fares, and charges of common carriers by railroad 
except the requirement as to notice to, and intervention by, the desig- 
nated federal agents. In our report in that proceeding we expressed 
the opinion that it is a war measure designed to prevent inflation in 
wages and prices (other than that needed to assure maximum produc- 
tion in the war effort), and to that end empowers the Director and 
Administrator to ‘‘stabilize’’ wages and prices of industries not other- 
wise subject to regulation. We there pointed out that the inflationary 
tendencies in price levels of general increases in freight rates had 
been carefully weighed in the original report herein, and were re- 
flected in the increases authorized, which were graded according to 
commodity groups so as to minimize the pyramiding or inflationary 
effects of the increases. 

The interstate commerce and the price control and stabilization 
acts declare important congressional policies which are not contra- 
dictory, but are complementary. In the administration of the interstate 
commerce act we give consideration, when applying the standards of 
lawfulness of charges made under that act, to the fact that for a 
nation at war a major problem is to prevent undue infiation of prices. 
We gave consideration to the relation between the interstate commerce 
and the price control and stabilization acts in Increases in Texas Rates, 
Fares, and Charges, supra, and we reaffirm the conclusion there 
reached. 

The inciting cause for the petitions praying for the removal of 
the increases was the rapid growth in the earnings of the railroads 
during 1942. The net railway operating income of Class I railroads 
for that year was nearly 2,240 million before the deduction of federal 
income and profits taxes, and nearly 1,481 million after their deduc- 
tion. After allowance for fixed charges (whether paid or not) and 
for other income, the net income before federal income and profits 
taxes was nearly 1,718 million, and after deduction of such taxes 
approximately 960 million, the latter sum being surplus available for 
general corporate purposes. For the three year period ended with 
1942, the average net railway operating income before federal income 
tax deduction was 1,385 million and after all taxes 1,054 million. 
Faced with so favorable a showing, or a somewhat less favorable 
showing that would have resulted if there had been no increases, it 
is not likely that if we now had to consider the railroads’ petition as 
an initial matter, we would sanction such increases. 

The future respecting earnings of the railroads, as with everything 
else, is uncertain. The petitioning railroads gave us no estimate of 
their probable future earnings. They called to attention various 
items of additional expenses or charges that would be refleced in the 
income accounts of 1943 as compared with those of 1942, and these 
we have weighed carefully. The Price Administrator submitted a 
rather definite forecast for 1943. We cannot forecast with assurance 
of accuracy the courses that prices of labor and materials used by 
the railroads will take in coming months, nor can we be certain that 
the efficiency of operation that has been maintained with an unprece- 
dented volume of traffic will be possible for an indefinite period. Costs 
often rise when the capacity of a plant is exceeded, and the railroads 


policy in the transportation act of 
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may be confronted with that condition in the not distant future 
must keep in mind these contingencies, and our continuing duties ; 


the national transportation policy of Congress and the interstate mn" 
merce act which we are charged to administer. - 


We find that under present conditions, and, so far 
sonably foresee, for the remainder of 1943, the revenues received } 
the railroads, if their freight rates and charges‘* be reduced by the 
amounts resulting from our previous authorizations of increases i 
this proceeding will meet the objectives of the national transportation 
policy as defined in the interstate commerce act, and the standards 
of section 15a (2) thereof, 

Upon the entire record as now supplemented, we are of Opinio 

and find that the added revenue resulting from the increases in tral 
rates and charges authorized in the prior report is not necessary or 
justified under present conditions; that from the effective date of the 
order to be entered herein for the remainder of the year 1943 the | 
existing freight rates and charges, including those on milk a : 
to the extent that they may include any portion of the increases so 
authorized, will be unreasonable; and that the freight rates and 
charges so reduced will be just and reasonable from the effective date 
of the order to be entered herein until the close of the present calendar 
year. 
The situation regarding standard passenger fares differs from that 
as to freight rates and charges in important respects. As we have 
previously shown, the evidence herein discloses that passenger traffic 
failed for many successive years to pay its proper share of railway 
expenses, and that only with the large volume of traffic and Passenger 
revenue was the 1942 passenger deficit currently eliminated, Even 
with that increased volume of traffic and revenue, as shown by the 
reports for 1942 and the current reports so far made this year, the 
operating ratio remains decidedly less favorable for passenger and 
allied services than for freight. 
Fares applicable in sleeping and parlor cars on the present level of 
3.3 cents per mile are only slightly higher than the 3-cent basis in 
effect prior to 1920, and are materially lower than the 3.6-cent fare 
plus the surcharges that became effective in that year. Interstate 
coach fares on the present basis of 2.2 cents per mile are 26 per cent 
lower than the 3-cent level prevailing interstate during and before 
World War I. The actual revenue collected per passenger-mile is con- 
siderably below the standard rate of fare, and is influenced by the 
reduced and special fares accorded, certain of which have been previ- 
ously discussed, and by the application of direct line fares over cir- 
cuitous routes. The actual revenue per passenger-mile, all classes in- 
cluding commutation, collected in the years 1921-1927, ranged from 
3.086 to 2.896 cents. Excluding commutation traffic, the revenues per 
passenger-mile were 1.90, 1.87, and 2 cents for 1940, 1941, and 1942, 
respectively. 

Governmental authorities, particularly the Office of Defense Trans- 
portation, have urged the public not to travel except when the journey 
is related to the war effort or is for an essential purpose. A reduction 
in the standard passenger fares would tend to encourage, travel which 
is unnecessary and unrelated to the prosecution of the war. With 
passenger facilities taxed to their capacity, any substantial increase in 
such unnecessary travel inevitably would hasten the rationing of pas- 
senger travel. 

Commutation travel is confined largely to the few local areas in the 
vicinity of large cities. It is governed mainly by local conditions rather 
than consideration that must control when the body of freight rate and 
passenger fares as a whole is under review. The commutation traffic 
undoubtedly has been subjected to increased costs, similar to those 
borne by other traffic, but whether the conditions under which the 
services are rendered and the volume of traffic offset these increased 
costs remains somewhat in doubt. The question whether the basic com- 
mutation fares should be increased requires further investigation. We 
therefore shall resume investigation of commutation fares at the stage 
where this proceeding began, and will invite the cooperation of the 
regulatory bodies of the states particularly interested, with a view of 
determining what, if any, changes should be made in these fares in 
order that the national transportation policy may be carried out and 
an adequate transportation system and essential commutation service 
may be maintained during the war emergency. 

We find that no modification of our previous findings, orders and 
authorizations respecting the present interstate standard passenger 
fares is necessary. We further find that the authority heretofore given 
with respect to the increase in commutation fares should be revoked, 
and that the question whether any increase should be made therein, in 
order to accomplish the purposes of the national transportation policy 
and the interstate commerce act, should be investigated further by us 
as respects interstate commutation transportation. In that investiga- 
tion, which will be independent of the present proceeding, as above 
indicated, we shall invite the cooperation of the regulatory authorities 
of the states as concerns their intrastate commutation traffic. 

It is developed in the record upon the reopened proceeding that the 
federal government has been compelled to exercise extraordinary 
emergency powers to conserve certain products necessary to the war 
effort. The situation was brought about by strains upon available trans- 
portation facilities, and by the closing of important lanes of commerce 
by sea. The agents of the government dealing with this problem 
invoked the cooperation of many of the petitioning railroads to secure 
the establishment of rates on various commodities which were con- 
siderably below the normal basis, and many such rates were put In. 
Certain of these reductions were established at the request of the 
government after March 18, 1942, and were published in tariff form so 
that the basic rates were to take the increases authorized in this pro 
ceeding. We do not consider that it would be reasonable merely be- 
cause of the form of publication to require the petitioning railroads 
further to reduce such already reduced rates by canceling the increases 
authorized in the original report herein, and our order will except 
situations of this character from its application. The record does not 
enable us now to give a more precise specification of such rates, but 
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etitioning railroads may bring them to our attention by appro- 
yeh applications for individual and informal consideration. We do 
a am mind making an exception when the reductions were made 
not vevapetitive purposes, and this was done by reduction of the 
a while the master tariff of increases remained in effect. 
we appropriate order will be entered carrying these findings into 
ffect; our outstanding orders will be modified accordingly; and the 
voceeding is continued on our docket. 
ee previously stated in our notice of hearing, we invited discussion 
f the earmarking of the revenues resulting from the authorized in- 
ache as an alternative to removing them. The general question of 
ether the railroads should be required to earmark for future use 
il net earnings above some theoretical standard was not fully dealt 
with either in the evidence or argument. In view of our findings, it 
js not necessary to consider further the question of earmarking net 


earnings. P 
Eastman’s Views 


Commissioner Eastman, concurring, said that in practical 
effect, he had been on “leave of absence” from his work as a 
commissioner. it ao. 

“My participation in the work of the Commission has been 
confined to those cases where the other members were evenly 
divided and my vote was necessary for a decision,” said he. 
“This is such a case. 

“Not anticipating that it would be necessary for me to par- 
ticipate in the proceeding, I did not hear the oral argument 
and gave the evidence no study until apprised that my vote was 
needed. Since then, I have read the transcript of the oral argu- 
ment and have studied abstracts of the evidence, as well as the 
statement of facts on which my colleagues were agreed.” 

Mr. Eastman remarked that the record of the proceeding 
was remarkable for the general commendation that it contained 
of railroad performance in the war emergency. So far as the 
public served was concerned, said he, he doubted whether the 
railroads had ever enjoyed a larger measure of popular favor. 
The demand that the revenue increases be eliminated, said he, 
came chiefly from agencies of the federal and state govern- 
ments. He said the case the railroads presented in favor of re- 
tention had a strong appeal, as the decade following the last 
war was for them, on the whole, a period of good but not re- 
markable earnings, and the next decade brought a very low 
level of railroad earnings and many bankruptcies. The railroads 
were now enjoying a period of unusually high earnings, result- 
ing from a volume of traffic that was taxing the capacity of 
all their facilities, he said. He said the evidence showed the 
railroads were in fact using their present high earnings to 
strengthen their financial position for the future. 


That was one side of the slate, said he. The railroads, said 
he, sought the increases now the subject of consideration, not 
for the purpose of building up a means of protection against 
difficult times ahead, but only to compensate for specific in- 
creases in wages and prices and certain extraordinary war ex- 
penses. It should not be forgotten, also, said he, that in 1937 
and 1938, while business was still depressed, general increases 
in railroad freight rates of from 5 to 10 per cent had been 
authorized, in the hope that they might afford some relief from 
the low traffic and earnings, and there had been no proposal 
that the railroads be deprived of the benefit of this authoriza- 
tion, now that traffic had risen to extraordinary heights. 

“Events have proved that the increases which were granted 
last year were wholly unnecessary for the purposes for which 
they were sought,” said he. 


Orders of the O. D. T. had helped the railroads to promote 
certain efficiencies in operation which had had the effect of 
reducing unit costs a ton of freight handled, said he. The gov- 
ernment, because of its great need for relay rails, had also 
materially accelerated the abandonment by railroads of branch 
lines they had deemed to be unprofitable, he said. 


Mr. Eastman said the railroads were not helpful as to 
making estimates for the future and he reached the conclusion 
from the record that there would be material increases in traf- 
fic, although probably not so large as the Price Administrator 
had estimated. 

Mr. Eastman expressed doubt whether government claims, 
estimated between $100,000,000 and $150,000,000, for land grant 
leductions, would be sustained in large part, but in any event 
the Commission, and he as director of the O. D. T., had recom- 
Ft that the land grant deductions be abolished in their 
ntirety, 

Summing up the prospects for 1943, on the record before 
the Commission, he said there was ample reason to conclude 
that there would be material increases over 1942 in both traffic 
Volume and revenue, and that these increases would have a 
corresponding reflection in net railway operating revenue. He 
‘aid it should also be pointed out that earnings were now so 
high that the absorption by income and excess profits taxes was 
likewise high. On that account, if the railroads were for the 
temainder of 1943 to be deprived, in whole or in part, of the 
revenues accruing from the increases in rates, fares and charges 
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authorized last year, the actual reduction in net income would 
not be more than one-half of the total revenues of which they 
were so deprived, said he. In his concluding remarks, he said: 


I come, then to what are to my mind the controlling considerations 
in determining whether, in the light of the circumstances already pre- 
sented, we should in the exercise of a sound discretion eliminate all or 
a part of the increases authorized last year. While the productive ac- 
tivity of the country is now at an unprecedentedly high level, this is not 
to be regarded as a period of business prosperity, as distinguished from 
a period of business depression. Nor are the conditions which should 
govern our.action in regulating railroad rates, fares and charges neces- 
sarily the same as those by which we might well be governed at a time 
of national prosperity. No nation which is fighting the most terrible 
war in its history and which is devoting most of its resources to the 
service of destruction can be regarded as prosperous; and this is not a 
time when the making of corporate profits or even the increasing of 
individual incomes is entitled to any high place in our motives or 
thoughts. The same is true of the recouping of peace-time deficiencies. 

It is also clear that, looking ahead, not only to the remaining pe- 
riod of the war, but also to the post-war days, one of the greatest dan- 
gers that we face is the danger of inflation. The record herein is full 
of discussions of the definition of ‘‘inflation.’’ What I mean by the 
word is an accelerating spiral of mounting prices which is likely to as- 
sume runaway {proportions and which threatens at some future time a 
subsequent and even more devastating ‘‘deflation.’’ Only the most rigid 
control unremittingly exercised from the outset can be an adequate 
safeguard against inflation under such conditions as now prevail. 

Thus far the record made by those federal agencies which have 
had this matter in charge, while by no means perfect, has been excel- 
lent. Certainly it is a much better record than was made in a corre- 
sponding period of time by our Government in the last World War, and 
the railroads have themselves been beneficiaries of this control. One 
of the reasons why it then became necessary for the government to take 
over the railroads was the fact that wages and prices had increased 
and were increasing so rapidly that it was deemed necessary to make 
large increases in their rates, fares, and charges in short order, by 
Government fiat, and to afford financial protection to the private owners 
of the properties. That was, indeed, the sole reason, so far as I am 
aware, for the subsequent acquisition of the telephone and telegraph 
properties. 

War with Germany was declared on April 6, 1917, and the railroads 
were taken over by the President’s proclamation of December 26, 1917. 
There followed a general increase in freight rates of 25 per cent, except 
for certain commodities where the rates were increased in specific 
amounts. Passenger fares, except for commutation fares, were in- 
creased to a minimum of 3 cents per mile. These increases proved in- 
sufficient, for the government, on the basis of the compensation which 
it paid to the owners, incurred a large deficit in the operation of the 
properties, and shortly after they were returned to their owners, in 
1920, freight increases ranging from 25 to 40 per cent and a passenger 
increase of 20 per cent were authorized. In contrast, the increases of last 
year were authorized on March 2, 1942 and they averaged 4.7 per cent 
on freight rates and about 9 per cent on passenger fares. While war 
with Japan was declared on December 8, 1941, the increases were au- 
thorized principally to compensate for increases in wages which were 
agreed upon before the war began, and instead of proving insufficient 
they have been found in subsequent operations to be unnecessary for 
the purpose. Such a result would have been impossible, had it not 
been for the so-far successful efforts of the government to prevent in- 
flation. 

Increases in freight rates are reflected inevitably in the costs of 
products delivered for consumption, and as they apply on raw materials 
and semi-finished products, as well as on finished products, their effects 
are often pyramided. The increases of last year were not large, how- 
ever, and their effects of this character have no doubt been realized, 
and apparently without adverse results of importance so far as the 
general economy is concerned. But there are, as I see it, more serious 
aspects of the matter. ‘ 

The great areas of danger, in the endeavor to prevent inflation, are 
to be found, I fear, in farm prices and in the wages paid to workers. 
It is in those places that the fabric of prevention is most likely to be 
torn and an unravelling process begin. In safeguarding against these 
dangers, we cannot wisely leave out of consideration emotional and 
other phychological reactions. So long as the railroad industry, or any 
other great industry, is in war time making very large profits and such 
profits are in part dependent upon rate or price increases authorized 
since the war began, a situation exists which is more than likely to 
generate perilous reactions, whether real or purported, of this character. 

If, as here, the basis for such reactions can be removed without in- 
justice or serious financial detriment to the railroads, I am fully per- 
suaded that it should be removed. 


The matter has another aspect, not so fundamental but yet of im- 
portance. A considerable number of the railroads are now paying in 
large amounts, not only income taxes, but also excess profits taxes. 
Public utility corporations are surely inappropriate mediums for col 
lecting taxes of this character from the public which they serve. The 
fact that such taxes are collectible is always an incentive, also, to im- 
provident or unnecessary spending. 

For these reasons I concur in the conclusions which have been 
reached by the majority herein. In that concurrence. I include the 
conclusion that the authority to increase passenger fares, other than 
commutation fares, should not be revoked. The reasons for that con- 
clusion are adequately and effectively stated in the main report. I also 
inctude the opportunity which is extended to the railroads to file tariffs 
restoring the increases on January 1, 1944, or on an earlier date, if 
“‘considered necessary by the railroads to maintain a transportation 
system adequate to meet the needs of national defense and commerce.”’ 


Chairman Alldredge’s Views 


Disagreeing with the majority, Chairman Alldredge said it 
seemed to him that the appropriate thing to do, in view of the 
vital importance of transportation in the prosecution of the 
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was to make such definite reductions as the record would sup- 
port now and continue the other increases subject to a require- 
ment that all earnings of the individual carriers in excess of a 
reasonable minimum be impounded for use only in the payment 
of their respective debts and the rehabilitation and improve- 
ment of their properties devoted to public service. This would 
provide, said he, as far as revenues would suffice, for the con- 
tinued functioning of the carriers in the present emergency and 
at the same time assure the public that any excess earnings 
would be used for its benefit. He listed in his dissent the re- 
ductions he would have required. 


Porter’s Views 


“The final result arrived at in the determination of this 
proceeding depends upon the avenue of approach,” said Com- 
missioner Porter in his dissent. “If it is viewed only from the 
immediate present, as does the majority, their conclusion is 
understandable. On the other hand, if it is approached from the 
long-range viewpoint, looking not only to the present, but also 
to the past and the future as far as possible, a different result 
must inevitably follow. I am persuaded the latter is the more 
statesmanlike attitude. To my mind, what is here done reflects 
a narrow and short-sighted policy, and is not in the public in- 
terest because, first, it is not conducive to the maximum war 
effort, and second, it is reflective of the same stunted, lacka- 
daisical attitude toward postwar needs which was so largely 
responsible for the impoverished condition of the railroads 
shortly after the first world war.” 

Commissioner Porter developed his views at length. He 
said he wanted to make it clear that his vote against removing 
the freight rate increases was based on the assumption that 
railway earnings in this and succeeding war years would not 
exceed materially those in 1942. If the future should prove that 
assumption to be incorrect, said he, he would not hesitate to 
urge a reopening of the proceeding, and, if course, all the in- 
creases authorized in this proceeding should be removed not 
later than six months after the termination of the war. Con- 
tinuing, he said: 


In conclusion, may I recapitulate: The importance of speedy, ef- 
ficient transportation of all of our products, both for the home front 
and the fighting front, at this time is impossible of overstatement. All 
acquainted with the facts are unanimous in their praise of the mag- 
nificent manner in which the job is now being performed by the rail- 
roads. No complaint with the rates charged for performing this task, 
with rare exception, is being urged by the great mass of the shippers 
or persons who do the paying. A supreme war effort appears to be in 
the making in the near future. In these circumstances, why should we 
do anything to disturb or distract this essential industry in the per- 
formance of its most important part in the saving of the nation? 


Miller’s Dissent 


Commissioner Miller, dissenting, said that in his opinion no 
sound reasons had been presented for the removal or suspen- 
sion of either the freight rate or commutation passenger fare 
increases granted in Ex Parte 148. 

“The decision to suspend these increases fails to meet 
squarely the issues before us,” said he. 

“Much of the testimony in this record establishes rather 
clearly that the only certainty is that things are very uncer- 
tain,” said he. “The most important of these uncertainties is as 
to how long the war will last. If the war continues through 1943, 
there can, I think, be little doubt from the evidence in this 
record that there will be some increase in the earnings of the 
roads as compared with 1942, even though this is conjectural. 

“If there should be another wage increase,” said he, “there 
might well be another revenue case.” 

Mr. Miller said the only safe course was to assume that the 
war would last a long time and to take no chances with trans- 
portation at this juncture of the war. Mistakes should be on the 
side of over-equipment and over-maintenance, said he. As he 
saw: it, removal or suspension of any of the increases at this 
time did not accord with the Commission’s duties and responsi- 
bilities for national defense under the national transportation 
policy of the Congress, in view of the uncertainties of the pres- 
ent situation. He favored impounding for the duration of the 
war, not only the proceeds of the increases, but also any excess 
over a reasonable percentage of the value of the properties of 
each carrier, for payment of indebtedness, investment in fed- 
eral debt, investment in additions and betterments to plant and 
equipment, and a reserve for rehabilitation and contingencies. 


Patterson’s Views 


“As I understand the theory of the majority,” said Com- 
missioner Patterson in his dissent, “it is that the level of rail- 
road rates and fares should not be higher than necessary to 
maintain efficient and adequate transportation service during 
the war, and that the level should shift as economic conditions 
shift. With this I do not agree. Their reasoning, if sound, would 
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call for a reduction in the basic rates at this time as 
removal of these increases. 

“The national transportation policy is not limite 
war period but is a continuing policy and its objecti 
development and preservation of a national transport 
tem adequate to meet the needs of commerce and 
service as well as those of national defense. These ne 
b adequately met of the rate level continually 
changes in economic conditions.” 

Mr. Patterson said he believed retention by the Carriers of § 
their present relatively high earnings was justified if useq for | 
debt reduction and to provide reserves to rehabilitate their 
plant when sufficient labor and materials again became ayajl. 
able. He said they so used their excess earnings in 1942 and 
assured the Commission they would continue to do so, adding} 
that the Commission could see that they did so. S 

“Such a program will make for strong transportation and 
have the added advantage of helping restore prosperity at the 
war’s end,” said he. “It is sound public policy.” i 

In conclusion, Commissioner Patterson said: 


Well as 
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The majority find that for the remainder of 1943 the rates wil] be 
unreasonable to the extent that they exceed the increases. They inti- 
mate that they may be restored subsequent to January 1, 1944, merely 
by the filing of appropriate tariffs. The railroads and the shipping public 
know that these increases will never be restored until their reasonable- 
ness is again developed by evidence adduced at public hearing, Any 
other course would be arbitrary and unlawful. 


Johnson’s Dissent 


Commissioner Johnson, in his dissent, saying that it was 
argued that the railroad income had become unconscionable 
(although it was not materially greater than in 1929) and that 
the 4.7 per cent increase was conducive to inflation, made the 
following comment: 


I will, with interest and concern, attempt to observe the tendency 


to deflation that must of a certainty ensue if the majority opinion be 
one of wisdom. 


Continuing, Mr. Johnson said: 


It was developed in the reopened proceeding that the 4.7 per cent 
increase in rates authorized to absorb increased labor costs was a 
fairly accurate adjustment and that, had there been no additions to 
the cost of labor and, therefore, no increase to rates, the financial 
status of the railroads would have been substantially as it in fact was 
at the time of hearings amd argument. 

It might be observed that neither the chief petitioner, nor any of 
those associated, in asking the removal of the rate increases to prevent 
inflation, suggested the removal of the causative increases to labor 
cost that must be equally as inflationary. Both the labor and rate 
increases long antedate the legislative stabilization date, September 15, 
1942. There has been no suggestion until this very moment from any 
department of government that there should be, other than rectification 
of maladjustments, any alteration of the level of prices, including rates 
of common carriers, as they existed on the stabilization date, Septem- 
ber 15, 1942. Even had there been such suggestion, and there has not, 
the Commission may not with impunity ooze beyond the definite limits 
of the Transportation Act in mistaken effort to please. 

The ton-mile railroad earnings for 1942 were .932 cents, the lowest 
in a quarter of a century, considerably lower than in 1929, when the 
railroad income was comparable with that of 1942. 

Since 1929, the railroad income almost vanished. Hundreds of 
millions of dollars of stockholders’ money disappeared; not only did 
dividends cease to be, but capital itself vanished. Railroad income 
that ploughs so deep into valleys of depression must, if railroads are to 
survive, at times develop into peaks. Rates may not with impunity 
become barometric indications of rapidly changing railroad income. 
Rates should be just and reasonable, as these raised rates are, and 
should be raised or lowered in accordance with the permanent level 
of railroad income. The present high income is no more permanent 
than the state of war, probably far less, while there are inequalities 
of deep permanence in the interterritorial railroad rates in the United 
States that have through the years been brought vainly to the attention 
of the Commission. 


Congress, in the transportation act of 1940, proclaimed the trans- 
portation policy to provide ‘‘—a national transportation system—ade- 
quate to meet the needs of the commerce of the United States, of the 
Postal Service, and of the national defense.’’ Congress in its wisdom 
directed the Interstate Commerce Commission, in time of peace and 
in advance, to prepare our transportation for national defense. The 
time of preparation is passed. We are in the very midst of the most 
gigantic task of national defense the nation has ever experienced and 
in which, as never before, transportation looms gigantic and is no less 
essential than the very armed forces themselves. Truly, it is no time 


for experimentation with so vital a war activity as the American rail- 
roads. 


Motor Carrier Predicament 


Motor carriers faced a serious dilemna, from their view- 
point, as the result of the Commission’s decision in Ex Parte 
148. Though their rates were not in issue in the proceeding, 
they had increased their rates approximately to the same eX 
tent that the railroads had under the original decision in order 
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maintain relationships between rail and motor rates that had 
xisted theretofore. Many motor carriers, even with their in- 
: ased rates, are said to be in serious financial condition, and 
carriers in the east have asked a ten per cent increase 
9 resent rates. Motor carriers must decide whether they will 
tinue in effect their present rates after May 15. 


One suggestion was that the motor carriers should ask the 


» Commission to reconsider its rail decision in the light of the 
; predicament faced by the motor lines. Some motor carriers feel 


they could hold certain classes of traffic at present or higher 
rates, despite the lower rail rates that will become effective 


May 15. 
“Suspension” a Misnomer 


Use by the Commission of the word “suspended” in with- 
drawing authority for the Ex Parte 148 freight rate increases 


' yesulted in speculation as to the effect of its action and what 
‘the situation with respect to rates would be January 1, 1944, 


the expiration date of the “suspension” ordered by the Com- 
mission. 

At the Commission it was stated that any tariffs filed by 
carriers to reinstate after January 1, 1944, the increases “sus- 
pended” by the Commission would be subject to investigation 
and suspension by the Commission. It was also pointed out that 
any move on the part of the carriers to obtain reinstatement 
of the increases would be subject to protest by the Office of 
Price Administration, if the price control law were still in 
effect. It was also pointed out that Commissioner Patterson, in 
his dissenting opinion, had said that the railroads and the 
shipping public knew “that these increases will never be re- 
stored until their reasonableness is again developed by evidence 
adduced at public hearing.” 


In the concluding sentence of his concurring opinion, Com- 
missioner Eastman said: 


I also include the opportunity which is extended to the railroads 
to file tariffs restoring the increases on January 1, 1944, or on an 
earlier date, if ‘‘considered necessary by the railroads to maintain a 
transportation system adequate to meet the needs of national defense 
and commerce.”’ 


This statement attracted attention because there was no 
such statement either in the findings and conclusions of the 
Commission’s report or in its order. In explanation of this dis- 
crepancy it was stated at the Commission that it was due to a 
“typographical error.’ It was indicated that the Commission’s 
report and order would stand as issued, but that, in the printed 
report, the sentence in Mr. Eastman’s opinion probably would 
be revised. 


Text of the Order 
The text of the Commission’s order follows: 


It is ordered, That the operation of said increases in freight rates 
and charges, including those on milk and cream whether transported 
in freight or passenger trains, be, and it is hereby, suspended from 
the effective date of this order until January 1,, 1944. 


It is further ordered, That the petitioning railroads, according as 
they participate in the transportation, be, and they are hereby, notified 
to cease and desist on or before May 15, 1943, and thereafter to abstain 
from publishing, demanding, or collecting the present rates and charges 
on freight traffic, including those on milk and cream whether trans- 
ported in freight or passenger trains, except as specified in the next 
succeeding paragraph, and the present fares on passenger commutation 
trafic in interstate commerce. 


It is further ordered, That the petitioning railroads, according as 
they participate in the transportation be, and they are hereby, notified 
and required to establish on or before May 15, 1943, upon notice to 
this Commission and to the public upon not less than 10 days’ filing 
and posting in the manner prescribed in section 6 of the Interstate 
Commerce Act, and thereafter to maintain and apply to the interstate 
ransportation of freight traffic (including milk and cream in freight 
0 passenger trains) and to passenger commutation traffic, rates, fares, 
and charges not in excess of the present rates, fares and charges re- 
duced by the amounts included therein which represent the increases 
made under authority of said order of January 21, 1942, as modified, 
and in said original report, except that the present freight rates and 
charges which have been made lower than those in effect on March 
Nl, 1942, at the instance of the Federal Government by voluntary action 
of the petitioning railroads after that date or established at the in- 
‘ance of the Federal Government before that date, need not be re- 
duced under the provisions of this order. 


It is further ordered, That said order of March 2, 1942, modifying 
outstanding unexpired orders in other proceedings, be, and it is hereby, 
suspended from and after May 15, 1943, until January 1, 1944. 


It is further ordered, That in all other respects the said order 
of January 21, 1942, as modified, shall remain in full force and effect 
for the duration of the war and six months after its termination. 

And it is further ordered, That the authorizations granted by the 
Commission in formal proceedings decided after March 18, 1942, to 
add to the freight rates and charges prescribed or approved in said 
formal proceedings the increases authorized in said original report in 
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this proceeding, be, and they are hereby, suspended from and after 
May 15, 1943, until January 1, 1944. 


Necessary Tariff Action 


Chief traffic officers of the railroads were scheduled to con- 
sider the Commission’s decision at a meeting in Chicago April 
16, and to decide what tariff action was necessary to conform 
to the order. 

Officials of the Association of American Railroads were 
disappointed with the decision but no statement was made for 
publication by them. 

The important factor in the situation now, it was indi- 
cated, was the question of railroad wage increases. If rail wages 
were held to present levels, it was indicated, the blow given 
the roads by the decision would not be as serious as if wages 
were raised by a substantial amount. It was felt that the re- 
moval of the Ex Parte 148 increases made it imperative that, 
at least, there be no further wage increases on the railroads. 

It was estimated that the decision would result in a loss 
of around $250,000,000 a year in revenue. 

The exception in the Commission’s order that ‘“‘the present 
freight rates and charges which have been made lower than 
those in effect on March 17, 1942, at the instance of the federal 
government by voluntary action of the petitioning railroads 
after that date or established at the instance of the federal 
government before that date, need not be reduced under the 
provisions of this order,” it was believed by railroad officials, 
would result in a substantial amount of revenue from the kind 
of traffic involved not being affected by the order requiring re- 
moval of the Ex Parte 148 increases. 

In other words, it was pointed out, such traffic and revenue 
thereon would be excluded in computing the effect of the reduc- 
tions now required by the Commission. 

“We do not consider that it would be reasonable merely 
because of the form of publication to require the petitioning 
railroads further to reduce such already reduced rates by 
cancelling the increases authorized in the original reports here- 
in, and our order will except situations of this character from 
its application,” said the Commission in its report with respect 
to the rates in question. 

The trucking industry viewed the Commission’s decision 
in reopened Ex Parte 148 with the “gravest apprehension,” said 
Chester G. Moore, managing director of the Central Motor 
Freight Association and secretary of the American Trucking 
Associations, Inc. At just the time it was becoming absolutely 
necessary that the trucks have more revenue in order to con- 
tinue operations under the most trying conditions, they were 
faced with a situation under which the railroads, by Commis- 
sion order, would operate under new rate advantages, said he, 
adding that it would be absolutely impossible for the trucks 
to meet the reductions in rail rates. 

Common carrier highway transportation was fast approach- 
ing a major crisis, he said, due to rapidly increasing operating 
costs over which it had no control. He enumerated some of 
the items in those cost increases, including the fact that, under 
rubber rationing, truckers, when they could get them, had to 
buy tires in small lots at retail prices, instead of at the sub- 
stantial discounts heretofore available through quantity buying; 
the necessity of paying full retail price for equipment when it 
could be bought at all, and of paying extraordinarily high prices 
for used equipment; the higher prices and absence of discounts 
on parts purchases; the higher labor costs due to the necessity 
of using inefficient and inexperienced help and recent wage 
increases allowed by the War Labor Board’s trucking com- 
mission, and the added expenses involved in operating over the 
road at a 35-mile-an-hour maximum, in delays by shippers in 
loading and unloading, etc. 

Reports from members of the Central Motor Freight 
Association showed the operating ratio for January of this year 
to have been 100.5, he continued, and there was no indication 
that the reports for the first quarter of 1943, due within a few 
days, would show anything but an accentuation of that bad 
situation. The industry had agreed that a substantial increase 
in truck rates was necessary, he pointed out. In the east, such 
proposed increases had already been filed and were now under 
suspension, while, in Central Territory an increase in the mini- 
mum charge was about ready to be filed, and general percent- 
age increases were under consideration (see Traffic World, 
April 3, p. 797). 

He said he thought it certain that truckers would ask for 
a reopening of Ex Parte 148 for reconsideration, at least, of the 
less-carload phase of the case. It was acknowledged by the 
railroads, he said, that their less-carload business was carried 
on at a loss. He pointed to the logic expressed by the Com- 
mission in its report, in permitting the passenger fare increase 
to remain in effect, because passenger earnings did not repre- 
sent their proportionate share of the total rail revenue. If that 
was the case with passenger revenue, he said, it was even more 
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true with less-carload revenue, which could be shown to be even 
farther from paying its share of railroad expenses than pas- 
senger revenue. From the point of view of the trucker, he said, 
the less-carload reduction was the most serious part of the 
order, because it was in that class of traffic that the competi- 
tion of the trucks and the rails was most acute and from which 
the trucks normally obtained the greatest part of their busi- 
ness. The Commission’s report and order contained nothing 
that would indicate that it had accorded any special attention 
to less-carload rates and the special problems that a reduction 
in them would raise, he said. 





BOSTON TERMINAL REORGANIZATION 

The Commission, division 4, by a report and order in 
Finance No. 12625, Boston Terminal Co. Reorganization, has 
authorized Bernhard Benson, of Great Neck, L. I.; Frederic P. 
Radcliffe, of Great Neck, L. 1.; Tracy R. Engle, of New York, 
N. Y.; Edward F. Swenson, of Palm Beach, Fla.; and Pierre R. 
Bretey, of New York, N. Y., to serve as a protective committee 
for holders of first mortgage 3% per cent bonds, due 1947, and 
first mortgage 4 per cent bonds, due 1950, of the terminal com- 
pany. They were authorized, also, to solicit authorization to 
represent the holders of such bonds, with and without the de- 
posit thereof, in accordance with the terms of an agreement 
which, the report said, would be fair and reasonable, and in 
the public interest. 


REFINERS TRANSPORT STOCK ISSUE 


The Commission, division 4, has granted Refiners Transport 
& Terminal Corporation authority to issue 17,700 shares of 
common stock, $10 par value, to reimburse its treasury for 
capital expenditures, in MC F-1974, Refiners Transport & Ter- 
minal Corporation—Issuance of Stock. The report said that 
of the proceeds of the proposed issue of stock, $344,074 would 
be used to reimburse applicant’s treasury for expenditures 
made for capital purposes, $102,000 would be used to finance 
the purchase of the operating rights involved in MC F-1936, 
Refiners Transport & Terminal Corporation—Purchase—Mar- 
shall Transport Co., Inc. (see Traffic World, April 10, p. 848), 
and $61,593 would be used to finance the purchase of operating 
rights and property in MC F-1951, Refiners Transport & Ter- 
minal Corporation—Purchase—Leander G. Tait. That portion 
of the application relating to issuance of securities to finance 
$38,406 of equipment, already purchased from Tait as part of 
the transaction in MC F-1951, was deferred pending decision in 
that proceeding. Commissioner Mahaffie dissented, saying that 
for the reasons stated in connection with the decision in MC 


F-1936, he was unable to agree that the proposed issue was for 
a lawful object. 


Single Water Operating Certificate 


On a finding that the operation of the vessels of California 
Eastern Line, Inc., and States Steamship Co. were performed 
under the management of Pacific-Atlantic Steamship Co., in its 
capacity as managing agent, and that the applicants were not 
performing separate bona fide operations on the statutory date 
as common or contract carriers, the Commission has granted 
a single certificate, on request of counsel for the applicants, to 
States Steamship Co., in W-337, California Eastern Line, Inc., 
Application, embracing W-338, States Steamship Co. Applica- 
tion, and W-339; Pacific-Atlantic Steamship Co. Application. 
The certificate was issued to States Steamship Co., on behalf 
of itself, California Eastern, and Pacific-Atlantic. The applica- 
tion, to the extent that they sought separate authority, were 
denied. 

The authority granted was as to continuance in operation 
as a common carried by self-propelled vessels, in the transpor- 
tation of commodities generally, between Pacific coast ports 
and Atlantic coast ports designated in an appendix, other than 
Boston, Mass.; Bridgeport, New Bedford, New London, Conn.; 
Portland, Me.; and Providence, R. I., through the Panama 
Canal. 

States Steamship, and Pacific-Atlantic, the report said, 
asked that their east-bound operations be found exempt under 
sections 302(e) and 303(h) because the parent company, Dant 
& Russell, which owned substantially all of their voting stock, 
had supplied whole cargoes of lumber. However, the report 
said, exemption could not be granted because the applicants 
were not engaged solely in transporting the property of the 
parent company. As an alternative, the carriers asked that they 
be granted a contract carrier certificate, as to east-bound lum- 
ber operations, but the report said that the evidence was that 
applicants had no contracts with any shippers of lumber, all 
operations having been as a common carrier under the regular 
tariff provisions. Under the “grandfather” provisions of section 
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309, the report said, ‘“‘authority necessarily must be limited 4 
the operations performed by applicants on Jan. 1, 1949 ie 
Since that date.” From the record, it said, it was clear that 0 
the statutory date and since, applicants had been engaged, « 
common carriers, in the intercoastal transportation of Tumbe 
and general commodities. 

The report said that no revenue calls had been made ging 
Jan. 1, 1940, on some ports shown in the tariffs. Applicant: 
vessels, it said, had actually been operated between the north! 
ernmost port on the Pacific coast and New York harbor on thei 
Atlantic coast, including service to and from Albany and other 
ports on the Hudson River. Most of the intermediate ports Were! 
actually served, it said, and that applicants actively Solicited) 
cargo to and from all of such ports which were named in their? 
tariffs. The certificate issued, it said, would include authority 
to operate to and from such intermediate ports, and continued: 

However, applicants’ vessels were never operated to or from§ 
Providence or other Atlantic coast ports north of New York harbor p 
and offers of service and publication of tariffs naming rates to and 
from those ports does not constitute bona fide operation. Therefore 
applicants are not entitled to authority to serve these Atlantic coast 
ports north of New York harbor. 


CENTRAL OF N. J. TRACKAGE RIGHTS 


The Commission, division 4, by a report and order in 
Finance No. 14079, Central Railroad Co. of New Jersey Trius. 
tees Acquisition of Trackage Rights, has dismissed for want of 
jurisdiction the application of Shelton Pitney and Walter P. 
Gardner, as trustees, for authority to acquire trackage rights 
for switching purposes, in the vicinity of Catasauqua, Lehigh 
county, Pa. Applicants, the report said, had asked for authority 
to acquire trackage rights over the line of the Lehigh & New 
England Railroad Co. for a distance of approximately 800 feet, 
and over the line of The Reading Co. for a distance of approxi- 
mately 1,600 feet, the request for authority over the latter 
company’s tracks having been increased to 3,600 feet at the 
hearing. 

The jurisdiction over acquisitions of trackage rights was 
controlled by the use to be made by the applicant of the tracks 
involved, said the report, and not by the use made thereof, or 
the classification thereof, by the carrier or carriers which 
owned the tracks. Following its rulings in Texas & Pacific 
Railway Co. Operation, 247 I. C. C. 285, and Kansas City 
Southern Railway Co.- Purchase, 252, I. C. C. 113, in which 
it was found that approval of the Commission was not neces- 
sary because the trackage there under consideration was to be 
used solely for the purpose of switching, the report said that 
the “operation proposed herein may be effected without our 
approval,” as it was apparent that they were switching opers- 
tions, although they were over segments of the line which the 
owning companies considered part of their main lines. 





Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission. ) ; 


Couches and Bed Springs 


MC C-323, Southern Spring Bed Co. vs. Bassett Furniture 
Trucking Co. By division 3. Dismissed. Rate of 75 cents 
charged by defendant motor common carrier on shipment of 
metal couches and compressed bed springs, made April 29, 1941, 
from Atlanta, Ga., to Asheville, N. C., found to have been in- 
applicable to the extent it was applied on the metal couches 
and unreasonable to the extent applied on the bed springs. 
Applicable rate on the metal couches found to be $1.59 and 
such rate unreasonable to the extent it exceeded $1.25. A rea- 


sonable rate on the bed springs would have been 50 cents, min- 
imum 10,000 pounds, said the report. 


Barrel Staves 


No. 28805, St. Louis Cooperage Co. vs. Missouri Pacific. 
Report written by Chairman Alldredge. 
Shipments of barrel staves and heading, in Cal- 
loads, made between Feb. 4 and March 7, 1941, from Brinkley, 
Ark., to St. Louis, Mo., on which rate of 22 cents was charged 
found to have been misrouted by defendant, that a cut-back 
rate of 15 cents claimed by complainant was not applicable to 
the shipments, and that no damage resulted to complainant be- 


By the Commission. 
Dismissed. 


cause of the misrouting. 


Alton Signal Change 


*No. 28000, Sub. 92, Application for Approval of Proposed 
Modifications of Systems or Devices Under Section 25 (b) of 
the Interstate Commerce Act. By division 3. Application of 
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April 17, 1948 


the Alton Railroad Co. for approval of modifications of inter- 
locking at crossing of the Illinois Northern with the Alton and 
ihe Santa Fe at Corwith, Chicago, Ill., involving changing of 
signal and removal of certain derails, granted. 


Southern Interlocking 


*No. 28000, Sub. 93, Application for Approval of Proposed 
Modifications of Systems or Devices Under Section 25 (b) of 
the Interstate Commerce Act. By division 3. Application of 
the Southern Railway Co. for approval of modifications of in- 
terlocking at crossing with the Cleveland, Cincinnati, Chicago 
& St. Louis at Mt. Carmel, Ill., involving removal of the two 
main-track derails on the Southern and four main-track derails 
on the C. C. C. & St. L., granted. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*w-389, Arthur R. Cenac, Contract Carrier Application. 
By division 4. Application dismissed. Applicant found not to 
have been engaged in operation on Jan. 1, 1940, as a contract 
carrier by water in the. transportation of commodities generally 
between ports and points on the Gulf Intracoastal Waterway 
and connecting and tributary waterways in Louisiana, Texas, 
Alabama, and Mississippi. The report said that furnishing of 
applicant’s equipment to persons other than carriers subject to 
the act for transportation of oil-field equipment, machinery, 
materials, and supplies to and from the marshland oil fields in 
Louisiana and Texas was exempt by reason of the Commission’s 
order in Ex Parte No. 146, Oil Field Equipment, Marshlands, 
Louisiana and Texas, for a period of three years from the date 
of the order, Aug. 26, 1941. Applicant’s towage of houseboats 
and dredges was exempt, it said, by reason of the Commission’s 
order of Oct. 29, 1941, in Ex Parte No. 147, Towage of Floating 
Objects. Towage performed for Gulf Coast Towing Co., Inc., 
and River Terminals Corporation was not subject to part III 
of the act, the report said, and that other transportation per- 
formed between points in Louisiana was not part of a through 
movement in interstate or foreign commerce. 

*W-623, Marmor Marine Co., Contract Carrier Applica- 
tion. By division 4. Application dismissed. Applicant found 
not to have been in bona fide operation as a common or con- 
tract carrier in the transportation of commodities generally 
between ports and points on the New York State Canal system, 
from the port of New York to Whitehall, Oswego, and Buf- 
falo, N. Y., and on Long Island Sound from the port of New 
York to New London, Conn. In performing towage for Buffalo 
Barge Towing Corporation, a carrier subject to part III of the 
act, the report said, applicant was not a common or contract 
carrier. Two trips in 1940, it said, did not entitle applicant to 
apermit, the trips having involved towage of barges, and made 
while the charter with Buffalo Barge was canceled for short 
periods. 


COMMISSION WATER ACTION 

In W-892, Truckers Steamship Co. Temporary Authority 
Application, the Commission, by division 4, has authorized 
Truckers to operate as a common carrier by self-propelled ves- 
sels in the transportation of trucks and trailers, loaded or 
empty, between Detroit, Mich., and Cleveland, O., and between 
the same ports in the transportation of motor vehicle tractor 
units to the place of repair and return when essential repairs 
May be necessary, the order to continue in force until Dec. 31, 
%4, unless sooner suspended, modified, or set aside by the 
further order of the Commission. 
_ Ona finding that Thomas J. Horan’s operations in furnish- 
Ing non-self-propelled vessels to persons other than carriers 
subject to the act for use in transporting sand and gravel in 
bulk, and that not more than three commodities, and no com- 
modities not in bulk were transported in the same vessel or 
‘ow; and, further, that the transportation within the limits of 
New York harbor and contiguous harbors was not part of a 
continuous movement under a common control or arrangement 
0or from a place outside those harbor limits, the Commission, 
vision 4, by an order in W-53, Thomas J. Horan Contract 

ler Application, has found such transvortation exempt. It 
was also found that applicant’s furnishing of non-self-propelled 
Vessels to carriers subject to the act for use within and beyond 
the limits of New York harbor and contiguous harbors did not 
Constitute applicant a common or contract carrier subject to 
Part III of the act. 

The Commission, division 4, by an order in W-278, Fore- 
man-Gregory Co. Common Carrier Application, has authorized 
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temporary operation by Foreman-Gregory, as a contract car- 
rier by non-self-propelled vessels with the use of separate 
towing vessels, in the transportation of fertilizer and fertilizer 
materials from Baltimore, Md., to Williamston, N. C., and 
from Richmond, Va., to Baltimore, until Dec. 31, 1944, unless 
the order be sooner suspended, modified, or set aside by further 
order of the Commission. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 49323, Sub. 1, Stuart H. V. Carlson, Manchester, 
Conn., extension. Certificate granted. General commodities, 
w.th exceptions, between points in Conn., on the one hand, and 
specified points in Mass. and R. I., on the other. 

*MC 31220, W. W. Daniels, Youngstown, O., common car- 
rier. Certificate granted as to continuance of operation by 
Daniels Motor Freight Service, Inc., successor in interest to 
applicant, household goods between Youngstown, O., and points 
within 5 miles thereof, on the one hand, and points in Pa., 
N. J., Md., New York, N. Y., and points within Washington, 
D. C., commercial zone, on the other. 


*MC 17771, Angelo L. Bianchi, Quincy, Mass., common 
carrier, embracing Sub. 1, Same, extension. Certificate granted 
in MC 17771 as to continuance of operations, quarry products, 
quarry machinery, and machinery incidental to the manufac- 
ture, preparation or erection of artificial or natural stone be- 
tween points in Mass., R. I., Conn., N. Y. and N. J., and chem- 
icals from points in N. J. and New York, N. Y., to points in 
Mass. Application in MC 17771, Sub. 1, for a certiticate to 
extend operation as a common carrier of general commodities 
between points in Mass., R. I., Conn., N. Y. and N. J., denied. 

*MC 69512, William Beekley Refrigerator Truck Service, 
Phoenix, Ariz., common carrier. On further hearing, findings 
in prior reports, 27 M. C. C. 405, and 3 M. C. C. 255, modi- 
fied, considered operation found to be that of a common car- 
rier and certificate granted as to continuance of operation as 
such a carrier of general commodities, with exceptions, be- 
tween Los Angeles, Calif., and Los Angeles Harbor commercial 
zone, and Phoenix, Ariz. The proceeding was reopened for re- 
consideration of applicant’s motor carrier status, original au- 
thority being granted for contract carriage. The report pointed 
out that on the statutory date applicant’s predecessor trans- 
ported packing house products, under contract, for two packing 
houses, and also served others, a number of which were not 
packing houses or subsidiaries thereof, on and immediately 
prior to June 1, 1935. Refrigerator equipment possessed by 
him was likewise made available indiscriminately to all of his 
customers, it said. The fact that applicant since Sept. 21, 1937, 
had conducted services solely under contract in compliance 
with the Commission’s order of that date, the report said, did 
not foreclose full consideration of the question of its status. 
It said there was no evidence that the actual services rendered 
by applicant’s predecessor differed in any substantial effect 
from that of other common carriers, the service being made 
available to any shipper desiring use thereof, and concluded 
that applicant had established its right to a certificate as a 
common carrier of general commodities. 


*MC 39132, Reid Bros. Express, Inc., Akron, O., contract 
carrier. Permit granted. Continuance of operation, specified 
commodities from and to points in Conn., Ill., Mass., N. J., 
N. Y., O., Pa., R. I. and Ind. Commissioner Patterson dissented, 
saying common carrier authority should be granted. 

MC 13123, Wilson Freight Forwarding Co., Inc., Cincin- 
nati, O., common carrier. Certificate granted on reconsidera- 
tion, and findings in original report, 31 M. C. C. 819, and re- 
port on reconsideration, decided Sept. 25, 1942, modified. Con- 
tinuance in operation as to general commodities, with excep- 
tions, between Westfield, N. Y., and Buffalo, N. Y., over a 
prescribed route, serving all intermediate points and the off- 
route point of Niagara Falls, N. Y.; between Lexington, Va., 
and Norfolk, Va., over U. S. highway 60, serving the interme- 
diate point of Richmond, Va.; and serving on its presently au- 
thorized routes all intermediate points on U. S. highway 42 
from its junction with Ohio highway 29 to Cleveland, thence 
over a prescribed route to the Pennsylvania-New York state 
line. 

MC 15935, Sub. 3, Packers Transport, Inc., St. Louis, Mo., 
extension. Permit granted, on reconsideration, and findings in 
prior report, decided Aug. 31, 1942, reversed. Contract carrier 
authority as to packing house products, dairy products, and 
canned goods, from National City, Ill., to Indianapolis, Ind., 
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and returned and rejected shipments of such commodities in 
the reverse direction, over irregular routes. . 

MC 21562, Kist Truck Lines, Inc., Eagle Grove, la., com- 
mon carrier. Certificate granted, on reconsideration, and find- 
ings in prior report, 34 M. C. C. 187, modified to eliminate 
restriction relating to dual operations. Continuance in opera- 
tion, poultry, eggs, dairy products, and feathers, from Fort 
Dodge and Eagle Grove, Ia., to Chicago, Ill.; feed, from Chi- 
cago to Fort Dodge and Eagle Grove; such commodities as are 
dealt in by wholesale, retail, and chain grocery stores, between 
Des Moines, Ia., on the one hand, and, on the other, Minneap- 
olis, Minn., and Chicago, from Chicago and Minneapolis to 
Fort Dodge, Estherville, Ames, Webster City and Marshall- 
town, Ia., and from Blue Island, Eureka, Washington and Mor- 
ton, Ill., to Fort Dodge, Des Moines, Estherville, Ames, Webster 
City and Marshalltown, Ia.; canned goods, from Hoopeston, 
DeKalb and Rochelle, Ill., and Fairmont, Montgomery, Blue 
Earth, Sleepy Eye, Waseca, Lesueur, Bricelyn, Owatonna, Fari- 
bault and Dodge Center, Minn., to Des Moines, Ames, Marshall- 
town, Fort Dodge, Estherville and Webster City, la.; and 
empty containers and rejected shipments in the reverse direc- 
tion. 

MC 48651, Federal Motor Transportation Co., New Bed- 
ford, Mass., common carrier. Certificate granted, on reconsid- 
eration. Continuance in operation, copper, brass, bronze, and 
scrap materials thereof, and copper, brass, and bronze tubing, 
fittings, pipe, rods, and linings, between New Bedford ana 
Taunton, Mass., on the one hand, and points in Rhode Island, 
and in a described area of Mass., on the other, over irregular 
routes, in addition to rights granted in prior report, 41 M. C. C. 
112. Commissioner Patterson dissented. 

MC 67216, Beacon Fast Freight Co., Inc., New York, N. Y., 
common carrier. Certificate granted. Continuance in opera- 
tion, general commodities, with exceptions, between Cambridge, 
Mass., and Jersey City, N. J., over U. S. highway 1, serving 
Boston, Mass., and New York, N. Y., as intermediate points, 
and Brockton, Watertown, and Somerville, Mass., as off-route 
points. 


Railroad Abandonments 


In the first of its decisions involving an application for 
abandonment of a line of railroad which had been requisi- 
tioned by the War Production Board, and dismantled by the 
Metals Reserve Corporation, following the hearing in the pro- 
ceeding, the Commission, by a report and certificate in Finance 
No. 13773, Atchison, Topeka & Santa Fe Railway Co. Abandon- 
ment, has held that the exercise of the sovereign power in ad- 
vance of a determination, or opportunity for a determination, 
by the Commission of the abandonment issues, “does not af- 
fect our duty under the statute to make the findings and de- 
terminations we are authorized to make in abandonment 
proceedings.” The Commission found that public convenience 
and necessity permitted abandonment of the line, extending 
from Anthony, Kan., to Cherokee, Okla., in Harper county, 
Kan., and Alfalfa county, Okla., a distance of 32.63 miles. The 
report said the Commission was confronted, not with a proposal 
to abandon a line, although the application was duly and sea- 
sonably filed, but by a “request for relief from the remedies 
and penalties prescribed by section 1 (18-20) in case of removal 
of a railroad without a certificate from us having first been 
obtained, on the ground that removal of the line was accom- 
plished by exercise of the sovereign power’ 'The Commission 
said it would reserve jurisdiction for two years to consider 
whether conditions should be imposed for the protection of 
employes adversely affected by anything done pursuant to the 
permission granted. 


J. G. & G.-Van Kirk 


Russell M Van Kirk, and Jacksonville, Gainesville & Gulf 
Railway have asked the Commission for permission to aban- 
don a line of railroad of the J. G. & G., extending from Gaines- 
ville to Emathla, in Alachua and Marion counties, Fla., ap- 
proximately 36 miles. The application, Finance No. 14171, it 
said, was filed without prejudice to the contention that the au- 
thority sought was not legally requisite, and that the railway 
joined the application in compliance with the provisions of 
an order of the federal court for the southern Florida district, 
dated Feb. 15, 1943. No interest had been paid on the out- 
standing $450,000 principal amount of mortgage bonds of the 
railroad since Oct. 1, 1930, the application said, and this prin- 
cipal amount and $447,262.42 of interest thereon, was owned by 
the road. The railroad being unable to make the payments, 
the mortgage was foreclosed, said the application, and the prop- 
erty sold at public auction on Feb. 1, 1943, to Russell M. Van 
Kirk, described as one of the principal bondholders, and the 
sale confirmed by the court. For the past five years, it said, 
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the railroad had sustained a net income deficit, ang that 

increase in revenues was anticipated. The location of the line 
it said, and the source and nature of the traffic handled ene 
such that no benefit had been derived from activities associates 
with the war emergency. . 


S. V. & P. 


The Shamokin Valley & Pottsville Railroad Co., 
Pennsylvania Railroad Co., lessee, have asked the Com 
in Finance No. 14172, for permission to abandon the 
P.’s entire Richards Colliery branch, and operation thereof by | 
the Pennsylvania. The line extends for a distance of about H 
1.5 miles from a connection with the so-called Green Ridge 
branch, near Mt. Carmel, in Northumberland county, Pa, The | 
colliery which the road had been constructed to serve has : 
been abandoned, the application said, and there were no other | 
industries to be served. 


Milwaukee Et Al. 


By a report and certificate in Finance No. 13512, Chicago 
Milwaukee, St. Paul & Pacific Railroad Co. Trustees Et Al 
Abandonment, the Commission, division 4, has permitted aban. 
donment by the trustees of the Milwaukee and the Dubuque & 
Sioux City Railroad Co., and abandonment of operation by the 
Illinois Central, lessee, of a connecting track in the village of 
Delaware, Delaware county, Ia., less than one-quarter mile. 


and the ‘ 
Mission, | 
S. Vv. &i 


Car Ferry Line 


The Commission, division 4, by a report and certificate in 
Finance No. 14113, Toronto, Hamilton & Buffalo Navigation 
Co. Ferry Abandonment, has permitted abandonment by the 
company of its car ferry line between Ashtabula, Ashtabula 
county, O., and Port Maitland, Haldimand county, Ontario, 
approximately 90 miles. 


C. & F. Et Al. 


In Finance No. 14145, Catasauqua & Fogelsville Railroad 
Co. et al. Abandonment, the Commission, division 4, has issued 
a report and certificate permitting abandonment by the Cata- 
sauqua & Fogelsville and abandonment of operation by the 
Reading Co. of a branch line of railroad in Berks county, Pa, 
extending from Wetzel to Seisholtzville, 1.04 miles. 


oO. S. L. Et Al. 


The Commission, by Commissioner Porter, has issued an 
order further extending for 60 days the effective date of the 
certificate issued in Finance No. 13751, Oregon Short Line 
Railroad Co. Et Al. Abandonment. 


INinois Terminal 


By an order in Finance No. 13975, Illinois Terminal Rail- 
road Co., Abandonment, involving an application for permission 
to abandon two lines of railroad in Illinois, the Commission 
has, on petition of Illinois Terminal, dismissed the application, 
without prejudice. The lines sought to be abandoned extend 
from Forsyth to Mackinaw, in Macon, Dewitt, McLean and 
Tazewell counties, 59.05 miles, and from a point near Decatur 
to a point near Danville, in Macon, Piatt, Champaign, and Ver- 
milion counties, 75.03 miles. In January, 1943, George F. Bar- 
rett, attorney general of the state of Illinois, was permitted to 
intervene by the Commission. His brief said that the requisi- 
tioning of the line by the government, given as the reason for 
the requested abandonment, was based only on such information 
as was available to the War Production Board at the time the 
requisitioning order was issued, adding that “much of this in- 
formation was furnished by the company itself, which has been 
most anxious to exploit the national crisis as a pretext for the 
abandonment of these lines.” (See Traffic World, Jan. 30, 1943.) 
On Feb. 6, C. Wayland Brooks, senator from Illinois, asked the 
Commission that he be brought up to date on the case, as In- 
formation had reached him “to the effect that the petitioners 
were considering the advisability of requesting dismissal of 
their petition.” 

At the War Production Board it was said that the dis- 
mantling of the lines had not been begun because the need for 
relay rails was not sufficiently acute at the moment to require 
the demolition of these particular lines. Sufficient relay rails 
had been made available, it was said, by railroads which had 
relaid their main lines, and through permitted abandonments. 


It was revealed in connection with an inquiry as to the 
status of the requisitioned Illinois Terminal Railroad Co.'s lines 
in Illinois (see elsewhere in this issue), that some of the railroads 
which were requisitioned would be turned back to the oP 
erating companies from whom they were requisitioned. The 
reason for this, it was said, was that the supply and demand 
situation had changed so that there was no acute need at the 
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oment for relay rails, and demolition, therefore, had not been 
sarted on a number of requisitioned lines. 


Y. and M. V. 


The Commission, by an order in Finance No. 13499, Yazoo 
& Mississippi Valley Railroad Co. Abandonment, has denied the 
etition of the railroad for reopening and reconsideration (see 
Pefic World, Feb. 6, p. 397, and March 6, 1943). The Y. & 
yi V. had asked for reopening and reconsideration of the Com- 


mission’s order of June 18, 1942, denying the application for 
) abandonment, and had recited the fact that, on July 16, 1942, 
" the Metals Reserve Corporation had begun dismantling of the 


jine, thus frustrating the Commission’s suggestion that a six- 
months’ test of traffic on the line be made. The line involved 
extended from Rosedale to Boyle, in Bolivar county, Miss., 
94.12 miles. 

Union Pacific 


By a report and certificate in Finance No. 13799, Union 
Pacific Railroad Co. Abandonment, the Commission, division 
4 has permitted abandonment by the Union Pacific of a line 
of railroad, extending from Galeton to Purcell, in Wold county, 
Colo. approximately 8.85 miles. At the same time the Com- 
mission denied the Union Pacific permission to abandon a line 
of railroad extending from Barnesville to Briggsdale, in Wold 
county, Colo., approximately 13.42 miles. } 

With reference to the Purcell segment, the report said, 
the certificate would be issued effective from and after 40 
days from its date, “in which suitable provision will be made 
for the cancelation of tariffs.” While some inconvenience 
might be experienced and loss suffered by the people in that 
territory, it said, they did not now favor the segment with 
all their traffic. For various reasons, the report said, they 
used the applicant’s main line for a considerable portion 
thereof. Hauling distances in that area would be increased 
somewhat, it said, but that the inconvenience to which ship- 
pers might be put was not sufficient to warrant continued 
operation of the line at a loss. Jurisdiction would be re- 
served for two years, the report indicated, to consider the 
question of whether conditions should be imposed for the pro- 
tection of employes who might be adversely affected. ; 

Abandonment of the Briggsdale segment, the report said, 
would impose hardships on the people of the area “of a sub- 
stantial nature.” Shippers, it said, preferred that the appli- 
cant install an “on call” service, which type of service the 
applicant proposed to operate on the portion of the branches 
remaining should the segments be abandoned. Except in the 
fall season, it said, the “on call” service would not average 
one trip a week and the Greeley switch engine could be used 
with a minimizing of complaints from Greeley industries. This 
method operation should be given a trial, it said, without 
prejudice to renewal of the application if the operation con- 
tinued at substantial losses. 


Livestock Terminal Service Co. 


Swift & Co. has filed a brief in support of the protest 
against the application for permission to abandon livestock 
handling facilities at Cleveland, O., in Finance No. 14038, Live- 
stock Terminal Service Co. Abandonment. The brief said that 
the application should not be granted pending a decision in No. 
28421, Baltimore & Ohio Railroad Co. vs. Cleveland Union Stock 
Yards Co., because such action would necessarily require the 
reopening of a case in which important questions were pending. 
It said also that the application should not be granted until 
the Commission had passed on the terms of the lease of com- 
mon carrier property by Livestock Terminal Service Co., and 
that it should not be granted in advance of a “definite, specific, 
and binding arrangement for continuation of the service upon 
reasonable conditions by the person or persons who are to per- 
form it.” The plain fact, it said, was that the service as such 
could not be abandoned at all, but must be continued, and that 
the applicant should not be allowed to escape responsibilities 
Voluntarily assumed by it, and necessary to the transportation 
of livestock, until those duties had been taken over by another 
qualified and able to perform them. 


Ceiling Rate and Wage Order 


Regulatory bodies having jurisdiction over rates of com- 
mon carriers, under the President’s executive order of April 8, 
directing their attention to the stabilization program (see 

i World, April 10, p. 860), it was suggested this week in 
‘egulatory circles, are confronted with a situation similar to 
that in which the Commission found itself after the decision 
% the Supreme Court of the United States in No. 7, Ann Ar- 
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bor Railroad Co. et al., appellates, vs. United States of America 
et al. (see Traffic World, June 7, 1930, p. 1505). 

In that decision the Supreme Court held that the Hoch- 
Smith resolution, approved January 30, 1925, worked no sub- 
stantial change in the meaning or operation of sections 1 (5), 
3 (1), and 15, paragraph 1, of the interstate commerce act. 
The resolution directed the Commission to investigate the rate 
structure of common carriers and make changes deemed to be 
necessary in accord with the resolution. The Commission, in 
the third paragraph of the resolution, was directed, because of 
the “existing depression in agriculture,” to bring about the 
establishment of the “lowest possible lawful rates compatible 
with the maintenance of adequate transportation service” on 
the products of agriculture. 


The court said the Commission regarded the third para- 
graph as requiring it to condemn the existing rates as unreason- 
able and unlawful, although, had they been considered inde- 
pendently of the paragraph, they must have been upheld as 
reasonable and lawful under the applicable sections, 1 (5) 
and 3 (1) of existing law. Disagreeing with the Commission, 
the court said the paragraph did not purport to make any 
change in existing law but, on the contrary, required that ef- 
fect be given to existing law. The resolution, said the court, 
left the validity of the rate to be tested by the existing law. 


“They are more in the nature of a hopeful characteriza- 
tion of an object deemed desirable if, and in so far as, it may 
be attainable, than of a rule intended to control rate making,” 
said the court with reference to the “lowest possible lawful 
rates” part of the resolution. 


Those who see similarity in the Hoch-Smith situation and 
that resulting from the issuance of the executive order and the 
President’s explanatory statement point to the following in the 
President’s statement: 


It (the executive order) further calls the attention of all agencies 
of the federal government and of state and municipal authorities con- 
cerned with the rates of common carriers and public utilities to the 
stabilization program in the hope that rate increases will be disapproved 
and rate reductions ordered so far as may be consistent with federal 
and state laws. 


The President, therefore, it is argued, as did Congress in 
the Hoch-Smith resolution as construed by the Supreme Court, 
has expressed a hope that rates of common carriers will not be 
increased and will be reduced “so far as may be consistent with 
federal and state laws.” The President’s order, it is urged, as 
the Supreme Court said with respect to the Hoch-Smith resolu- 
tion, specifically recognized the “existing law.” 

The President’s order and statement, it is contended fur- 
ther, therefore, has the effect of declaring a general policy 
held by him to be necessary to curb inflation and regulatory 
bodies dealing with rates of common carriers will have in view 


— general policy when passing on rates under the “existing 
aw.” 


On evidence, the Commission, it is pointed out, might find, 
under the provisions of the interstate commerce act, that a 
rate or rates should be increased. notwithstanding the Presi- 
dent’s executive order. On the other hand, where it felt that 
rates should not be increased or should be reduced, under the 
“existing law,” it might require maintenance of the status quo 
or reductions, to give effect to the President’s recommendations. 

Another view was that the President had, in effect, issued 
a “show cause” order the effect of which would be that car- 
riers seeking an increase in rates or opposing a reduction in 
rates would have to have an “open-and-shut” case to have 
their position sustained by the Commission. 

A sentence in the President’s statement that attracted at- 
tention of Commission practitioners follows: 


No further price increases are to be sanctioned unless imperatively 
required by law. 


It was urged in that connection that, if effect were given 
to that statement in the making of rates, carriers would have 
to make a showing that increases sought were “imperatively re- 
quired by law.” 

Motor common carriers were concerned as the result of 
the issuance of the order and statement. There was speculation 
as to what the effect would be on the move of the Middle 
Atlantic States Motor Carrier Conference for a 10 per cent in- 
crease in rates. Hearing on that proposal is scheduled to be- 
gin April 21 in Washington. The conference says the increase 
asked is necessary to meet increased operating expenses, in- 
cluding wage bill increases resulting from National War Labor 
Board orders. 


The executive committee of American Trucking Associa- 
tions, Inc., will meet in Washington April 27 to consider the 
situation created by the President’s order. 
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Gulf Carloading Application 


“Because this proceeding is in the nature of a test case, 
and further because it is the first major proceeding under part 
IV of the act requiring determination of the actual intent and 
purport of the act, it is necessary to treat minutely with the 
various provisions of the law,’ says Gulf Carloading Company, 
Inc., of New York, N. Y., in a brief in support of its applica- 
tion for a permit to engage in operations as a freight forwarder, 
in FF-144. The application asked authority to continue for- 
warder operations by railroad, water, and motor vehicles, as 
to general commodities from eastern seaboard territory, New 
Orleans, La., and St. Louis, Mo., and points in Illinois, Indiana, 
Kentucky, Iowa, Michigan, Minnesota, Missouri, and Ohio, to 
Arkansas, Colorado, Illinois, Indiana, Iowa, Kentucky, Michi- 
gan, Minnesota, Missouri, Nebraska, Ohio, Utah, and Wiscon- 
sin; Los Angeles, San Francisco and Oakland, Calif.; Port Ever- 
glades and Tampa, Fla.; New York metropolitan district; and 
Texas. The brief said that the applicant had two affiliates, Gulf 
Coaloading Co. of Texas, and New Orleans Freight Distribut- 
ing Co. 

The brief said that while the tendency might be to look 
to the findings under parts II and III for guidance, “we may 
not properly do so, without limitations, because of the substan- 
tial differences in the language of part IV as compared with 
parts II and III.” Discussing these differences in language, the 
brief said that the Commission, under parts II and III, was 
directed to limit the scope of the activities of the applicant 
under sections 206, 209, and 309, to the specific operations both 
as to routes, origins and destinations in which the carrier was 
engaged on the statutory “grandfather” date. Change of serv- 
ice, or expansion, after the statutory date by virtue of those 
specific limitations was improper and had been so declared by 
both the Commission and the courts with respect to parts II 
and III carriers, it said, adding that ‘‘part IV contains no such 
restriction.” Section 410, said the brief, stated that any person 
engaged in carloading service might continue to engage in that 
service until the Commission determined otherwise. The specific 
omission of language delimiting the scope of such activities, it 
said, was “indicative of the intent and purport of Congress that 
Part IV must not be interpreted in the same light as are parts 
II and II.” 


This detailed exposition of the language of section 410, the 
brief said, and of the differences between part IV and parts 
II and III, was directly related to questions propounded by 
Assistant Director Snow (of the Commission’s Bureau of Water 
Carriers and Freight Forwarders), which questions, it said, 
were “predicated on administrative ruling No. 1, indicating that 
the assistant director harbored the impression that the appli- 
cant had violated the law in that it allegedly expanded its serv- 
ices subsequent to May 16, 1942, to include the state of Cali- 
fornia. The act nowhere limits carloaders to the performance 
of specified services and only such specified services as were 
coducted prior to May 16, 1942.” 


On the question of holding out, the brief said that Gulf’s 
holding out was depicted by its tariff publications and that it 
accepted any and all freight tendered to it for the areas cov- 
ered by its tariff so that “it clearly was in service to the extent 
of its holding out.”’ The word “service” as employed in section 
410 must not be confused with the terminology found in sec- 
tions 206, 209, and 309 of the act. the brief said. There, it said, 
the words “bona fide operation” were used and that the use of 
the term “bona fide” in connection with the word ‘operation’ 
had precipitated findings by the Commission and the court that 
the phrase “‘bona fide operation” must be construed as actual 
rather than potential or simulated service, McDonald vs. 
Thompson, 305 U. S. 263. The term “bona fide” negatives the 
theory that the holding out or potential service satisfied the 
statute, it said, and that the omission of these words from part 
IV constituted a ‘congressional mandate” that part IV be not 
construed as were parts II and III. The very nature of the 
freight forwarding business and Congress’ recognition thereof, 
as indicated by the “language or lack of language” in part IV, 
it said, “fully and unequivacally support the finding that the 
applicant was in operation or service to all of the territories it 
held itself out to serve.” 


Under section 410(d), the brief said, it was provided that 
no application was to be denied merely because the proposed 
service would be competitive with the service performed by 
other freight forwarders. Citing FF-148, Republic Coarload & 
Distributing Co., Inc., Freight Forwarded Application, decided 
March 22, the brief said it was well established that continuous 
operation over a period of time was sufficient proof that the 
operations of the carrier were consistent with the public in- 
terest (see Traffic World, April 3, p. 783). 

The brief asked that it be found that the applicant was 
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From all points and places in New York, Massachusetts Rh that Welg 
Island, New Jersey, Connecticut, Pennsylvania, Maine, Washingt Mr. . 
D. C., Maryland, Delaware, New Hampshire and Virginia, to all ori that the | 
and places in Texas, Louisiana, Mississippi, Alabama, Florida a sed inc 
Mexico, California, Oregon, Washington, Minnesota, North Delon f trucke 
Wisconsin, Wyoming, Arkansas, Missouri, Oklahoma, Colorado, Ariz a. j 
Kansas, Utah, Nebraska, Iowa, Idaho, Michigan, and Ohio. Ona, Wj operating 

From all points and places in Texas and Mississippi, to all points & or s0, he 
and places in the aforementioned origin territory. ”@ by a gr 
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the aforementioned origin territory, and in Florida ana California | of the st 

From all points and places in Missouri to all points and Places in mark fro 
Texas, Louisiana, Oklahoma, Arkansas, Mississippi, Oregon, New § 
Mexico, Wyoming, California, and Washington. ‘ ; 

From all points and places in Kentucky, Ohio, Illinois, Michigan b 
Wisconsin, and Indiana, to the immediately aforementioneq destina. On . 
tion territory, and Arizona and New Mexico. » reorganl: 

§ plication. 

} of the ti 

Truck Rate Increase Reconstt 
; , Jater_ thi 

A score or more of shippers and shippers’ representatives § 1 982,00 
appearing at a hearing before the standing rate committee of Galvesto 
the Central States Motor Freight Bureau at Chicago April 14 § Loan. 
were unanimously in opposition to proposals contained in by. The 
reau dockets Nos. 8078 and 8079, for applying an increase of } tution o! 
10 cents a hundred pounds on all bureau-published class anj applican 
commodity rates on shipments weighing 2,000 pounds and less. } the prin 
Most of those who spoke for individual shippers objected vig- . 
orously to the application of the increase to the smaller ship- 
ments. It would, they said, discriminate against the smal] The 
shipper and increase his competitive difficulties against those of Bena 
who could ship in larger quantities and in truckloads. Railroac 

There was also practically unanimous objection to the Case ’g 
application of the increase in the form of a 10-cent increase } ing beh 
rather than in the form of a percentage. It was pointed out sales of 
that the increase as proposed would fall more heavily on low- } ¥), T 
value traffic moving in the lower rate brackets than on mor } part of 
valuable freight moving on higher rates. Generally, the feeling } interver 
among the witnesses was that, if it could be shown that the § present 
trucks needed more revenue to stay in business, their needs } jeake 6 
ought to be spread over the whole of their traffic instead of } jsyos. ; 
concentrated on the less-truckload traffic. bidding. 

C. L. Lawson, chairman of the committee, announced that } exclude 
the proposers of the increase had amended their proposal so as } seneral 
to increase the weight of shipments below which the increase } jt said 
would be assessed from 2,000 to 5,000 pounds. The amené- } intende 
ment, however, he said, was received after the docket for the } iroduct 


April hearings was distributed, and hearing on the amendment 
would be afforded to shippers in May. 


J. P. Haynes, manager, traffic department, Louisville Board Illi 
of Trade, said he thought the proper way for the truckers to }, ; 
handle their need for added revenue was to petition the Com- ri 
mission for a reopening of Ex Parte 148 and to ask for a ny -” 
nationwide percentage increase sufficient to meet those needs ve a 
without piecemeal increases and additions of auxiliary charges. ll 
His remarks as to auxiliary charges were motivated by the . oy 
bureaus docket No. 8077, proposing the assessment of a charge ae 


of 5 cents each for the furnishing of freight bills beyond two " Th 
in number, with a minimum charge of 25 cents. He also re- |), i 
ferred to increases in minimum charges about to be filed by in 
the bureau. Mr. Lawson said that, since Ex Parte 148 was not ill a 
a truck rate case, the bureau did not consider it the proper }, ool “ 
proceeding through which to obtain revenue increases. The withi ‘ 
bureau had made a careful study and had discovered that ane 
truckers’ heaviest losses were accruing on less-truckload traffic ia i 
in shipments under the 2,000-pound weight level, he said, and anpice 
the proposal was designed to obtain the added revenue from the per 
traffic that caused the added expense. ; 
Dan Ryan, another member of the committee, said one of 
the things most frequently overlooked by shippers was that 
O. D. T. orders, limiting loads on tires of specified dimensions Ri 
and holding truck speeds to 35 miles an hour, had the effect Fowle 
of decreasing the average truckload. Thus, he pointed out, the I and 
average weight of truckloads was going down while the same j Menc 
O. D. T. was issuing orders insuring increases in the average Comm 
weight of loads in freight cars. The trucks, he said, were and dl 
approaching bankruptcy while the railroads were “getting fat.” | Ulnes 
Arthur H. Schwietert, director of traffic, Chicago Associa- § ‘affi 
tion of Commerce, called attention to what he said appeared to} = T 
be a reversal of policy by the bureau in its rate increase pro- § “ansi 
posal. Two years ago, said he, the bureau canceled all of its Tho | 
less-truckload quantity ratings, taking the position at that time } ‘ers 
that there was little or no difference in the expense of carrying } "agi 
less-truckload traffic regardless of the weight, and it there- coma 
upon revised its tariffs so as to reflect only two scales of —_ 
rates—truckload and less-truckload. If the bureau now IM piep 
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OSed, as ded to create a rate differential between less-truckload ship- 
, on of less than 2,000 pounds, on the one hand, and over 


that weight, on the other, it was doing an “about face,” he said. 















S, Rhode Mr. Ryan admitted that that might be the fact, but said 
pon that the determination as to whether or not to put in the pro- 
a. sed increase depended, in a large measure, on what reports 
Dakota of truckers for the first quarter of 1943 showed in the way of 
» Arizona, operating ratios. Those reports would be ready within a week 





or so, he said. He explained that the proposal had been made 
w a “group” of truckers, numbering 29, who represented all 
iypes of common carrier haulers and who had financed the cost 
of the statistical investigation. There was an unrecorded re- 
mark from the floor that “29 out of 700 isn’t worth a damn.” 
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G. H. & H. RECONSTRUCTION LOAN 


On a finding that the applicant was not in need of financial 

reorganization in the public interest, and on supplemental ap- 
} plication, the Commission has conditionally approved extension 
of the time of payment of a loan made to the applicant by the 
Reconstruction Finance Corporation, for a period ending not 
later than June 22, 1948, the extended loan not to exceed 
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ontatives, f $1,882,000. The authority was granted in Finance No. 11989, 
mittee of f Galveston, Houston & Henderson Railroad Co. Reconstruction 
April 14} Loan. : 
din bu- The order approved the extension through renewal, substi- 
crease of } tution of a new obligation, or otherwise, and provided that the 
class and f applicant agree with R. F. C. to pay annually in reduction of 
and less, the principal the sum of $50,000. 
cted vig- ee eer 
ler ship- RAIL SECURITIES SALES 
he small The Erie Railroad Co. has filed an answer to the petition 
nst those § of Benard E. Casey, an intervener in Finance No. 14106, Erie 
. Railroad Co. Bonds, asking that the Commission deny Mr. 
n to the | Casey's petition that the Commission reconsider its decision 
_ increase f and establish a precedent requiring competitive bidding for 
inted out f sales of all railroad securities (see Traffic World, April 10, p. 
y on low- } 90). The Erie said that intervention in the proceeding on the 
On more J part of Mr. Casey was granted “only on condition that the 
he feeling | intervener. would not be permitted to broaden the issues as 
that the f presented in the application and the objection of the Chesa- 
eir needs § peake & Ohio Railway Co.” The intervener had broadened the 
nstead of J sues, said the answer, in raising the question of competitive 
bidding, because the issues were “expressly limited so as to 
nced that J exclude the question whether or not there should be such a 
osal so as } ceneral rule.” All of the changes requested by the intervener, 
> Increase § it said, related directly to the proposed general rule, or were 
e amend- } intended to advance reasons for such a requirement as an in- 
et for the [ troduction to the proposed announcement of the rule. 
mendment eer ee 
4 PROTEST HOWLAND WATER RIGHTS 
ee __ Illinois River Carriers’ Association has protested granting 
too Chee temporary authority to the applicant in W-637,, Ray Howland 
ae tod Contract Carrier Application because, it said, while section 
ome aaaih sll (a) provided that the granting of such authority did not 
y charges. ieate any presumption that corresponding permanent au- 
ad by the thority would be granted, nevertheless, “once the operation has 
; a charge deen begun, it is not so easy to dislodge it.” 
syond two | The association protested, also, the granting of authority 
- si ora new operation in the transportation of steel bars, angles, 
e filed by g on, scrap iron, wire, grain, coal, sand and gravel, be- 
io wane teh tween South Chicago, Il, and East Moline and Rock Island, 
he proper lll, and between Sterling and Chicago, Ill., and between Liver- 
oc pool and Chicago, Ill. Such operations, it said, would be wholly 
ered that within the state of Illinois. Section 303 (g), exempted small 
oad traffic craft of not more than 100 tons carrying capacity or not more 
-_ a, and han 100 indicated horsepower, the petition said, and that the 
e from the ‘plication clearly showed that applicant’s tugs did not really 
‘xceed those figures. 
aid one of 
- was that ASSEMBLING AND DISTRIBUTION RATES 
dimensions Respondent carriers, parties to MF-I. C. C. A-23 of A. R. 
the effect | Fowler, Agent, have made a return to the amendatory order in 
od out, the fl and S. M-2191, Assembling and Distribution Rates, which 
» the same f Mendatory order required that each respondent file with the 
ne average | \mission a verified statement as to the position to be taken 
said, were } i claims to be made concerning the reasonableness and law- 
etting fat.” J ness of items to which the respondent was a party (see 
zo Associa | Taffic World, April 3, p. 804). 
ppeared to ' The return said that section 409 of the act provided for a 
crease pro- | “nsition period of 18 months during which freight forwarders 
i all of its }*to had operated under joint rates with motor common car- 
t that time [tts “shall otherwise arrange for the transportation of their 
of carrying ight. Section 408 affords the only basis by which motor 
1 it there: }%mmon carriers may give special treatment to the freight 
) —_ in ‘éisported for freight forwarders.” The tariff aforementioned, 
u now in- 






“return said, was filed under authority of section 408. 
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The respondent carriers, it said, believed that the differ- 
ence between the rates proposed in this tariff and the rates 
otherwise applicable under the concurring carriers’ present 
tariffs was justified by a difference in the respective conditions 
under which such services were employed. The respondent car- 
riers understood it to be the duty of motor carriers to provide 
a basis of rates to accommodate the movement of freight for- 
warder traffic, it said, and they believed that such basis should 
recognize the fact that the forwarder traffic would move “from 
beyond or. to beyond the point at which they received or deliv- 
ered the shipment from or to the forwarder.” In other words, 
the return said, the movement was in fact a factor of the 
through movement and that the rates they established should 
recognize that to be the case. The rates proposed in the tariff 
in question, it said, reflected approximately the carriers’ divi- 
sions on through movements originating at or destined to Chi- 
cago, Ill., or points east of Chicago, the proposed rates ‘“‘actually 


being 75 per cent of the rail and regular ro‘ite motor carrier 
local rates.” 





GRAIN TO THE EAST 


The complainants, and an intervenor, Fort Worth Grain & 
Cotton Exchange, have filed a reply to the supplemental peti- 
tion by rail carriers in southwestern and western trunk line 
territories that the Commission set aside its order of Dec. 22, 
1942, in No. 28090, Tex-O-Kan Flour Mills Co. et al. vs. Abilene 
& Southern Railway Co. et al., reopen the proceeding for the 
taking of further evidence, reconsider, and postpone the effec- 
tive date of the order pending consideration of the petition (see 
Traffic World, March 13, p. 585). 

The reply objects to the petition of the rail carriers on 
the ground that it is the eighth brief the complainants have 
filed in the proceeding. The case, it says, has been “twice heard 
and twice decided.” That there were no boats operating be- 
tween Houston and the Atlantic seaboard, and that some of the 
defendant steamship lines had canceled all of their tariffs, might 
be conceded, the reply said, so there was no occasion to reopen 
the case to prove things not in dispute. But, it said, water car- 
riers would contest the position of the rail carriers that they— 
the water carriers—were no longer common carriers because 
they had abandoned their service. The water carriers had been 
very careful to preserve their common carrier status, it said, 
and that there was no indication “that they propose to sur- 
render their certificates of convenience and necessity which they 
obtained for that purpose.” Since they held these certificates, 
the reply said, they were definitely common carriers and sub- 
ject to the Commission’s jurisdiction. Ships, it said, were being 
built at a rapid rate of speed, and on conclusion of the war it 
was reasonable to suppose that ships would be available to the 
defendant water carriers ‘‘on very short notice.” The Commis- 
sion’s order, it said, should stand, citing Rice from the South- 
west to the North Atlantic Ports, 253 I. C. C. 311-314. 


Inereases in Texas Rates 


Relying on the Commission’s statement in the report in 
No. 28846, Increases in Texas Rates, Fares, and Charges, that 
the findings were “without prejudice to the right of the au- 
thorities of the State of Texas or any other interested party to 
apply for modification thereof as to any specific intrastate rate, 
charge, or fare on the ground that it is not related to inter- 
state rates, charges, or fares on like traffic in such a way as to 
contravene the provisions of the act,’”’ two Texas breweries and 
the Galveston Chamber of Commerce have asked that rates on 
malt liquors between points in Texas be eliminated from the 
order (see Traffic World, Jan. 2, p. 7). The rates involved, said 
the petition, were those subject to “Rate Base Scale” 22%, in 
Item No. 1200-A, and rates subject to “Rate Base Scale’ 523 
for distances in excess of 310 miles, shown in item No. 1240-A, 
of supplemental No. 19 to Texas Lines’ tariff No. 60-E, R. C. T. 
No. 204, Agent Ira D. Dodge’s I. C. C. No. 591. 

The Galveston Chamber of Commerce was joined in the 
petition by Galveston-Houston Breweries, Inc., of Galveston, 
Tex., and Gulf Brewing Co., of Houston, Tex. 

The petition would not have been filed, it said, but for the 
fact that the inclusion of the rates on malt liquors, as afore- 
mentioned, in the Commission’s order of Dec. 18, 1942, resulted 
in a higher level of rates, both actually and relatively, distance 
considered, on Texas intrastate traffic than on interstate traffic 
within Texas, and on interstate shipments from other states 
into Texas, such as from St. Louis, Mo., etc. 

Since the repeal of prohibition, it said, the rates on malt 
liquors between Texas points fell and rose as the result of truck 
competition and general rate increases. Petitioners had not 
opposed the Ex Parte 148 increases, the petition said, at the 
hearings in No. 28846, ‘‘because of the fact that the Texas car- 
riers, at our request, had for some time been considering an 
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adjustment of the Texas intrastate rates so as not to be higher 
than those applicable on interstate traffic within Texas, and 
from other states into Texas. The proposal, however, was dis- 
approved by the Texas carriers at the February, 1943, meeting 
of the Texas-Louisiana Freight Bureau, which action compelled 
the filing of this petition.” 

Interstate rates, also, rose and fell as a result of truck com- 
petition, the petition said, but that, although action was taken 
to meet truck competition, nothing was accomplished, and that 
the interstate column 20 rates, established effective Aug. 15, 
1939, in item No. 4783-A of supplement No. 59 to Agent J. R. 
Peel’s I. C. C. No. 3090, resulting in a reduction, “in all cases 
are lower than the Texas intrastate rates” subject to the afore- 
mentioned rate base scales 22% and 523 for distances in ex- 
cess of 310 miles. Instead of removing discrimination against 
interstate traffic, it said, the Commission’s decision and order 
in No. 28846 “actually create unjust discrimination and undue 
prejudite against Texas intrastate shippers of malt liquors.” 

The only question raised, the petition said, was with respect 
to the rate and revenue levels of the intrastate as against the 
interstate distance rates on malt liquors, subject to a minimum 
weight of 40,000 pounds. Because of war conditions, including 
restrictions on truck operations under General Order O. D. T. 
No. 21, it said, the petitioners, could not protect their interests 
by using trucks, as they did before the war. The Texas carriers 
were fully aware of the rate situation complained of, said the 
petition, and “had they given the Commission the true facts, 
known to them at the time of the hearing, we believe that the 
Commission would have excepted the rates now sought to be 
eliminated from their order, just as they did on rough rice.” 


Dual Operating Authority 


While section 210 was incorporated into the act to prevent 
opportunities for undue preferences or advantages between 
sn.ppers by the exercise of dual operating authority, if the ap- 
plicant can prove that the granting of duel authority will not 
in effect result in an undue prefererence or an unfair competi- 
tive practice, then it is entitled to a permit as well as a certifi- 
cate, says Shephard Warehouses, Inc., petitioning for recon- 
sideration in MC 52516, Shephard Warehouses, Inc., Contract 
Carrier Application, and MC 66659, Same, Common Carrier 
Application. In denying the request for dual authority, the 
Commission, division 5, in MC 52516, said the petition, had 
said it was not convinced that a limitation on the permit as 
proposed by the applicant would effect the removal of oppor- 
tunities for undue preferences or advantages between shippers. 

Not all of the facts were in the record, the petition said. 
It operated as a contract carrier for Bell Telephone Labora- 
tories, Inc., which, it said was conducting basic research for 
projects connected with the communications field, and was the 
only company in the United States engaged in a similar busi- 
ness. Bell did not sell or manufacture or distribute any com- 
modity, merely doing research and experimental work, it said, 
and added that for twenty years the applicant had operated as 
a motor carrier for the Bell company. Since the war, all Bell’s 
research efforts were for the benefit of the government, it said, 
and the importance of the work was indicated by the fact that 
the Office of Defense Transportation had granted the applicant 
priorities on gas, oil, parts, new vehicles, etc., and had given 
permission to the applicant to operate throughout twenty-three 
states empty, or even loaded with a machine weighing one hun- 
dred pounds, as such machines were transported from place to 
place for experimental purposes. Bell never utilized the ap- 
plicant when common carrier service was required, said the 
petition, using the services of other common carriers, for which 
it paid the regular common carrier rates. 


The petition said that the two operations conducted by the 
applicant were “theoretically competitive in respect to trans- 
portation activities conducted within thirty-five miles of New 
York.” Outside that area, there was no competition so far as 
contract or-common carriage was concerned, the petition said, 
and that the only point involved was as to the thirty-five mile 
area. It pointed out that the Bell company, in utilizing the 
petitioner’s service as a contract carrier, because of the unique, 
special, and extraordinary nature of that service, was willing 
to pay a rate “sometimes reaching fifty times the amount or- 
dinarily charged by a common carrier, who holds himself out 
to serve the general public.” In the contract carrier operation, 
it said, the Bell company might sometimes have to use in its 
experiments any type of product “known to mankind.” To 
delete from the applicant’s certificate those commodities used 
by electrical research laboratories for experimental purposes, 
it said, would be in effect “stating that theoretically applicant 
might have to eliminate from its common carrier business each 
and every commodity it has ever handled. Such a limitation 
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in its certificate theoretically would put it out of business.” 


If there was to be any limitation, it said, it should appear jn transportath 
the permit, which ‘should properly describe applicant's con in violation 
tract carrier status.” , Among 
— tion, the pe 

not spring. 


WATER CARRIER APPLICATION 


Merritt-Chapman & Scott Corporation, of New York, N.Y 
has filed with the Commission a contract carrier exemption | ‘® — 
application, W-101, asking the Commission to enter an order | WS¢,3PP yo 
exempting the transportation engaged in by it from the provi- | practical - 
sions of part III of the act. The application said that the cor. ) 242 limit 
poration had transported contractors’ equipment and materia] petition, Co 
under special contracts or agreements with eight companies § ‘5 betw 
between points on Long Island Sound, Long Island, Narra. contrary to 
gansett Bay, Providence River, and New York harbor, as re. 
quired, and that it had continued to operate in this manner 


tion princip 
inherent V10 
























without any change in the type or extent of service since By af 
Jan. 1, 1940. creased Ra. 
Set eee sion on pet 

ALABAMA FARE INCREASES pehalf of 

The Commission, division 1, by on order in No. 28963 ai, eo ‘ 
Alabama Intrastate Fares, has instituted an investigation into 194 ai en 
the refusal of the Alabama Public Service Commission, as a 
alleged by railroads operating in that state, to permit the ip. ™ te 
creases granted the southern railroads in the Commission's ae of 
order of Aug. 1, 1942 (see Traffic World, March 27, p. 725). The § cent or gre: 
proceeding is to be assigned for hearing at such time and place further, that 
as the Commission may hereafter designate. the followin 

oS increased fa 

be — 

e e ext W. 

All Freight in South fee $1 eae 

Seven motor rate bureaus have joined in a petition asking yo - = 
the Commission to reconsider its decision of Nov. 13, 1942, § this shall n 
in No. 28323, All Freight Rates to Points in Southern Territory, § class fare b 
and cases joined therewith, in which it found not unlawful § !ess than w 
railroad all-commodity rates, in straight or mixed carloads, J Juy 6 1 
from Chicago, Ill., Mississippi and Ohio River crossings, and i te 
illinois Freight Association territory, including Indianapolis, § jer of Ju 
Ind., to points in southern territory, and discontinued its inves- 
tigation as to the lawfulness of all-freight railroad and motor 
carrier rates. The ¢ 

The declared purpose sought to be accomplished by the all- Gai r 
commodity rates, according to the Commission’s decision, was on ain 
to provide a more flexible method of handling traffic to meet Cain F “ 
changed conditions of merchandising, to reduce cost of han- so 0 ; 
dling less-carload traffic, to stimulate use of rail lines, and to — 
recapture as much as possible of the traffic lost by respondents 
to other forms of transport. 

Parties to the petition for reconsideration are Southem} . Under 
Motor Carriers’ Rate Conference, Middle Atlantic States Motor § ™ssion, C 
Conference, Inc., Central and Southern Motor Carrier Freight  SUpplemen 
Tariff Association, Inc., Eastern-Central Motor Carriers’ Asso- poll of 
ciation, Central States Motor Freight Bureau, Inc., Eastern a; 
Motor Freight Conference, Inc., and New England Motor Rate ote 
Bureau, Inc. Three of the petitioners, Southern, Middle At- se ia 
lantic and Central-Southern motor carrier organizations, were tn = yo 
original parties to the proceeding. The other petitioners have f 1, Th 
sought to become parties by intervention after the date of the omitted 
decision and order. (7) the 

The all-commodity rates were opposed by the motor patr- : 
ties to the original proceeding, taking the position that the ope 
rates were too low, and that Rule 10 of the southern classifica- 
tion was adequate to permit all necessary mixing in carloads; The { 
that the rates disregarded the established principles of rate- 0, autho! 
making and seriously threatened orderly distribution of com- ho gn 
merce; and that they were established to further the interests affic W 
of freight forwarders and a few mail-order and chain stores, in 
violation of sections 1 (6), 2 and 3 (1) of the interstate com- 
merce act, and were not established to meet motor carrier Maki 
competition. the Com: 

The petition of the seven motor rate bureaus declared that } Bureay o 
the majority decision was in direct conflict with the previous § cant pe ¢ 
majority decision in I. and S. 4827, All-Freight, Eastern Ports } fo comp 
to South, which was not distinguished or referred to, and WAS } Ine. has 


in conflict with the principle of the majority decision in ‘oi cation ar 


cago and Wisconsin Points Proportional Rates, 17 M. C Commiss' 
573, which was not distinguished or referred to. Applicati 

While the involved special rates were, ostensibly, open to sale’s 
the public, because published in tariffs, in practical economic § ang prej 
effect they could be used only by freight forwarders and a complete 
limited class of other shippers, said the petition. For the rate } mon car, 
differences that resulted there was no justifying dissimilarity } game go, 
of circumstance and condition recognized by the law. The pul-— m7}, 
pose and effect of such rates, the petition said, was that of a Institute 





devise by which the few who might use them would be afforded operatior 
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transportation at rates lower than were charged other shippers, 
in violation of the provisions of section 2 of part I of the act. 
"among other statements made as grounds for reconsidera- 
tion, the petition said the illegality of the involved rates did 
not ‘spring from the mere fact that, in disregard of classifica- 
tion principles, they would apply to “all commodities” The 
inherent violation of section 2 of part I, it said, resulted because 












. Y,, the rates would be lower than class and commodity rates other- 
Ption | wise applicable, which the general public must pay, and their 
order ractical economic usability “is confined to freight forwarders 
— i a a limited class of other shippers.” Further, declared the 
iF petition, Congress in part IV did not legalize “discriminatory 
ferial } ates between terminal points for the benefit of forwarders, 
ing contrary to parts I, II and III.” Oral argument is requested. 
stat PASSENGER FARE FRACTIONS 
onal By a fourth supplemental order in Ex Parte No. 148, In- 
creased Railway Rates, Fares, and Charges, 1942, the Commis- 
sion on petition of the New England Passenger Association on 
pehalf of New England carriers, has modified its order of Jan. 
, 91, 1942, as modified by the Commission’s orders of July 6, 
28963, 1942, Dec. 17, 1942, and Jan. 19, 1943, as far as it related to 
1 Into § the disposition of fractions. The modification follows: 
a, as It is ordered, That the increased passenger fares as proposed by 
1€ In- said petitioners be, and they are hereby approved, provided that 
Slon’s § fractions of less than 0.5 cent shall be dropped and fractions of 0.5 
|. The § cent or greater may be increased to the next whole cent; provided 


further, that until July 1, 1943, petitioners may, at their option, employ 
the following rule for the disposition of fractions: Where the total 
increased fares are less than $1, fractions of less than 0.5 cent shall 
be dropped and fractions of 0.5 cent or greater may be increased to 
the next whole cent, and where the total increased fares are more 
than $1 such fares shall end in 0 or 5, but not more than 2.5 cents 
shall be added to the present fares as increased by 10 per cent in 


place 


sking § order to make such fares end in 0 or 5; and provided further, that 
1942, this shall not prohibit petitioners from maintaining a one-way first- 
‘itory, | class fare between Washington, D. C., and New York, N. Y., of 1 cent 
awfu] § less than would result on the basis as authorized in the said order 
loads of July 6, 1942; and between Philadelphia, Pa., and New York, N. Y., 
; B a one-way first-class fare of 2 cents less, and a one-way coach fare of 
y and 2 cents more, than would result on the basis as authorized in said 
polis, F order of July 6, 1942. 
Inves- ee ee ee eee 
motor FORWARDER SUBSTITUTION 
ne all. _ The Commission, division 4, by an order in FF-10, Mor- 
was Gain Forwarding Co. Substitution, has substituted Morgain 
* meet Forwarding Co., a corporation, as applicant, in place of Mor- 
han. | Gain Forwarding Co., a partnership composed of J. E. Brent- 
nd linger and L. I. Langley. 
idents Ee POOR aaa 

MOTOR CONTRACT CARRIER TARIFFS 
ithen | . Under cover of a notice from the secretary of the Com- 
Motor § Mission, calling attention to errors in reproducing copies of 








reight § Supplement No. 3 to Tariff Circular MF No. 2, attached to the 
Asso- § der of the Commission, division 3, approving and making 
astern § ¢flective May 1 the supplement, a new copy of the supplement 
- Rate § has been issued. The new supplement modifies and supplements 
le At-) lariff Circular MF No. 2 and supplement No. 1 thereto, cover- 
“were } Ng regulations which govern the form, publication, and inspec- 
; have tion of schedules of contract carriers of property by motor ve- 
of the hicle. The copy of supplement No. 3, as originally issued, 
omitted part of Rule 8(p) (3) and all of Rules 8(p) (6) and 
r par- (7), the notice said. 
atthe : 
sifica- ‘FRUSTRATED VOYAGE” FREIGHT REFUNDS 
loads; The Senate commerce committee has reported H. J. Res. 
rate- § 9%, authorizing the refund by the War Shipping Administration 
com- § f certain freights for transportation on frustrated voyages (see 
erests |) Traffic World, March 27, p. 725). 
res, in 
dren STATUS OF JOHN J. CASALE, INC. 
' Making no reference to the brief filed in December with 
4 that > Commission by the law and enforcement section of the 
evious ureau of Motor Carriers which recommended that the appli- 
Ports be found to be engaged in the transportation of property 
d was ine compensation, and so subject to the act, John J. Casale, 
» Chi- nc, has filed with the Commission a withdrawal of its appli- 
CC. Goon and a motion for dismissal of the application by the 
juumnission in MC 20314, John J. Casale, Inc., Contract Carrier 
ven to Dplication. The bureau had also recommended a finding that 
wonder ra S operations conceivably resulted in undue preference 
and | oy predudice, and unjust discrimination, because Casale was 
e rate yg etely owned by the U. S. Trucking Corporation, a com- 
‘larity pa carrier operating in the same territory and carrying the 
e pur- | me commodities (see Traffic World, Dec. 19, 1942, p. 1468). 
t of a atts e Commission, said the brief, might on its own motion 
forded itute an investigation as to the lawfulness of the applicant’s 


‘erations, but that the one thing it might not do was to con- 
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vert an application case into an investigation case when the 
applicant had elected to withdraw its application. Nothing in 
the law, it said, compelled an applicant to file an application, 
to prosecute it when filed, or to refrain from withdrawing it 
at will, nor could the Commission, it said, grant an application 
which was not sought, against the will of the company involved. 

The right of an applicant to withdraw its application, and 
the duty of the Commission to dismiss the application for that 
reason alone, was inherent in the statute, said the brief. 


N.Y. S. & W. REORGANIZATION 


Henry K. Norton has petitioned the Commission in Finance 
No. 11681, New York, Susquehanna & Western Railroad Co. 
Reorganization, for ratification of his appointment as trustee 
for the railroad, and for determination of the maximum limit of 
compensation to be paid to him in the event of such ratifica- 
tion. An amendment to the petition sets forth the information 


required by the Commission as to Mr Norton’s financial in- 
terests and obligations. 


Phosphate Rock from Fla. 


Declaring that the findings were not supported by the law 
and recent decisions of the Commission, the New Orleans Joint 
Traffic Bureau, Southern Water Carrier Conference (now the 
Inland Water Carriers’ Freight Association), and Coast Trans- 
portation Co., Inc., protestants, have taken exception to the pro- 
posed report of Examiner George Esch in fourth section appli- 
cation No. 18573, Phosphate Rock from Florida to Illinois and 
the South, and related cases. wherein he recommended grant 
of fourth section relief to establish reduced rail rates on phos- 
phate rock from the Pebble Rock district of Florida to Chi- 
cago, Chicago Heights, Joliet and East St. Louis, Ill., New Or- 
leans. La., Bessemer and Mobile, Ala., and Gulfport, Jackson 
and Hattiesburg, Miss., effective to a date six months after the 
conclusion of a treaty of peace, in the absence of competitive 
— transportation (see Traffic World, March 13, p. 

The exceptants said that while they fully appreciated the 
“svmpathetic” feeling of the examiner in wanting to give re- 
eeivers of phosphate located at the destinations involved the 
benefit of some reduction in rail rates in the neriod when water 
transportation was not available to them, they doubted very 
seriously if the Commission could grant relief from the long- 
and-short-haul part of the fourth section particularly when the 
very basis on which the applications had been grounded (al- 
leged water competition) was no longer in existence. as the ex- 
aminer had so found. In support thereof, exceptants cited 
decisions of division 2 in Cyanamid to Memphis, Tenn., and 
Greenville, Miss., 248 I. C. C. 465, fourth section application 
19702. Imported Clay to Sheboygan, Wis., 253 I. C. C. 71, and 
fourth section application 19200, Plaster and Related Articles 
in New York, 253 I. C. C. 461. 


However, the exceptants submitted that in the event the 
Commission should conclude that the applicants should be 
granted permission to establish. for a temporary period, the 
rates recommended by the examiner, then they “very strongly” 
supported the examiner’s recommendation that the relief be 
onlv temporary, and that any order the Commission might issue 
should definitelv expire six months after the present emergency 
had passed. and not necessarily six months after the conclusion 
of a treaty of peace, as there was always the possibility that 
water transnortation might be resumed long before the actual 
peace treaty was finally concluded. 


D. & R. G. W. FINANCING PLAN 


Denver & Rio Grande Western Railroad Co. has addressed 
an application jointly to the Commission and to the Reconstruc- 
tion Finance Corporation for the further modification of the 
existing requirements in connection with its loans from R. F. C. 
Pledged with R. F. C., it said, were certain shares owned by 
the railroad in Denver Colorado Springs Pueblo Motor Way, 
Inc., which company had declared a dividend of 20 per cent, 
and paid to the D. & R. G. W. $14.742 as a dividend on the 
shares owned by the railroad. This dividend, it said, was pay- 
able to R. F. C. unless “the latter should agree to application 
thereof for the purchase of canital stock” of the Rio Grande 
Motor Way, -Inc., shares of which latter company were also 
pledged with R. F. C. 

The avplication asked that the D. & R. G. W. be authorized 
to invest $14,700 of the dividend paid to the Railroad company 
by the Denver Motor Way in 147 shares. par value $100, of the 
capital stock of Rio Grande Motor Way, such stock to be 
pledged to R. F. C. as further security for its loans to the 
railroad, and the proceeds from the issue of the stock to be 
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applied by Rio Grande Motor Way on the purchase of three 
trailers, and two tractors. 


Pig Skins, Wisconsin to Illinois 


By schedules filed to become effective Nov. 1, 1942, and 
on protest of Oscar Mayer & Co., of Madison, Wis., suspended 
by the Commission until June 1, 1943, respondent rail carriers 
in I. and S. No. 5158, Pig Skins—Madison, Wis., to Illinois, 
proposed to establish a rate of 16 cents for one hundred pounds, 
minimum weight 30,000 pounds, on pig skins from Madison, 
Wis., to Grays Lake and Chicago, Ill. The publication of these 
schedules, say the carriers in their brief in the proceeding, 
cancel and supersede a rate of 14 cents, and that the items 
carrying both the 14-cent rate and the 16-cent rate indicate 
that they were published to meet motor truck competition. The 
normal rate for the traffic involved, they say, is 23 cents for 
100 pounds, minimum weight 21,000 pounds. The 16-cent rate, 
they say, was established on or about Sept. 1, 1938, and that, 
effective May 31, 1941, this truck compelled rate “was reduced 
still further to meet the added threat of actual or potential 
competition from the private trucks of the protestant... .” 
The rates in question, say the carriers, are reasonable, and tha 
there can be no doubt that whether truck competition should 
be met is a question to be decided by the rail carriers. 

The Office of Price Administration in its brief said that 
evidence offered as to higher rates from other points should be 
given no weight at this time. Any rate-making program de- 
signed to increase all so-called depressed rates which might be 
found in the rate structure of the rail carriers would result in- 
evitably in an unending series of rate increases, it said. An- 
Sswering the carriers’ argument that they desired to avoid the 
risk of being required to establish the same percentage of first- 
class rates from other origins, the O. P. A. said that at no time 
was it contended that the increased rates were necessary to 
produce additional revenue, nor was there any contention that 
costs of any kind had increased. 

The O. P. A. said that after the passage of the first price 
control act the Commission had, in a case involving increased 
rail rates, given careful consideration to the policy and program 
of price control, and added that the Commission had recognized 
that the second price control act had “a more direct and imme- 
diate effect as a modification of the underlying principles set 
forth in the first price control act,” citing the Commission’s 
statement in No. 28846, Increases in Texas Rates, Fares and 
Charges, to the effect that the Commission had “the right and 
duty to consider the inflationary dangers arising from rate 
increases.” 

The protestants, Oscar Mayer & Co., said in their brief 
that relative values, freedom from risk of damage, and heavy 
loadings under O. D. T. orders, “all point to the propriety of 
rates on frozen pig skins lower than obtains on fresh meats 
or packing house products.” It said that the cost of transporta- 
tion to Chicago and Grays Lake in the company’s own trucks 
did not exceed 9 cents a hundred pounds and that, as the traffic 
involved could be more efficiently moved by rail than by truck, 
it would seem desirable to continue that movement. The com- 
pany, it said, was willing to continue the movement by rail, 
even at a sacrifice of five cents a hundred pounds, rather than 
divert it to trucks, but that it could not afford to do so if the 
rate were to be increased as proposed. 


REFRIGERATOR CAR SUBSTITUTION 


Complaining of charges assessed and collected in the period 
from March 1, 1938, to June 14, 1940, ranging from $5.50 to 
$16.50 a car for placing dry refrigerator cars at stations in 
Florida on the Florida East Coast line, and at stations in Ala- 
bama in the vicinity of Foley and Mobile, a brief has been filed 
by the complainants in Florida Planters, Inc., et al. vs. Florida 
East Coast Railway Co., W. R. Kenan, Jr., and S. M. Loftin, 
Receivers, et al. 

On June 14, 1940, the brief said, the charges for spotting 
such cars were canceled, but that for the period covered by the 
complaint they were unjust and unreasonable, discriminatory, 
preferential and prejudicial in that the cars were furnished ex- 
clusively for the convenience and protection of the defendants, 
and in that the charge for the service performed was included 
in the line-haul freight rates. Also, the brief said, such charges 
were not assessed against similar service for the movement of 
potatoes for growers in Dade county, Fla., and in Alabama. 
The defendant carriers, said the brief, owned very few ventila- 
tor box cars and found it necessary to rent all cars used to 
transport white or Irish potatoes. Also, it said, the Florida 
East Coast paid “a far greater per diem charge on all of the 
ventilator box cars rented by it from connections than it paid 
the owners of the refrigerator cars, a company in which the 
F. E. C. Ry. owned capital stock, and thereby derived com- 
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pensation through dividends accruing from the rental 


er r 
on this equipment.” charges eA wil 
NEW HAVEN REORGANIZATION iake care of 
Special budgets of proposed expenditures of the preferreg MO 
and common stockholders protective committees in Finance No Con 
10992, New York, New Haven & Hartford Railroad Co, Ro.f . The Jass 
organization, have been filed by the committees with the Com.§ all — 
mission. Each of the budgets carries a statement to the effec | sengers S rs 
that the Supreme Court decisions in the Milwaukee ang) ™ 4 M0" 
Western Pacific reorganization proceedings “have caused q) the cattlers 
great number of New Haven authorizing and non-authorizing j Bureaul 0 1} 
preferred (common) stockholders to write the committee con, period t° a 
cerning their effect on the New Haven proceedings.” (See The cat 
Traffic World, March 20, p. 633.) reports In . 
The special budget of the preferred stockholders com.) to March 31 
mittee contained an estimate of $121 as the cost of Sending statistics 1n | 
a letter or report to the authorizing stockholders, and of $47 No. 60—RO0¢ 
as the cost of sending the report and solicitation materia] tf The orc 
non-authorizing stockholders. The budget of the common, motor carti 
stockholders committee contained similar estimates of $14) cate, begint 
and $1,170, respectively. Each of the explanations accom.§ number of } 
panying the estimated cost of sending the report and solicita.— ated, in ac 
tion material to non-authorizing stockholders said that it was) Bureau No. 
believed that the cash receipts from the circularization would 
more than pay the cost thereof. 
ee Re ee : MC ye 
ege , d for ft 
Northern Pacific Debt Plans "POMC 15737 
Inquiry as to the necessity for the Northern Pacific Rail- yar . 
way Co. to issue $3,200,000 of equipment trust certificates tof effective May 
purchase equipment, as proposed in Finance No. 14156, has been MC 76996 
made by Oliver L. Sweet, director of the Commission’s Bureay § and order of 
of Finance. of authority 
In a letter to L. B. da Ponte, general counsel of the N. P, p ™ camer, 
. . * . of extraordi: 
Director Sweet said “in view of the large amount of cash andf tices. or 1 
convertible securities on hand, and the excess of current assets § merchandise 
over current liabilities, the need of financing the proposed pur- § sravel, coal, 
chase of equipment is not apparent.” sions of veh 
The N. P.’s general balance sheet of Jan. 31, 1943, said the ‘uriture, w 
director, showed that as of that date the railway had cash in _ —~* 
the amount of $31,754,696.37, temporary cash investments, $9; ot a aan 
282,000, and special deposits of $6,877,642.30. Current assets, § i: any there 
including material and supplies, amounted to $73,335,893.72 and of June 29, 
current liabilities were $27,266,374.38. scribed here 
“It is stated in the application that the cash and securities§ MC C-32 
convertible into cash are presently needed by the applicant for } ing Co. aan 
other purposes,”’ wrote the director. ‘Please advise fully as to Pete | 
the necessity for issuing these certificates.” No, 2895 
Answering the inquiry, B. W. Scandrett, vice-president off qicago, Bu 
the N. P., said that since Jan. 1, 1940, $6,208,500 par value of No. 2861 
N. P. long term bonds had been purchased by the N. P. and its complainant 
wholly owned subsidiary, the Northwestern Improvement Co. W-29, F 
Included in the bonds purchased, said he, were $4,359,000 par — of M 
value of N. P. refunding and improvement 6’s which were due} “ No. 287% 
in 2047. The acquisition of bonds in 1942 aggregated $2,748,000} iainant’s p 
par value, he added. ; MC 804: 
“The company has made no purchases of bonds to date In} rier applica 
1943, but the trustee of our prior lien mortgage has purchased  Inc., extens 
and retired $161,000 par value of our prior lien 4 per cent bonds + <a = 
due in 1997,” continued Mr. Scandrett. ago a 
“The amount which the company will expend in 1943 fOr F tion, Appl 
retirement of long term debt cannot now be definitely dete?- jenieg, 
mined, particularly because of the pending wage and rate casés No. 276: 
which may materially affect the year’s earnings. Complainan 
“It will be the purpose of the company to purchase its Te- ‘ Py “ 
funding and improvement bonds due in 2047 to the extent that ime oy 
conditions will permit, and it is, in our opinion, wise to conserve i hee 
cash by assuming $3,200,000 of low rate equipment trust Cel tin Com 
tificates and thereby make available additional cash for the} nie, 
purchase of the company’s outstanding bonds carrying high In- 
terest rates.” ; 
Commenting on other matters mentioned in Director 
Sweet’s letter, Mr. Scandrett said all but $360,000 of the tem- Report 
porary cash investments “shown on our balance sheet of Jan. Pe 
31, 1943,” covered short term governments, such as tax savings rity . pro 
notes, which were acquired for use in payment of income taxes. pF cc 
Since Jan. 31, 1943, said he, “we have purchased $5,000,000 of Mexico Ra 
tax savings notes and have surrendered $2,700,000 in payment § wisition p 
of the March 15, 1943, installments of income taxes so that, at Mexico Re 
the present time, we hold $11,222,000 of short term government Railway "é 
securities. — Ce 
“Practically all of the special deposits shown on our — Fer 
ance sheet from time to time represent money on deposit Ww! ranting 


trustees of our equipment trusts, employe deductions, as oa 
as money on deposit with our fiscal agent for the Lenora oe 
interest. Our February 28 balance sheet showed cash of $29, 
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593,407.17 and special deposits of $3,590,638.53. These special 


| deposits will have to be materially increased before July 1 to 


take care of heavy interest payments on that date.” 


MOTOR PASSENGER CARRIER REPORTS 


The Commission, by division 1, has issued an order requir- 
ing all class I common and contract motor carriers of pas- 
gngers subject to the act to file two new statistical reports, 
one a monthly report, and one a quarterly report. In each case 
the carriers were directed to file that report in the office of the 
Bureau of Motor Carriers within 30 days after the close of the 
period to which the report referred. 

The carriers were directed to file, under oath, quarterly 
reports in duplicate, beginning with the period Jan. 1, 1943, 
to March 31, 1943, inclusive, of revenues, expenses, and other 
statistics in accordance with the quarterly form, Budget Bureau 
No, 60—R050, attached to and made a part of the order. 

The order also directed all class I common and contract 
motor carriers of passengers to file monthly reports, in dupli- 
cate, beginning with May, 1943, of total passenger revenue, 
number of passengers carried, and number of bus miles oper- 
ated, in accordance with the monthly report form, Budget 
Bureau No. 60-R049, attached to and made a part of the order. 


COMMISSION ORDERS 


MC 29468 Sub. 2, Burns Stage Lines, extension, Grangeville. Re- 
opened for further hearing at a time and place to be hereafter fixed. 

MC 15737, Atlantic Coast Freight Lines, Inc., common carrier ap- 
plication; and MC 15737 Sub. 1, Same, extension, Buffalo, N. Y. Order 
of March 3, in so far as it denied applications, modified to become 
effective May 8. 

MC 76996, Ericsson Line, Inc., common carrier application. Report 
and order of June 29, 1940, modified so as to delete therefrom grant 
of authority to operate in interstate or foreign commerce as a com- 
mon carrier by motor vehicle of general commodities, except articles 
of extraordinary value, explosives or other dangerous’ substances, 
articles, or materials liable to impregnate or otherwise demage other 
merchandise or equipment, loose bulk materials such as sand, stone, 
gravel, coal, also automobiles and other commodities exceeding dimen- 
sions of vehicles, live stock, and household movings, including office 
furniture, uncrated, in collection and delivery services within cor- 
porate limits of Baltimore and Chesapeake City, Md., Chester and Phila- 
delphia, Pa., and Camden, N. J. This order shall become effective 
May 13, unless prior thereto any party in interest shall show cause, 
ifany there be, in a writing verified under oath, why report and order 
of June 29, 1940, should not be modified in manner and to extent de- 
scribed herein. 

MC C-323, Southern Spring Bed Co. vs. 
ing Co. Complaint dismissed. 

No. 28805, St. Louis Cooperage Co. vs. Missouri Pacific. 
dismissed. 

No. 28959, Products From Sweden, Inc., vs. Lehigh Valley et al. 
Chicago, Burlington & Quincy dismissed as a party defendant. 

No. 28611, Umatilla Fruit Co. vs. A. C. L. et al. Second petition of 
complainant for reconsideraion dismissed. 

W-29, Federal Motorship Corporation, contract carrier application. 
— of May 29, 1942, reopening proceeding for reconsideration, va- 
cated, 

No. 28797, W. T. Ferguson Lumber Co. vs. 
Dlainant’s petition for reconsideration denied. 

_ MC 80430 Sub. 8, Gateway City Transfer Co., Inc., common car- 
ner application; and MC 80430 Sub. 14, Gateway City Transfer Co., 
ine., extension, U. S. Highway 20. Order of February 14, effective 
April 10, in so far as it denied applications, modified so as to become 
effective June 30. 

_ W-388, Waterman Steamship Corporation, common carrier applica- 
—e petition for reconsideration of report and order 
enied. 

No. 27630, Hcboken Manufacturers Railroad Co. vs. A. C. & Y. et al. 
Complainant's petition for further hearing denied. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
&C.et al. Petition of defendant transcontinental rail lines for modi- 
fication of findings and order denied. 


PB ag 28690, Texas Freight Co., Inc., vs. 


nied, 


Bassett Furniture Truck- 


Complaint 


B. & O. et al. Com- 


Newtex Steamship Corpora- 
Complainant’s petition for reconsideration and modification de- 


UNCONTESTED FINANCE CASES 


na net and order in F. D. No. 14096, Great Northern Railway Co. 
case, auth orizing purchase by the Great Northern Railway Co. 
(the properties of the Spokane, Coeur d'Alene & Palouse Railway 
. Approved. 

Report and order in F. D. No. 14098, New 


Vows ; Orleans, Texas & 
“exico Railway Co. Trustee et al. 


tisitio , Trackage .Rights, authorizing ac- 
Wexie n by Guy A. Thompson, trustee of the New Orleans, Texas & 
Raley away Co., and of the Beaumont, Sour Lake & Western 
Rail wd Company of trackage rights over the Kansas City Southern 
wiway Company’s line of railroad between De Quincy, La., and Beau- 
mont, Tex. Approved. 
wa and order in F. ‘D. No. 14153, Erie Railroad Co. Securities, 
serial & authority (1) to issue not exceeding $10,000,000 of secured 
teed Notes, to be sold at 100.145 and accrued interest, and the pro- 
ry wy to reimburse the applicant in part for the purchase of 
0,000 of collateral-trust 4 per cent notes formerly held by the 
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R. F. C. and to provide funds to meet maturing indebtedness; and 
(2) to pledge as collateral security therefor $12,500,000 of first-con- 
solidated-mortgage 4 per cent bonds, series B. Approved. 





PETITIONS FOR REHEARING, ETC. 

MC F-1897, Rock Island Motor Transit Co., purchase, Spears Ship- 
By-Truck Co.; and MC F-1898, Same, purchase, Rolland H. Kinney. 
Rock Island Motor Transit Co. asks reconsideration by entire Com- 
mission of report and order of Division 4 dated March 6. 

No. 28655, Memphis Cotton Exchange et al. vs. C. R. I. & P. et al. 
Complainants ask Commission to strike from its files reply of South- 


western Railroad defendants because of alleged violations of Com- 
mission’s Rules of Practice. 
MC F-1898, Rock Island Motor Transit Co., purchase, Mohawk 


Freight Lines. Mohawk Freight Lines asks reconsideration by entire 
Commission of report of Division 4. 

W-461, Jackson-Hope Towing Co., Inc., contract carrier application. 
Jackson-Hope Towing Co., Inc., asks further hearing. 


MOTOR FINANCE CASES 


MC F-2143, Oliver L. Buckingham et al., lease—Jacob W. Wieder- 
span (Ester B. Wiederspan, Administratrix). Application for au- 
thority under section 210a(b) of Oliver L. Buckingham, Glen O. Buck- 
ingham, Harold D. Buckingham and Earl F. Buckingham, doing busi- 
ness as Buckingham Transportation Company, of Rapid City, S. D., 
for temporary operation of motor-carrier rights and properties of 
Jacob W. Wiederspan, doing business as Nebraska Transit Lines (Ester 


B. Wiederspan, Administratrix), of Lincoln, Neb., granted April 10, 
1943, subject to conditions. 
MC F-2125, McClosky & Shaffer, Inc., purchase—Sydney J. Wil- 


liams. Application for authority under section 210a(b) of McClosky & 
Shaffer, Inc., of Indianapolis, Ind., for temporary operation of motor- 


carrier rights of Sydney J. Williams, doing business as Champion 
Truck Lines, of Chicago, Ill., granted, with conditions. 
MC F-21136, Gateway City Transfer Co., purchase—Central West 


Shippers. Application for authority under section 210a(b) of Gateway 
City Transfer Company of La Crosse, Wis., for temporary operation 
of a portion of the motor-carrier rights of Central West Shippers of 
Chicago, Ill., granted, with condition. 

MC F-2145, A. K. McInnis et al., lease—The Greyhound Corporation 
(Teche Greyhound Lines Division). Application for authority under 
section 210a(b) of A. K. McInnis, J. T. Brown, F. F. Peterson, and 
Lewis Gottlieb, doing business as Industrial Transportation Company, 
of Baton Rouge, La., for temporary operation of a portion of the motor- 
carrier rights of The Greyhound Corporation (Teche Greyhound Lines 
Division), of New Orleans, La., granted, with conditions. 

MC F-1964, Public Service Interstate Transportation Co., purchase 
—G. R. Wood transportation Co., Inc. Purchase by Public Service In- 
terstate Transportation Co., of Newark, N. J., of operating rights and 
property of G. R. Wood Transportation Co., Inec., of Camden, N. J., 
approved and authorized, subject to condition. 

MC F-2067, Public Service Interstate Transportation Co., purchase 
—Jersey Central Transportation Co. Purchase by Public Service Inter- 
state Transportation Co., of Newark, N. J., of certain operating rights 
of Jersey Central Transportation Co., of New York, N. Y., approved 
and authorized. 


FINANCE APPLICATIONS 


Finance No. 14156, Supplemental. Northern Pacific Railway Co., 
supplements its application for authority to assume liability in respect 
of 3,200,000 par value of equipment trust certificates, by adding infor- 
mation as to the form of the certificates, rate of interest, acceptance 
of bid of 99.689 per cent of par, subject to the Commission’s approval. 
terms of the bid, and certain corrections in the statement concerning 
the equipment involved. 

Finance No. 14174, 
western Railway Co. 


Berryman Henwood, trustee, St. Louis South- 
of Texas, and St. Louis Southwestern Railway 


Co. of Texas, ask authority to operate their passenger trains over 
8,917 feet of track, owned by the United States government, near 


Gatesville, Coryell County, Tex., in serving Camp Hood, 
establish regular train service for the accommodation of military 
personnel and civilians moving into and out of North Camp Hood. 

Finance No. 7701, Kentucky & Indiana Terminal Railroad Co., 
Louisville, Ky., asks authority, by continuance of the Commission's 
six supplemental order of Oct. 8, 1941, for a further period of 18 
months to Dec. 31, 1944, to pledge or repledge all or any part of 
$511,000 of first mortgage 4%4 per cent gold bonds as collateral security 
for any note or notes which may be issued by applicant, the pledge 
or pledges to be maintained at a ratio of not exceeding $125 of bonds 
in value at the prevailing market price to $100 face amount of notes. 

MC F-2159, Malone Freight Lines, Inc., of Birmingham, Ala., asks 
authority to lease all the operating rights of S. E. Johnson, dba John- 
son Transfer Co., of Hartselle, Ala., under MC 60777, with option to 
purchase. 

Finance No. 14175. Chicago & Eastern Illinois Railroad Co. asks 
authority to acquire trackage rights over the portion of the line of 
railroad owned by the Chicago, Terre Haute & Southeastern Railway 
Co. and maintained and operated by trustees of the Chicago, Milwau- 
kee, St. Paul & Pacific Railroad Co., in Sullivan County, Ind., extend- 
ing from a point of connection between the line of the applicant and 
the Milwaukee in section 18, Township 8 north, range 8 west of the 
second P. M. to Baker Glendora mine No. 28 in section 17, Township 
8 north, range 8 west of the second P. M., approximately 1.5 miles. 
Applicant said it proposed to serve the Baker Glendora mine, of the 
Glendora Coal Co., jointly with the Milwaukee, adding that the coal 
company desired the services of the two rail lines, and that it was 
estimated that it (applicant) would handle at least 150,000 tons of 
coal a year from that mine. Operation over the trackage, applicant 
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said, would avoid considerable expense for construction of a spur 
track to the mine as well as use of a substantial amount of steel and 
other material. The only financial considerations involved, according 
to the application, is the payment by applicant to the Milwaukee of 
$3 for each loaded car switched and handled for applicant by the 
Milwaukee, under terms of an agreement. The agreement also pro- 
vides that the Chicago company shall grant to the Milwaukee, or the 
Terre Haute company, in conjunction with the Chicago company, and 
such other railroads as the Chicago company may admit, access to 
and the privilege of serving a mine of the Linton-Summit Coal Co. 
proposed to be located near the line of the applicant at or near 
Oaktown, Knox County, Ind., approximately 16.3 miles south of Sulli- 
van, Ind., if said proposed mine of this company is placed in operation 
within 25 years from the date of the agreement. Payment of $3 for 
each loaded car switched and handled for applicant by the Milwaukee 
on this trackage, is also proposed. 

Finance No. 14176. Gulf, Colorado & Santa Fe Railway Co., and 
Texas & Pacific Railway Co. jointly ask authority to construct and 
own, and to operate over, approximately 5,100 feet of track extending 
from the present end of the Hale-Cement line of the G. C. & S. F. 
eastwardly to the plant of the Dallas Tank & Welding Co., near 
Dallas, in Dallas County, Tex. A 12-car switching track, and possibly 
a team track and some industry tracks, will break out of the 5,100 
feet of track to be constructed, according to the application. Under 
contract, it said, applicants ‘‘may have joint and equal ownership and 
use of such additional tracks.’’ Applicants said public convenience 
and necessity required the joint construction, ownership, and opera- 
tion in order to furnish rail service for the Dallas Tank & Welding 
Co. and other patrons without unnecessary duplication of facilities. 
Applicants said no financing would be required as they had on hand 
sufficient funds to cover all costs of construction. 

MC F-2160. Watson Bros. Transportation Co., Inc., Omaha, Neb., 
asks authority to lease, in part, for one year, with option to purchase, 
operating rights between St. Joseph, Mo., and Marysville, Kan., of 
C. L. Hancock, dba St. Joseph-Cordia Truck Line, St. Joseph, Mo. 

MC F-2161. J. Herman Gladden, dba Gladden Trucking Co., Wash- 
ington, Pa., asks authority to purchase part of the operations of Harry 
S. Anderson, Washington, Pa., and temporarily to operate. 

MC F-2162. East Texas Motor Freight Lines, Dallas, Tex., asks 
authority to lease for 5 years, at $300 a month, with option to pur- 
chase at the expiration of the lease period, for $17,000, operating rights 
between certain Texas points of A. E. McDonald Motor Freight Lines, 
Waxahachie, Tex., and temporarily to operate. 

MC F-2163. Frisco Transportation Co., St. Louis, Mo., a wholly- 
owned subsidiary of the St. Louis-San Francisco Railway Co., asks 
authority to purchase for $18,000 operating rights from Ada to Sulphur, 
Okla., and Durant, Okla., to Dallas, Tex., of Luper Transportation 
Co. of Oklahoma, of Shawnee, Okla. Applicant said these routes closely 
paralleled operations of the railway. It added that in addition to 
the interline truck business that could be routed over this line by it, 
there was also a very considerable volume of rail traffic that could be 
handled in substitute service, which would give more speedy and 
expeditious service than could be provided by the parent company. 
If the application was approved it would connect with applicant’s 
present route at Durant, OkJa., and fill the gap in the Keystone pur- 
chase approved by the Commission on March 2, 1943, in Finance MC 
F-1977, applicant said. 

MC F-2164. Joseph Promprowitz, dba L. C. L. Transit Co., Green 
Bay, Wis., asks authority to purchase contract carrier franchise rights 
of John F. Noble, dba Noble Transit Co., of South St. Paul, Minn., 
for $15,000. 

MC F-2165. Roadway Express, Inc., Akron, O., asks authority to 
purchase operating rights of Doe Motor Lines, Inc., Elizabeth, N. J. 

MC F-21166. William W. Brown, David C. Doyle, William C. Blair, 
Rex Allen and Carl H. Smith, a partnership, dba Saginaw Transfer 
Co., Saginaw, Mich., ask authority to purchase franchise and assets 
of Saginaw Transfer Co., of Saginaw, now owned by William W. 
Brown. 

MC F-2167, Lyon Van & Storage Co., of Los Angeles, Calif., asks 
authority to purchase all operating rights of Birch-Smith Storage Co., 
also of Los Angeles, and temporarily to operate. 





Vegetables to the East 


Declaring that the President’s executive order of April 8, 
1943, “directs all agencies of the federal government and all 
state and municipal authorities, to disapprove any increases 
in freight rates and effect reductions wherever possible,” the 
Food Distribution Administration of the U. S. Department of 
Agriculture has petitioned the Commission to suspend sched- 
ules of southwestern rail lines proposing cancelation of the 
class 38 rating, minimum 20,000 pounds, applicable on beets, 
carrots, rutabagas, and turnips, all with tops, insofar as the 
rating is applicable to stations in eastern rate groups, effective 
May 1. In referring to the President’s order the food admin- 
—" did not include the statement therein about “applicable 
aw.” 

Under attack are item 1245-H, supplement 128, South- 
western Lines Tariff 152-E, Agent Peel’s I. C. C. 3144, and 
item 2070-A, supplement 20, Southwestern Lines tariff 173-P, 
Agent Peel’s I. C. C. 3526. Suspension of these items is also 
asked by F. H. Vahlsing, Inc., a Texas corporation engaged 
in the growing, packing, selling and distribution of fresh fruits 
and vegetables throughout the United States. 

The petitioners said that under the present provisions of 
the items in question, the class 38 rating, minimum 20,000 
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pounds, alternated with class 33% rating, minimum 24,000 in ; 


straight or mixed carloads of vegetables. This alternation was rs 
approved by the Commission in Atlantic Commission Co., Inc. 

vs. Alabama Great Southern Railway Co., 253 I. C. C. 399, and Apt 
also in Ballatine Produce Co., Inc. vs. Baltimore & Ohio Rajl- pub 
road Co., No. 28773 (mimeographed), the petitioners added, LC 
declaring that in these two cases the Commission found that § The 
the charges applicable on the quantities of root vegetables wei 
with tops contained in the mixed carlot shipments of vege. fror 


tables made or received by complainants, were those based on 
either the higher or lower column ratings, and their respective 
minima, alternated to obtain the lowest charge under the 
terms of the mixing provisions. a 
For example, said petitioners, a shipment of mixed root | 
vegetables, with tops, weighing 20,000 pounds, from Elsa, Tex,, 
to New York, N. Y., was subject at the present time under the | not 





alternating provision, to a rate of $1.58% a hundred pounds, [ cont 
or $317. Should the alternating provision be canceled as pro. | $1,9 
posed, they said, the same shipment would be subject to qf live 
minimum of 24,000 pounds, at a rate of $1.39%, total, $334.89, inst 
or an increased freight charge of $17.80. That additional charge 

would increase or diminish according to the weight of the § °™ 


shipment. the 





The petitioners said that shippers in the state of Texas that 
shipped many thousands of mixed carloads of vegetables an. |  ' 
nually to the eastern rate groups, all of which would be affected } Payé 
by the proposed increase in charges, and the “total amount of | °@" 
additional transportation charges accruing to Texas shippers 
will cause an additional burden which cannot be passed on to § thro 
consumers but must be absorbed by producers. wo 

wi 
fact 
~ in t 
Suspended Tariffs spec 
(Designation of a tariff below does not mean that all schedules amol 
an it have been suspended. Suspension orders contain many sched- Trar 
ules not reproduced here. Details of such orders are published in ment 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) requ 

In I. and S. M-2228, the Commission has suspended from , 
April 9 until Nov 9 the operation of certain schedules as pub- } Ul 
lished in supplement No. 1 to tariff MF-I. C. C. No. 19 of whic 
Middlewest Motor Freight Bureau, agent, Kansas City, Mo. than 
The suspended schedules propose to cancel the present com- oe 


modity rates on bakery goods, minimum 10,000 pounds, be- 
tween Sioux Falls, S D., and Twin Cities, Minn., and apply 
higher class rates in lieu thereof. . 

In I. and S. M-2229, the Commission has suspended from Co. 
April 10 until Nov. 10 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 22 of Middlewest Motor 
Freight Bureau, Kansas City, Mo. The suspended schedules} Hanl 
proposed to establish new commodity rates on chemicals and} toad 
gases from Omaha, Neb,, and points adjacent thereto to cer-f ment 
tain points in S. D., and on dairy products from Winner, S. D.,f were 
to Omaha. invol 

In I. and S. 5210, the Commission has suspended from} did r 
April 10 until Nov. 10 the operation of certain schedules asf that 
published in supplement No. 27 to joint tariff, Agent W. S.J Were 
Curlett’s I. C. C. No. A-739. The suspended schedules propose} to co 
to cancel free pick-up and delivery service on incandescent elec- that 
tric lamps, artificial flowers and other articles, at stations inj Sonat 
New England served by the Boston & Maine, Maine Central, j 
Suncook Valley and Canadian Pacific Railroads (see Traffic} Hous 
World, April 3, p. 804). whic! 

The Commission, by an order in I. and S. M-2230, Ratings§ “ance 
—Bomb Bodies and Helmets in New England, suspended from Porti 
April 12 to Nov. 12, operation of certain schedules as published beyor 
in supplement No. 6 to Official Motor Freight Classification tariff, 
MF-I. C. C. No. A-1 of Eastern Motor Freight Conference, Inc, Texas 
proposing to establish a specific rating of Class 1 on emptyg Woul 
synthetic gum or resin bomb bodies or casings, and to increas Louis 
from Class 3 to Class 2 the rating on steel military helmets, 
not nested (see Traffic World, April 10, p. 854). Suspension 
was asked by the Secretary of War on the ground that the new 
rates would increase transportation charges. 

In I. and S. No. 5212, the Commission has suspended from 
April 15 until Nov. 15 the operation of certain schedules 4 
published in supplement No. 12 to The Atchison, Topeka ane 
Santa Fe Railway Co.’s tariff I. C. C. No. 14103, and supple 
ment No. 44 to Agent L. E. Kipp’s tariff I. C. C. No. 1484. The 
suspended schedules propose to cancel the mixed carload at 
rangement on cement, lime and plaster from Portland, Col? 
to various points in Arizona and New Mexico. 

In I. and S. No. 5213, the Commission has suspended frot! 
April 15 until Nov. 15 the operation of certain schedules * 
published in supplement No. 19 to Agent I. N. Doe’s tarif 
I. C. C. No. 373. The suspended schedules propose to redutt 
the rail-water-rail rates on potatoes, carloads, from origins ™ 
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L000 in § Maine, Vermont and eastern Canada to Tampa, Fla. (see Traf- 
ion was § fic World, April 10, p. 859). 
‘o., Ine. In I. and S. No. 5211, the Commission has suspended from 
99, and § April 15 until Nov. 15 the operation of certain schedules as 
io Rail- published in supplement No. 34 to Agent Ira D. Dodge’s tariff 
added, $1. Cc. C. No. 500, and Agent J. R. Peel’s tariff I. C. C. No. 3550. 
nd that — The suspended schedules propose to increase the minimum 
getables F weight from 36,000 to 60,000 pounds, on iron and steel articles 
of bet from the New Orleans-Baton Rouge, La., group to Texas. 
ased on a 
‘spective GREAT NORTHERN PROMISSORY NOTE 
der the The Great Northern Railway Co. has filed an application 
\ in Finance No. 14180, asking the Commission to authorize it 
xed root © to issue a promissory note for $1,265,680 in evidence of, but 
sa, Tex,, § not in payment for, indebtedness under a conditional sale 
nder the contract for the purchase of 500 75-ton ore cars, to cost 
pounds, § ¢1 582,100, a part of which cost, it said, would be paid on de- 
i as pro-F jivery of the cars, the balance to be paid in 90 monthly 
g*: a installments. 
+ h 80, The application said that, under the terms of the proposed 
. ie conditional sale contract and note, the principal, and therefore 
it of the the amount of accruing interest, would be reduced monthly so 
of Texas that “the total interest charges will be less than they would 
ables an- § % under an equipment trust, or other method of financing, 
> affected | Payable semi-annually at the same rate of interest and appli- 
mount of cant will avoid expense for underwriting, engraving, etc.” 
shippers In order to obtain the lowest possible rate of interest, 
sed on to through competitive bidding, the application said it was pro- 
posed to submit the proposed form of contract to several banks 
with request for offers by such banks to purchase the manu- 
facturer’s right in the conditional sale contract and note and 
in the equipment covered by the contract, such offers “to 
specify the lowest rate of interest at which such banks would 
be willing to purchase such contract and note for the principal 
schedules | amount due thereunder.” It said that the General American 
ny sched- | Transportation Corporation, which would furnish the equip- 
blished in | ment, was arranging to publish in two financial journals a 
Bulletin.) } request for offers to purchase the contract and note. 
Applicant anticipated, it said, that the contract and note 
nded from could be sold on an interest basis not higher than 2 per cent, 
— y" which, it said, would involve no greater total financing expense 
No. — than would be involved in an equipment trust for the same 
City, Mo. period and bearing interest rate of 1.723 per cent if payable 
esent COM} annually, or 1.833 per cent if payable semi-annually. 
younds, be- 
and apply 
- co 
onded from | Coastwise Gasoline Movement 
: S as 
ig Hanlon-Buchanan, Inc., have filed a brief in No. 28900, 


Hanlon-Buchanan Co., Inc., vs. Burlington-Rock Island Rail- 
road Co., et al., asking that the Commission find that ship- 
ments of gasoline from Houston to Texas City, Tex., by barge, 
were “coastwise” transportation as contemplated by the tariffs 
involved, and that the movement was interstate although it 
did not cross a state line. It also asked the Commission to find 
that the rates assessed on the gasoline to Houston, for export, 
were under the circumstances reasonable and that the effort 
to collect undercharges under a so-called ‘‘domestic” rate for 
a of the gasoline which was not exported, was unrea- 
sonable. 

The brief said that the gasoline had been shipped into 
Houston for export. Due to tanker sinkings, the contract under 
which the gasoline was to have been exported, it said, was 
cancelled. The undercharges were sought to be collected on the 
portion of the gasoline which remained in the tank at Houston 
beyond the 12 months storage transit provided for in the 
lariffs, it said, and that this gasoline was shipped by barge to 
Texas City. If the gasoline involved were traced, it said, it 
would be found that it went to destinations in Alabama, 
Louisiana, and Tennessee. 

The brief also said that a change by the railroads in the 
lransit time allowed for storing in transit at Louisiana ports, 
from 12 to 18 months, without corresponding tariff changes for 
Texas ports, was illegal because it was “preferential and 
Prejudicial.” 

The rates sought to be applied, it said, were mere paper 
tales, as there was no necessity for domestic rates on natural 
gasoline to the Texas or Louisiana ports. Comparing the export 
fates paid on the gasoline, the brief said, with those applicable 
0 natural gasoline between interior points in the southwest, 
showed that the export rates were practically on the going 
évels of those rates, and that the Commission had frequently 
ispended fro" served that this was the best test of reasonableness. 
schedules “§. The Burlington-Rock Island Railroad Co. has filed a brief 
[. Doe’s tarilif" No. 28900, which brief, it said, would deal solely with the 
bose to reduce ‘lpments moving wholly between points in Texas, and over 
om origins "§'utes wholly within that state. Other defendants, said the 
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brief, would deal more specifically with questions of unreason- 
ableness of the rates, and the rates applicable to the ship- 
ments which moved in interstate commerce up to Houston, 
Tex. 

The brief said that, as Hanlon-Buchanan, Inc., had not 
fulfilled the conditions of the transit provisions of the tariff, 
and had not moved the gasoline in coastwise trade within the 
twelve months provided by the transit provisions, the move- 
ment lost its interstate character and was subject to the rules, 
regulations and rates of the Railroad Commission of Texas, 
and that this was a matter to be determined by the Texas 
body and not by the Commission. 

The brief asked that the complaint be dismissed, and said 
that the brief of the other defendants, so far as it might af- 
fect the Burlington-Rock Island, was adopted and made part 
of the instant brief. 

Texas & New Orleans Railroad Co., and Missouri Pacific 
Lines, have filed a joint brief in No. 28900, saying that it was 
the usual practice to issue revised freight bills, and for transit 
operators to pay such bills when rendered and verified, where 
the casinghead gasoline was in storage at Houston more than 
twelve months, the revised freight bills assessing charges being 
based on the domestic rate. The extension of the transit time 
to eighteen months, the brief said, was something the roads 
were not required to do under the act, and that what they did 
was really ‘“‘to accord all shippers liberal treatment which 
might be considered a gift.” The extension, it said, could not 
be made retroactive to cover freight bills which expired prior 
to June 25, 1941. 

The facts in this case, the brief said, differed from those 
in C. B. Fox Co. vs. Gulf, Mobile & Ohio Railroad Co., 246 
I. C. C. 561, in that the shipments in that case were made 
from point of origin before the President signed the neutrality 
proclamation, and the traffic involved had, before the procla- 
mation, been stored at the port awaiting the arrival of a 
particular steamship which, by the terms of the proclamation, 
was forbidden to make the trip to Europe. The complainant in 
the instant proceeding, it said, had not contracted for space 
on any steamship before the gasoline was shipped to Houston, 
but merely intended and hoped to sell the gasoline at Houston 
for export or coastwise movement, and had not intention of 
exporting the oil direct, but to sell it to some concern which 
would move it in export or coastwise trade. 

The instant brief adopted and made a part thereof the 
brief filed by the Burlington-Rock Island Railroad Co. 


Land Grant Rate Repeal 


Though it was indicated that there had been no action 
taken directing that another effort be made to obtain repeal 
of the provisions of law under which land-grant rate deduc- 
tions are made on government military and naval traffic, 
officials of the Association of American Railroads, after the 
Commission’s decision in Ex Parte 148 removing the freight 
rate increases authorized by that decision last year, said they 
believed Congress should be asked to repeal the provisions. 

A staff report of the Board of Investigation and Research 
on land grant rate reductions, issued early this year (see 
Traffic World, Jan. 9, p. 91), contained an estimate that land- 
grant deduction savings on government traffic were running 
as high as $20,000,000 a month. The Commission, in its re- 
port in Ex Parte 148 on further hearing referred to the 
$20,000,000 estimate, while Commissioner Eastman referred 
to the statement that the government was seeking refund of 
somewhere between $100,000,000 and $150,000,000 of revenue 
collected in 1942, on the ground that land-grant deductions 
should have been made. This relates to controversies between 
the railroads and the government as to what constitutes 
“military and naval’ traffic under the transportation act of 
1940, the government contending for application of the reduced 
rates on traffic the railroads say should not have the benefit 
of the reduced rates. 

Complete repeal of the land-grant provisions would dis- 
pose of these controversies as well as increase the revenues 
of the railroads substantially, it is pointed out. Commissioner 
Eastman pointed out in his concurring opinion in Ex Parte 
148 that the Commission and he had recommended complete 
repeal. 

The House committee on interstate and foreign commerce 
favorably reported the Lea bill providing for repeal at the 
last session of Congress but the House April 29, 1942, sent the 
bill back to the committee and there has been no further ac- 
tion. Senator Truman has introduced a bill designed to re- 
move the basis for controversy as to what constitutes military 
and naval traffic entitled to reduced rates, but there has been 
no action on it. The railroads feel now, in view of the Commis- 
sion’s action in Ex Parte 148, however, that there should be 
complete repeal. 
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MeNear and Truman Committee 


George P. McNear, Jr., has issued a denial of the state- 
ment made by Hugh Fulton, counsel for the Truman commit- 
tee, that he (McNear) had made no request to appear before 
the committee at hearings in its investigation of the utiliza- 
tion of railroad manpower. Mr. Fulton, at the April 7 ses- 
sion of the hearing, said that, though he had discussed rail 
manpower problems with Mr. McNear, the latter had not asked 
to be heard on the subject. 

According to McNear, he had asked for permission to ap- 
pear before the committee as long ago as last November, in 
a conversation with Fulton. He said he also had in his pos- 
session a letter to Senator Truman, chairman of the committee 
written April 3 by Elisha Friedman of the New York Herald- 
Tribune, in which the latter suggested that McNear had some 
useful information on inefficient use of rail manpower, due 
to featherbed rules. 

On April 7, the day on which Fulton made his statement 
before the committee, McNear wired Senator Truman asking 
for permission to reply to some of the charges made by A. 
F. Whitney, president of the Brotherhood of Railroad Train- 
men, in his testimony on April 2 (see Traffic World, April 10, 
p. 862). Whitney had said that a thorough investigation of 
railroad manpower practices would “uncover one of the major 
scandals of the war.” Mr. McNear said in his telegram that he 
had information “in connection with Whitney’s testimony and 
about the efficiency of the use of railroad manpower, equip- 
ment and material in time of war,” and that, if the committee 
wished him to do so, he ‘‘would be glad to testify.” 

A reply from Senator Truman, April 12, said that further 
investigation would be postponed to permit the railroad unions 
time to complete their “conferences” in Chicago, and that the 
committee was “not ready to proceed now.” He was glad to 
know, he said, that McNear was willing to appear before it. 

Senator Truman, of Missouri, chairman of the Senate’s 
special committee investigating the war program, announced 
April 12 that the committee was engaged in an investigation of 
the subject of transportation and that, as a part of that inves- 
tigation, it would report with respect to: (1) railroad machin- 
ery and equipment; (2) interstate and intrastate motor trucks, 
and (3) barges. He issued the following statement: 


It is absolutely necessary that we maintain an efficient transporta- 
tion system. To do this, we must be certain that the railroads have 
sufficient repairs and new equipment. Since some portions of the coun- 
try, particularly the west and southwest, are largely dependent upon 
trucks and since trucks supplement the railroads throughout the nation, 
we must be careful to make sure that sufficient repair parts and even 
new trucks are made available to assure a proper and adequate flow of 
foodstuffs and other essential materials. Barges are also necessary for 
petroleum products and for heavy dry bulk cargoes. For more than a 
year, the Committee has been urging the construction of barges. In- 
creases have been promised and the Committee will check it to make sure 


that real progress is being made to obtain the barges and necessary 
towboats. 


George P. McNear, Jr., president of the Toledo, Peoria and 
Western Railroad, the properties of which are being operated 
by the Office of Defense Transportation for the federal govern- 
ment, telegraphed Director Eastman of the O. D. T., April 14, 
reminding him that a sheriff’s sale of real estate belonging to 
the corporation was set for 10:00 a. m., April 17, at East Peoria, 
to satisfy a judgment of $37,885 and costs of $1,099.37 entered 
and assessed by the federal district court against the railroad 
corporation last Setpember. The judgment was for unpaid bal- 
ances on the real estate ordered to be sold at auction. The 
property is not used for transportation purposes. 


Check covering the judgment and costs was included among 
those sent to Mr. McNear a fortnight ago and returned to the 
O. D. T. by him because he disapproved of the conditions at- 
tached to their acceptance (see Traffic World, April 10, p. 867). 
Newspaper advertisements of the sheriff’s sale list the real 
estate to be sold as two tracts, 68 and 57 acres, respectively, 
in Tazewell County, Ill. 


In his telegram Mr. McNear says that he expects the O. 
D. T. “to take care of judgment as heretofore requested and 
prevent sale of property.” 

In a reply by wire, April 16, Director Eastman reiterated 
his willingness to advance funds to meet the judgment under 
the conditions previously specified. To this McNear replied that 
he could not “accede to the unlawful terms and conditions” 
demanded by the Director. Among those terms was the agree- 
ing by McNear that the funds should come out of the earnings 
of the T. P. & W. under government operation. To this he said: 


We cannot accept advances from the net cash earnings resulting 
from your operations of our railroad because that would involve us 
in your operations and constitute our acceptance of you as our agent. 
Moreover, we have requested you to pay our obligations as they be- 
came due and we cannot assume any penalties for your failure to do 
so. The question is: What are you going to do about paying us 
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advances on account of the just compensation which is long overdy 
us for the properties which you seized? As I wrote you April 3, yoy 
agreed with us at our conference in Washington, February 11, thaf 
we were entitled to just compensation. In our letter to Presiden 
Roosevelt of February 15 we requesed reasonable advances on accounj 
of that compensation which were ample to cover all obligations. wij 
you please wire us whether or not you would be willing to recom 
mend to President Roosevelt that the advances on account of jys 
compensation requested in our letter to him of February 15 be alloweh 
so that our obligations can be paid in a lawful manner? If you arg 
not willing to make that recommendation, will you please wire us thee 
reason for your refusal, and also advise the law or laws under which} 
our properties were taken? 2 F 
i 


Barge Line Transport Tax 


tion, 
The Traffic World Washington Bureay te 
Chairman Doughton, of the House ways and means com) ws 
mittee, has introduced H. R. 2502, to make subject to the tay 23.04 
on amounts paid for the transportation of property amount in t 
paid to the Inland Waterways Corporation. art 
H. R. Cummins, of the Houston, Tex., Port and Traffic at 
Bureau, protested against the fact that, under the revenue ac he 
of- 1942, amounts paid to the government barge lines for trans. ai 
portation service were not subject to the tax, asserting that} woy 
this resulted in preference to the Port of New Orleans (see) part 
Traffic World, Feb. 13, p. 387). E. H. Thornton of the New} regu 
Orleans Joint Traffic Bureau, said that neither the Federal} w | 
Barge Line nor the Port of New Orleans urged or advocated}. froz 
such exemption (see Traffic World, Feb. 27, p. 496). aroU 
Introduction if the bill by Mr. Doughton is the first step} The 
taken to correct the situation complained of. reve 
The Doughton bill, however, specifically exempts from the} ¢req 
transportation tax payments made to the Post Office Depart- car, 
ment. It was explained at the Bureau of Internal Revenue that} pose 
the language in the revenue act of 1942 providing for exemp-} pagj 
tion of payment of the tax on amounts paid to the United States} the 
for the transportation of property was intended to exempt} of tj 
payments to the Post Office Department for parcel post service, 
No tax had ever been applied to payments for such service, “at 
it was said. tion 
MOVE FOR FREIGHT TAX REPEAL wo 
In a letter to Governor Maw, of Utah, Senator McCarran,f are, 
of Nevada, has advocated repeal of the 3 per cent tax on trans-f side 
portation of property, effective under the revenue act of 1942 ice,’ 





and has suggested that such repeal might be brought about 
through a coalition of the congressional delegations from the 
western states. 

“In theory,” he said, “this tax might be regarded as levied 
with equality. In practice, it is not. This 3 per cent tax on 
freight rates strikes primarily at our western states. It is a 
penalty on production in the west because the producers in 
those states must pay it on the materials shipped in from the 
east for treatment purposes to sustain production; on the raw 
materials which are produced and necessarily shipped east to 
manufacturing centers for processing; and, finally, on the fir- 
ished product shipped back into the west for sale or consump- 
tion. This penalty on western commerce does not apply te 
eastern producers. In the east, manufacturing centers are at/ 
the doorstep of raw materials. In the eastern states, the tax is 
paid but once, that once being when the finished product is 
placed in commerce. Section 620 (of the internal revenue act of 
1942) might have been prevented by a united effort of those 
who: represent the west in Congress. Indeed, it might yet be 
repealed by that same coalition of which I speak, representing 
a great region having common interests. I urge you to encou- 
age at all times a better understanding and closer cooperation 
among your national representatives in Congress.” 
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CAR SURPLUS REPORT 


An average daily surplus of 34,381 freight cars was Ie 
ported by the nation’s railroads for the week ended April 3, ac 
cording to the car service division of the Association of Amer'- 
can Railroads. Constituting that average were the following 
types of freight cars: Plain box, 13,072; auto box, 1,478; flat 
cars, 1,077; gondolas, 3,819; hopper cars, 3,269, and miscel- 
laneous, 11,666. 

For the week ended April 10 the railroads reported an 
average daily surplus of 36,154 cars, made up of 13,788 plain 
box, 1,513 auto box, 1,043 flat, 4,050 gondola, 3,989 hopper, and 
11,771 miscellaneous. 





























N. Y¥. FREIGHT FORWARDER PRACTICES 
The Maritime Commission by an order in its proceeding 
entitled “In the Matter of Charges, Rules, Regulations, Prat: 
tices and Operations of Freight Forwarders at the Port of New 
York,” has further modified its order of Jan. 14, 1943, so as 
require compliance therewith on or before June 1, 1943. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 


Frozen Fruits in T. L. Area 


Against the opposition of the Office of Price Administra- 
tion, Examiner Charles H. Riegner, in a report in I. and S. 
M-2174, Classification—Frozen Fruits and Vegetables in the 
East, has recommended that the Commission find not unlawful 
increased classification-exception rating of class 50, minimum 
93,000 pounds, on frozen fruits and vegetables, between points 
in trunk line territory, proposed by motor common carrier 
parties to Agent G. F. Morgan’s tariff MF-I. C. C. No. 3. Order 
suspending the schedules from Jan. 19 until Aug. 19, 1943, said 
he, should be vacated and the proceeding discontinued. 

The report said that while the proposed increased rating 
would apply on shipments moving over the lines of all carriers 
parties to Morgan’s exceptions tariff, it was published at the 
request of Richards Motor Freight Lines, of Scranton, Pa., 
W. F. McDaniel, receiver, to apply principally on shipments of 


. frozen foodstuffs from points in western New York in and 


around Buffalo and Rochester to points in trunk line territory. 
The increased rating and minimum were proposed to meet the 
revenue needs of Richards and to offset to some extent in- 
creased operating expenses. The Middle Atlantic States Motor 
Carrier Conference, Inc., the report said, supported the pro- 
posed basis because it feared that a continuance of the present 
basis (37.5, minimum 20,000 pounds) by Richards would subject 
the conference carriers to demands by shippers for a reduction 
of their rates to that level. 

The O. P. A. opposed the increase in rating and minimum 
“at this time,” said the report, because of the potential infla- 
tionary effect on the national economy. After giving considera- 
tion to the inflationary tendency as well as to the need for 
revenues, the examiner said “unquestionably, frozen foodstuffs 
are, and for the purpose of this proceeding, should be con- 
sidered, a high-grade commodity requiring a specialized serv- 
ice,” and added: 


It is certain that the specialized service required in the transpor- 
tation of the considered commodities entails increased expenditures. 
While the cost of service and the value of the considered comrmnodities 
are not controlling in determining the reasonableness of a proposed 
rating, they should be given important consideration together with the 
needs of the carrier for additional revenue. Furthermore, the estab- 
lishment of the proposed basis will have a tendency to promote uni- 
formity in the rate structure in trunk line territory. All things 
considered, the examiner concludes that the proposed rates do not 
exceed a maximum reasonable basis.’’ 


Acme Fast Freight Operations 


In a proposed report in FF-72, Acme Fast Freight, Inc., 

Freight Forwarder Application, R. W. Snow, assistant direc- 
tor of the Commission’s Bureau of Water Carriers and Freight 
Forwarders, has recommended that the Commission “should 
conclude that Acme Fast Freight, Inc., is a freight forwarder 
subject to part IV of the interstate commerce act, and should 
be granted a permit authorizing it to forward commodities 
generally in interstate commerce between all points in the 
United States.” 
_ The report said that, in 1942, Acme forwarded approx- 
mately six million less-than-carload shipments of property. 
It said that the nature of the freight forwarding business was 
such that a very large percentage of the shipments forwarded 
originated in the industrial areas of the country and relatively 
few in the agricultural areas. While the record in the pro- 
ceeding showed that Acme had forwarded shipments from and 
0 each state, there were certain states, the report said, in 
Which Acme originated a relatively small amount of freight. 
To facilitate the assembly and distribution of the less-than- 
tarload freight, it said, Acme had established joint through 
tates with over three thousand common carriers by motor 
Vehicle, and added that it was clear “that the actual trans- 
portation performed by Acme supports its broad holding out 
‘0 forward commodities generally between all points in the 
United States.” 

In a discussion of the law, the report said that a freight 
forwarder who was in business on May 16, 1942, was not 
‘ntitled to a permit authorizing the continuance of such op- 
‘tations without further proof. On the contrary, it said, each 
freight forwarder must by proper evidence prove that “it is 





ready, able, and willing to perform the proposed service and 
that the proposed service will be consistent with the public 
interest and the national transportation policy described in 
the act. The statutory provisions are in this regard similar 
to the provisions of sections 206, 209 and 309, relating to op- 
erations of motor carriers and water carriers which were insti- 
tuted subsequent to the ‘grandfather’ dates, but prior to the 
dates on which those sections became effective.” 

The report said it was following the rule set forth in 
Republic Carloading & Distributing Co., Inc., decided March 
22, in which the Commission said it considered the operating 
by applicant over a period of years as sufficient proof that 
such operation was consistent with the public interest and 
the national transportation policy (see Traffic World, April 3, 
p. 783). The report said it was following the Republic case 
also in the latter of the fundamental question of “whether 
a freight forwarder which had operated in the manner above 
should be granted a permit which authorizes it to forward 
property from points beyond the consolidating points to points 
beyond the break-bulk points.” The conclusion of the Com- 
mission, by division 4, in the Republic case, the report said, 
quoting that decision to the effect that the Commission might 
issue permits authorizing such service, should also be reached 
in the instant proceeding. 


Santa Fe Routes Purchase 


A suggestion that the Commission condemn a proposal of 
the Santa Fe Trail Transportation Co., a wholly-owned sub- 
sidiary of the Atchison, Topeka & Santa Fe Railway Co., to 
purchase six motor routes in Oklahoma and property of Dulaney 
Freight Lines, of Ardmore, Okla., as well as a proposal of 
M. & D. Motor Freight Lines, of Duncan, Okla., to acquire from 
the Santa Fe one of those routes, has been made by Examiner 
C. R. Engelhart in a report in MC F-2010, Santa Fe Trail 
Transportation Co., Purchase, J. R. Dulaney; William H. Per- 
kins and Curtis Jones, Purchase, J. R. Dulaney. 

The routes sought to be acquired by Santa Fe were (1) 
between Oklahoma City and Marietta, (2) between Davis and 
Sulphur, (3) between Springer and Duncan, (4) between Ard- 
more and Durant, (5) between Russett and Durant, and (6) 
between Tishomingo, on the one hand, and Madill and Nida, 
on the other, via intermediate points. 

Although the Santa Fe desired only the first two mentioned 
routes, which routes rather closely parallel the lines of the 
railroad, the report said Dulaney would not enter into an agree- 
ment to sell only a portion of its operations, as it was of the 
opinion that the remainder could not be operated on a profitable 
basis. Accordingly, contract covering purchase of the entire 
operations was executed with a view to subsequently offering 
the last mentioned four routes for resale to other carriers, the 
M. & D. Motor Freight Lines desiring to purchase the third 
mentioned route as that route would lend itself to M. & D.’s 
present operations. 

The examiner said the latter four mentioned routes were 
not within the natural territory of the railroad and if unre- 
stricted authority were granted would enable the railroad, 
through its subsidiary, to invade to a substantial degree terri- 
tory now served by other transportation agencies. The report 
pointed out in connection with the proposed plan of operation, 
that utilization of coordinated rail-truck and truck-rail service 
had resulted in a great saving in car days and car miles, de- 
claring that if the instant transaction was approved and con- 
summated, that savings of 216 car days and 6,510 car miles a 
month would be effected, and an annual saving of $15,696. Use 
of substituted truck service from key stations in lieu of rail 
service would release merchandise cars, and expedite delivery. 

The examiner said he was of the opinion that although 
Santa Fe Trail had made a bona fide attempt to find another 
purchaser for routes (4), (5), and (6) without apparent success, 
it nevertheless would be inconsistent with the public interest 
to authorize it to acquire and operate these rights and thus 
invade territory provided with adequate service by existing 
transportation agencies. Moreover, he added, the railroad pres- 
ently serving only one point (Ardmore) on the considered 
routes, the evidence usually presented in rail acquisition cases 
as to substitution of motor trucks for rail cars between and to 
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and from intermediate freight stations necessarly was lacking. 
Purchase by Santa Fe Trail and subsequent abandonment of 
“these objectionable routes would not entirely alleviate the 
situation, as such action on its part would leave at least three 
communities (Milburn, Emet, and Nida), now served by Du- 
laney, with no service of any character,” said he, adding that 
it would seem that some alternative proposal could be initiated 
by the parties whereby either Dulaney or some other carrier 
would continue these operations. 


Swedesboro Motor Service 


Following action by a statutory three-judge court in New 
Jersey on Oct. 17, 1941, setting aside the Commission’s order 
so far as it denied issuance of a permit for contract carriage of 
canned goods, pepper hulls, and dried beans, Examiner R. H. 
Roberts, in a report on further hearing in MC 8298, Hunter 
Motor Freight, Inc., Common Carrier Application, has recom- 
mended that the Commission modify its findings in the prior 
report, 27 M. C. C. 51, so as to limit the authority therein 
granted to contract carriage of the aforementioned commodi- 
ties by Swedesboro Transportation Co., of Swedesboro, N. J., 
substituted as applicant in lieu of Hunter, from and to specified 
eastern points, including North Carolina. 

In the prior report, the Commission authorized continuance 
of operation as a common carrier of canned goods, pepper hulls, 
and dried beans, as well as lime, fertilizer, lumber and coal, 
from and to eastern points, including North Carolina. But at 
the further hearing, the report said, applicant waived any 
alleged rights to common carrier operations, particularly those 
described in the prior report. It said it desired to restrict its 
service exclusively to operations for the Edgar F. Hurff Co., a 
canner at Swedesboro, in the movement of canned goods, pepper 
hulls, and dried beans as a contract carrier. Such action on the, 
part of applicant, the report said, eliminated any question of 
dual operations. 

Specifically, the examiner recommended that the prior re- 
port be modified so as to authorize continuance of operation as 
a contract carrier of canned goods and pepper hulls from Swedes- 
boro to Baltimore, Md., and Washington, D. C., and points in 
Connecticut, Delaware, Massachusetts, Pennsylvania, New York, 
North Carolina, Rhode Island and Virginia, and of returned, 
rejected or damaged shipments on return; and of dried beans 
from points in Erie, Genesee, Livingston, Monroe, Niagara, On- 
tario, Orleans, Wayne and Yates counties, N. Y., to Swedesboro. 

The examiner pointed out, however, that because of exist- 
ing conditions the cannery at the present time was not shipping 
its products to its normal trade territory and could not supply 
the carrier with sufficient tonnage to meet the requirements of 
the contract and had requested the carrier to release it from the 
terms thereof until the return of normal conditions. Applicant, 
he said, had advised the Commission of an intention temporar- 
ily to suspend operations pending the duration of the war emer- 
gency. A petition to that effect, he added, had been filed with 
the Commission, the disposition of which would be made in 
another proceeding. 


North American Motor Rights 


In a proposed report in MC 77038, Sub. 2, North American 
Van Lines, Inc., Extension—United States, Examiner F. Roy 
Linn, has recommended that the Commission deny the applica- 
tion of North American for authority to operate as a common 
carrier of household goods between points in the United States, 
District of Columbia and Canada over irregular routes. The 
report pointed out that the Commission, by division 5, had 
denied applicant’s “grandfather” application, in MC 77038, 
effective April 21 (see Traffic World, Feb. 20, p. 407). 

The report observed that the first unit of equipment owned 
by applicant’s predecessor was acquired in January, 1940, and 
that applicant now owned 40 units of equipment. While cer- 
tain conveniences would accrue to certain so-called national 
accounts, because they would have single-line service and re- 
sponsibility to any destination, it said, in the main the wit- 
nesses for these accounts were not familiar with the extent to 
which they could be served by other carriers. However, it said, 
the evidence disclosed that more than 100 motor common car- 
riers now serving as agents for the applicant were authorized 
to conduct operations in territories ranging up to 25 states. 
Other such carriers, it said, numbering about 19, and protestants 
herein, were authorized to conduct operations in the great ma- 
jority of the states. Three companies, it added, operated di- 
rectly or controlled operations providing services for the move- 
ment of household goods throughout the United States. 

The report said the applicant argued that only a long dis- 
tanced or nation-wide service would be conducted and that these 
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operations would not adversely affect any of the protesting certai 
carriers. However, it said, a certificate without limitation og points 


any character “would present applicant with the opportunit§ 








to choose freely the areas to be served. Equipment, facilitie§ gener 
and service might be concentrated in the vicinity of populatio} indica 
centers without regard to the available supply of other carrie action 
facilities and service.” It was shown, it said, that out of 3,67§ lent 0 
shipments transported by applicant between January, 1941, anf sumak 
July, 1942, inclusive, 85 per cent were transported betwee sion g 
points authorized to be served by one protestant. ing al 

The proposed operation was opposed by Allied Van Lines§ instea 
Inc., John F. Ivory Storage Co., Inc., Pyramid Moving (of It wa 
Bekins Van Lines, Inc., Bekins Van Lines Co., Lyon Van Line@ opera 
and Lyon Van Lines, Inc., Safeway Van Lines, Independen§ he Ww: 
Movers’ and Warehousemen’s Association, Inc., Michigan Inde§ feasib 


pendent Movers’ and Warehousemen’s Association, and Wester) stand] 
States Household Goods Carriers Bureau. 


Vegetables from Utah = 


Examiner J. P. McGrath, in a report in No. 28775, E. R 


Blackinton & Son Canning Co., et al. vs. Alton Railroad Cof , : 
et al., has recommended that the Commission find rates op 
canned fruits and vegetables, in carloads, from points in Utah wed 
to official territory, transcontinental groups A, B, and C, no sage 
unreasonable and to group C not unduly prejudicial, but rate nabs 
on certain canned fruits and vegetables to groups A and B un. eg 
duly prejudicial. He recommended that the undue prejudice os 
found to exist be ordered removed. aa 

The Commission should find, said he, that the rates on of W: 


canned apricots, cherries, peaches, green beans, carrots, peas, 
pumpkin, tomatoes, tomato products, including tomato juice, 
catsup, and puree, and on mixed vegetables to groups A andB I 
were, and for the future would be, unduly prejudicial to com. 


plainants having canning plants only in Utah and unduly pref. oan 
erential of competing shippers of those commodities in Cali-f j) 
fornia, Oregon and Washington to the extent that the rates use 
from Utah points at which such plants were located were or plica 
might be less than 9 cents to destinations in group A and 3} cents 
cents to destinations in group B lower than the rates contem- point 


poraneously in effect from the Pacfic coast states to the same 
destination. 

Complainants, canners of fresh fruits and vegetables with 
plants at various points in Utah, sought widening of the spread 
between the rates from Utah and the rates from the Pacific 
coast states either by reducing the Utah rates or increasing the 
Pacific coast rates. The rates from the Pacific states were re- 
duced in May, 1941, allegedly on the ground of water compe- 
tition, the report said, however, pointing out that ship service 
ceased entirely in December, 1941, because of the war. 

The examiner said the Commission should conclude that 
the reduced rates from the Pacific coast states to groups A and 
B, although influenced to some extent, were not compelled by 
water competition, and that those reduced rates were estab- 
lished primarily to assist canners in those states in meeting 












































market competition at destinations in those groups. In refusing} betv 
to reduce the rates of the Utah canners to destinations in} ‘hal 
groups A and B for the purpose of similarly assisting them in} fore 
meeting market competition at those destinations, said he, de-} &™ 
fendants were according different and more favorable treatment} that 
to canners in the Pacific coast states under substantially similar} cont 
circumstances and conditions. 28 
abse 
volu 
J. D. JORDAN PURCHASE con 
Examiner Charlie H. Johns, Jr., has proposed in MC F-1948} vol 
Ralph M. Bowman—Purchase—J. D. Jordan, Jr., that the Com-§ was 
mission authorize the purchase by Bowman, doing business asf to 1 
Bownjian Transportation Co., of Attalla, Ala., of the operating} of t 
rights of J. D. Jordan, Jr., of Centra, Ala., as to general com- aj 
modities between points in Alabama and Georgia, and one truck, 
and unification of those operating rights with Bowman’s present 
rights. 
ee Cor 
JOHN I. ROGERS PURCHASE fin¢ 
Examiner Thomas J. Patrick has proposed that the Com- rate 
mission, in MC F-1864, Charlton Brothers Transportation Co., chit 
Inc.—Purchase—John I. Rogers, deny the application of Charl-} Nei 
ton Brothers, of Hagerstown, Md., for authority to purchase Sus 
certain operating rights of John I. Rogers, doing business as file 
Rogers Transfer Co., of Keyser, W. Va. The proposed purchase Ine 
involves authority to carry general commodities as a common} Mo 
carrier between Keyser, W. Va., and points in Maryland within the 
15 miles of Keyser, and those in West Virginia within 35 miles} Per 
of Keyser, on the one hand, and, on the other, Baltimore andy ent 
points in Maryland and Pennsylvania within 100 miles of Key-} to 


ser, except that Rogers would retain the right to transport 
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certain bulk commodities in dump trucks between the same 
ints. 
” The examiner said that lack of operations by Rogers as to 
eneral commodities during 1942 between the considered points 
indicated a lack of public need, and that approval of the trans- 
action would permit Charlton Brothers to institute the equiva- 
jent of a new operation and to invade territory which was pre- 
sumably adequately served by existing facilities. The Commis- 
sion generally, he said, had disapproved the division of operat- 
ing authority in a manner which would permit two carriers, 
instead of one as formerly, to operate over the same highways. 
It was true, he said, that it might be possible to restrict the 
operating rights to be purchased by Charlton Brothers, but that 
he was of the opinion that such a restriction would not be 
feasible or desirable from an administrative and enforcement 
standpoint, due to the wide variety of commodities involved. 


Proposed Reports 
Spermaceti 


No. 28912, Andrew Jergens Co. vs. Luckenbach Steamship 
Co, Inc. By Examiner Harold M. Brown. Dismissal proposed. 
Rate of $4.55 a hundred pounds charged on spermaceti, less- 
carload lots, shipped May 13, 1940, from New York, N. Y., to 
Los Angeles Harbor, Calif., by water, not shown to be unrea- 
sonable. Complainant sought reparation to the basis of a rate 
ui $1.73 contemporaneously applicable on wax, n. 0. S., said the 
report, adding that neither the intercoastal lines nor trans- 
continental rail lines ever listed spermaceti under the heading 
of wax. 


Steel Bars 


No. 28875, Des Moines Steel Co. vs. Alton et al. By Ex- 
aminer Horace W. Johnson. Dismissal proposed. Rate of 32 
cents on steel bars, carloads, from East St. Louis and Madison, 
iu., to Allendorf, Melvin and Little Rock, Ia., constructed by 
use of an intermediate rule relied on by complainant, inap- 
plicable. Complainant was charged a column 32.5 rate of 46 
cents on shipments made from and to the aforementioned 
points in the period from May 12 to Aug. 26, 1937, but sought 
arate of 32 cents, the 32 cent rate having been establisned 
voluntarily by the carriers from the St. Louis group to the 
‘win Cities to meet barge competition and was found justified 
by the Commission. This rate was found by the examiner, 
ater discussion of routing, not applicable to complainant’s 
shipments. 

Animal Feed 


No. 28899, Gaines Food Co., Inc., vs. Aberdeen & Rockfish 
et al. By Examiner Alfrer G. Hagerty. Dismissal proposed. 
Rates charged, less-carload shipments of animal feed, Roanoke 
and Norfolk, Va., to destinations in southern territory, found 
tohave been applicable and not proved to have been unlawful. 
The substance of the complaint, the report said, was that on 
shipments of animal feed, in the nature of dog food, made 
between Feb. 6, 1940, and Feb. 15, 1941, complainant was 
charged and paid class rates when there were concurrently in 
force lower rates based on a governing exception to the south- 
ern classification. The controversy arose over the meaning of 
that exception rating, which, in terms, applied on animal feed 
containing ‘25 per cent” or less of animal products; the exact 
point of difference being whether the “25 per cent,” in the 
absence of further specification, meant a measure of weight or 
volume. Rates were charged in accordance with defendant’s 
conception that the 25 per cent restriction meant weight and not 
volume. Complainant insisted that volume, rather than weight, 
was the governing measure and that it therefore was entitled 
to the lower exception rating and rates made 22.5 per cent 
of the contemporaneous first class rate plus 5 cents. The ex- 
aminer held that the questioned “25 per cent’ meant weight. 


Furniture, Toys, Etc. 


I. & S. M-2173, Furniture, Toys, Machines, etc.—N. Y. to 
Conn., N. J., and N. Y. By Examiner L. J. Kassel. Recommends 
finding proposed increased motor common carrier commodity 
tates on furniture, furniture parts, games and toys, and ma- 
chines, from New York, N. Y., to certain points in Connecticut, 
New Jersey, and New York, just and reasonable, order of 
suspension vacated, and proceeding discontinued. By schedules 
fled to become effective Jan. 19, 1943, Weiss Trucking Service, 
lnc, of New York, N. Y., proposed to establish increased com- 
modity rates on the aforementioned products. On protest of 
the Office of Price Administration, the schedules were sus- 
bended until Aug. 19, 1943. The report said that the respond- 
‘nts costs had been increased by a change in method of opera- 
lon, under which it maintains a terminal for the sorting and 
loading of the articles, uses pick-up trucks, and employs 
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additional drivers, loaders, and office employes. Previously, it 
said, respondent picked up the shipments from the warehouse 
of the store, already sorted with respect to deliveries by the 
shipper, who also prepared the driver’s delivery manifest from 
its sales slips. 

Cross Ties 


No. 28907, Atlantic Creosoting Co., Inc., vs. Atlantic Coast 
Line Railroad Co., et al. By Examiner John A. Russell. Recom- 
mends finding that rates on shipments of cross ties, poles, and 
piling, in carloads, from Florida, Georgia, South Carolina, and 
North Carolina, to destinations in the District of Columbia, 
Maryland, Delaware, Pennsylvania, New Jersey, and New York, 
applicable, applicable rates not shown to have been unreason- 
able, and complaint dismissed. The report said the question 
was whether defendants actually published one or two general 
rate reductions and that, under a proper interpretation of the 
tariff and its supplements, ‘‘the conclusion is inescapable that 
defendants have published only one general rate reduction .. .” 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Vermont (Burlington)—-MC 45626, Sub. 12, Vermont Transit 
Co., Inc., extension. Certificate proposed. Passengers, bag- 
gage, express, newspapers, and mail, between Manchester Cen- 
ter, Vt., and Chester, Vt., over Vermont highway 11 and be- 
tween Springfield, Vt., and Weathersfield, Vt., over an un- 
numbered highway, serving all intermediate points. 

iNinois (Chicago)—MC 21995, W. S. Harrington, contract 
carrier. On further hearing, applicant’s operations found to be 
those of a common carrier and amended certificate proposed 
to be issued in lieu of certificate issued on July 24, 1942, au- 
thorizing continuance of operations as a common carrier of 
specified commodities from, to, or between points in Ill., Kan., 
Mo., Ia., Neb., Pa., O., N. Y., Conn., N. J., Mass. and Colo. 

North Carolina (Charlotte)—-MC 3605, Sub. 5, Greensboro- 
Fayetteville Bus Line, Inc., extension. Certificate proposed. 
Passengers, baggage, express, mail and newspapers between 
Rockingham, N. C., and Charleston, S. C., and between High 
Point, and Winston-Salem, N. C. 

West Virginia (Gary)—MC 104176, J. R. Brown, common 
carrier. Certificate proposed. Household goods between points 
in McDowell county, W. Va., on the one hand, and points in 
W. Va., Ky., N. C. and Va., on the other. 

New Jersey (Bridgeton)—-MC 52616, Sub. 2, Rebecca Ger- 
son, extension. Certificate recommended. Empty glass con- 
tainers from Bridgeton to Linfield, Pa., and damaged or re- 
jected empty glass containers in the reverse direction. 

Minnesota (Pipestone)—-MC 24930, Sub. 5, Rohweder Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between specified points in Minn. 


Minnesota (Pipestone)—-MC 24930, Sub. 2, Rohweder Truck 
Lines, Inc., extension. Certificate proposed. General commodi- 
ties, with exceptions, between Minneapolis and St. Paul, Minn., 
on the one hand, and the Twin Cities ordnance plant, Mounds 
View Township, Ramsey county, Minn., on the other. 

Missouri (Nevada)—MC 1919, Sub. 1, Ralph G. Green, ex- 
tension. Denial of certificate proposed. General commodities, 
including specified commodities, between points in Kan. and Mo. 

West Virginia (Charleston)—-MC 1375, Sub. 3, Mountain 
Truckers, Inc., extension. Denial of certificate proposed. Gen- 
eral commodities, with exceptions, between Princeton, W. Va., 
and Fort Chiswell, Va., via Pearisburg and Draper, Va., and 
between Draper, Va., and Hillsville, Va. 


New York (New York)—-MC 44491, Gilroy Warehouse 
Trucking Co., Inc., common carrier. Dismissal proposed at appli- 
cant’s request on finding operations, under sections 203 (b) (8) 
and 202 (c) (2) of the act, to be exempt from the certificate or 
permit requirements, and authority to continue them not re- 
quired from the Commission. Applicant, according to the re- 
port, operates between points wholly within the New York com- 
mercial zone, performing local cartage operations for shippers 
within that area and performing collection and delivery serv- 
ices for certain rail carriers, water carriers, line-haul motor 
carriers, and apparently for certain freight forwarders, between 
points within their terminal areas, embraced within the com- 
mercial zone, in connection with general commodities. 

Georgia (Hogansville)—-MC 104100, W. M. Self, common 
carrier. Denial proposed. Household goods between Hogans- 
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ville, on the one hand, and points in Ala., N. C., S. C. and 
Tenn., within 350 miles of Hogansville, on the other. 

District of Columbia (Washington)—-MC 84728, Sub. 8, 
Safeway ‘lrails, Inc., extension. Certificate proposed. Pas- 
sengers, baggage, express, mail and newspapers between Read- 
ing and Oxford, Pa. 

District of Columbia (Washington)—-MC 84728, Sub. 6, 
Safeway ‘Trails, Inc., extension. Certificate recommended. Pas- 
Ucuysts, Daggage, mail, express and newspapers between Lan- 
caster, Pa., and Conowingo, Md. 

Tennessee (Nashville)—MC 65967, Sub. 5; Wilson Truck 
Co., Inc., extension. Denial of certificate proposed. General 
commodities between points in Ill. and Mo., within 10 miles 
of St. Louis, Mo., in connection with present operations. Ac- 
cording to the report, applicant proposed to dispense with the 
interchange service at St. Louis and perform service in the 
area with its own vehicles. The testimony of applicant’s traffic 
manager and that of its agent at St. Louis was to the effect 
that they had received complaints from shippers that the inter- 
change of shipments from one carrier to another had caused 
loss and damage and delay in transit, said the report, adding, 
however, that none of the parties, from whom the complaints 
were said to have been received, appeared in support of the 
application. 

West Virginia (Franklin)—MC 32048, Sub. 1, Walter 
Miley, extension. Certificate proposed. General commodities, 
with exceptions, between Franklin and Harman, W. Va., over 
U. S. highway 33, serving points located within 5 miles of said 
portion of U. S. highway 33, in off-route service. 

Florida (Jacksonville)—MC 19190, Sub. 14, Flamingo 
Truck Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, between Barnesville and Perry, 
Ga., over Georgia highway 7, and between Hazelhurst, Ga., and 
junction of Georgia highway 15 and U. S. highway 1 over 
Georgia highway 15, with no service to any intermediate point. 

Massachusetts (Haverhill)—-MC 52636, Taylor’s Express 
Co., common carrier. On further hearing, certificate proposed 
as to continuance of operation, general commodities, with ex- 
ceptions, over regular routes between Haverhill and Lowell, 
Mass., and over irregular routes between Haverhill and Merri- 
mac, Mass., on the one hand, and points in a defined area in 
N. H., on the other. 

New York (New York)—MC 13780, Sub. 1, Sofia Brothers, 
Ine., extension. Denial of certificate proposed. Household 
goods between points in Ala., Fla., Ga., Ill., Ind., Ky., La., Me., 
Rach. Mise. Mo. N. H. N. C., OO, R. L, S. C., Tenn., Vt., 
W. Va., and Wis. 

New York (Brooklyn)—-MC 104130, Abe Lurie, common 
carrier. Certificate proposed. Household goods, office furniture, 
store fixtures, and hospital equipment, used, uncrated only, be- 
tween New York, N. Y., on the one hand, and points in N. Y., 
N. J., Conn., Pa., Md., and D. C., passing through Del., for 
operating convenience only. 

Pennsylvania (Scranton)—MC 103937, Sub. 1, Edward Ores- 
sey, extension. Certificate proposed. Coal, from Scranton and 
points within 20 miles thereof to points in the New York, N. Y., 
commercial zone. 

New Jersey (East Paterson)—-MC 78877, Liberty Fast 
Freight Co., Inc., common carrier. On further hearing, cer- 
tificate proposed as to continuance of operation, general com- 
modities, with exceptions, over U. S. highway 9 between Al- 
bany, N. Y., and New York, N. Y. Prior report made in 41 
M. C. C. 105. 


New York (Syracuse)—-MC 69745, Penn-N. Y. Truck Lines, 
Inc., common carrier. Denial proposed under the grandfather 
clause. General commodities between points in Pa., and N. Y. 

New York (Corono)—MC 104093, Vito Tandoi, common 
carrier. Certificate proposed. Stove fixtures and household 
goods between New York, N. Y., on the one hand, and points 
in N. J., N. Y. and Pa., on the other. 


Pennsylvania (Waynesboro)—-MC 25153, Sub. 2, Thomas 
H. Martin, common carrier. Certificate recommended. Ma- 
chinery, in truckload lots of not less than 5,000 pounds, be- 
tween Waynesboro, Pa., on the one hand, and points in N. Y., 
except New York City and Richmond Hill, to points in N. J., 
except Newark, points in Del., except Wilmington, and all 
points in W. Va., within 250 miles of Waynesboro, on the 
other, and from New York City, Richmond Hill, Newark and 
Wilmington to Waynesboro. 

Pennsylvania (Philadelphia)—-MC 84665, Miller Transport 
Co., Inc., common carrier, embracing MC 76430, Same, con- 
tract carrier, and MC 764,30, Sub. 2, Same, extension. On 
further hearing, applicant’s operations in MC 76430 proposed 
to be found those of a common carrier, findings in prior re- 
port, 32 M. C. C. 767, modified, and certificate granted as to 
continuance of operation, general commodities, with excep- 
tions, and specified commodities, from, to and between speci- 
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fied points in N. Y., N. J., Pa., Conn. and Del. On further 
hearing, application in MC 76430, Sub. 2, for authority tg 
operate as a contract carrier of acids, alum, soda products ang 
insecticides from Camden, N. J., to points in N. J., proposed 
to be denied. 

Wisconsin (Stevens Point)—-MC 1430, Sub. 1, Steveng 
Point Storage Co., extension. Permit proposed. Damaged or 
rejected shipments of fresh fruit and vegetables, other com. 
modities handled by retail grocery stores, and empty beverage 


containers, from Stevens Point, Wis., to Chicago, Ill., over a} 


designated route. 

Minnesota (Pipestone)—MC 24930, Sub. 6, Rohweder 
Truck Lines, Inc., extension. Certificate proposed. General com. 
modities, with exceptions, between Pipestone, Minn., and Jef. 
fers, Minn., over Minnesota highway 47, and between Slayton 
Minn., and Worthington, Minn., over U. S. highway 59, serving 
all intermediate points and the off-route points of Chandler 
Iona, Wirock, Lime Creek, Dundee, and Kinbrae, Minn. 

Maryland (Easton)—MC 73587, Elliott Brothers Trucking 
Co., Inc., common carrier. Certificate proposed. Continuance 
in operation as to general commodities, with exceptions, over 
specified routes between Baltimore, Md., and New York, N. Y, 
and over irregular routes within the Delmarva Peninsula: 
special commodities, between points on Delmarva Peninsula, 
on the one hand, and, on the other, points in Conn., Del., Md, 
Mass., N. J., N. Y., Pa., Va., and D. C., over irregular routes, 

Georgia (Rome)—MC 89440, Sub. 5, A. B. C. Truck Lines, 
Inc., extension. Certificate proposed. General commodities, with 
exceptions, between Rome, Ga., and Centre, Ala., over a desig- 
nated route, serving the intermediate point of Cedar Bluff, Ala, 


Wartime Passenger Problems 


H. W. Siddall, chairman of the railroad western, trans- 
continental and southwestern passenger associations, and their 
Western Military Bureau, spoke on “Achievements of the Rail- 
roads in War Time” at a meeting of the Western Society of 
Engineers at Chicago April 12. 

The railroads and military branches of the government 
more than 20 years ago set up a plan for handling movements 
of troops and their equipment, not only in time of peace but 
for use in the event of another war, he said, adding that under 
the plan the railroads and military departments had adequately 
handled the problem of moving troops in the present war 
period. Under the plan, he said, railroad military bureaus, set 
up at Chicago, New York, Boston, and Atlanta, acted as inter- 
mediaries between the military officers in the field and indi- 
vidual railroads. The bureaus served as central control offices, 
which eliminated the need for contact between military officers 
and their superiors at Washington, D. C., said he. Despite the 
fact that the railroads had been called on to transport 11,641,838 
passengers in regular movements of troops in the first 12 
months of the war, as well as a greatly increased number of 
civilian passengers and soldiers on furlough, there had been no 
congestion, he said. Regulating stations set up at various points 
in the country by the War Department, Office of Defense Trans- 
portation, and the railroads had helped to forestall congestion 
in some cases, he painted out, by rerouting some traffic. 


U. S. Army passenger travel, he continued, reached its 
peak in the closing months of 1942 and early 1943. He predicted 
that in the last six months of this year, army travel would not 
be much greater than it was in the last six months of 1942, 
though the over-all figure for 1943 would show a 50 per cent 
increase over 1942 army passenger traffic. He said it was ex- 
pected that construction soon by the government of 1,200 sleeper 
and 400 mess cars for troop use would materially relieve the 
pressure on the railroads for accommodation of other important 
war passenger traffic. Construction of the mess cars would 
release many railroad baggage cars badly needed in mail and 
express service, said he. In addition, he said, relief would be 
obtained through wider use of reservation arrangements on 
coach cars, granting of preference to military personnel, and 
“discouragement” advertising. He said it would be impossible 
to establish a rationing or priority plan for passenger travel, 
and urged that the public and the railroads attempt to meet 
the passenger car shortage through voluntary action. 

It was unfortunate, he said, that one of the unpreventable 
results of campaigns to discourage travel was that they took 
away passenger business from some railroads that would like 
to have it and could handle it. 

He said the war developments had definitely shown “that 
without the railroads, without the railroads in good condition, 
and without an esprit de corps among railroad officers and 
employes, this country would be the happy hunting ground for 
any attacking nation.” The railroads, he concluded, had defi- 
nitely shown themselves to form the backbone of the nation. 
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(hieago Stock Yards Co. Tax Case 


Upholding the position of the Board of Tax Appeals that 
the Chicago Stock Yards Co. was “availed of” for the purpose 
of preventing the imposition of surtax on its sole stockholder, 
Frederick H. Prince, through the medium of accumulation of 
its profits, the Supreme Court of the United States, in a de- 
cision in No. 488, Guy T. Helvering, Commissioner of Internal 
Revenue, Petitioner, vs. Chicago Stock Yard Co., has reversed 
a devision of the U. S. Circuit Court of Appeals for the First 


' circuit, which had reversed the decision of the Board of Tax 


Appeals. That board had sustained a determination of defi- 
ciencies in the income tax of the Chicago Stock Yard Co. for 
1930, 1932 and 1933 by the commissioner of internal revenue. 

The Supreme Court opinion, written by Justice Roberts, 
showed that Mr. Prince and other stockholders of the Union 
Stock Yards & Transit Co. of Chicago had organized a holding 
company, The Chicago Junction Railways & Union Stock Yards 
Co. (termed “the New Jersey company” in the opinion), which 
acquired all the capital stock of the Union Stock Yards & 
Transit Co. The charter of the New Jersey company was to 
expire in 1940. In view of that fact, it was stated in the opinion, 
Mr. Prince formed the plan of accumulating cash in the treas- 
ury of the Chicago Stock Yards Co., which he had organized 
in 1911 and of which he had become sole stockholder on pur- 
chase of stock in it held by Armour & Co., so as to have suffi- 
cient money to pay the debts of the New Jersey company and 
liquidate it by 1940. As of Dec. 31, 1929, that liquidation plan 
involved the expenditure of about $28,000,000 by 1940, the court 
id. 

' “If its could be consummated,” said Justice Roberts, “the 
taxpayer would then own the entire stock yards enterprise clear 
of debt other than its own bonds then outstanding in the amount 
of $3,227,000 due in 1961. That enterprise, treated as a whole, 
then had cash and liquid assets amounting to $21,705,185, and 
fixed and other assets of a book value of $40,000,000... . 

“The respondent’s assets Dec. 31, 1929, exceeded its liabili- 
ties, including its capital stock, by $19,622,355. From that date 
to the close of 1933 its earnings were $10,243,373, of which 
$1,600,000 was paid out in dividends, and $8,643,373 was added 
to earned surplus.” 

The Supreme Court held that, although the respondent 
company was not formed for the purpose of avoiding surtax on 
its stockholders, no such ‘“‘exaction” having existed in 1911 when 
it was organized, Mr. Prince could, by use of the corporate per- 
sonality of the Chicago Stock Yards Co., “plow the earnings of 
the enterprise into a capital investment which would convert, 
by 1940, an original capital venture of $1,000,000 into free as- 
sets of a value in excess of $60,000,000. And this without the 
payment of taxes or surtaxes on the bulk of the earnings.” As 
to the escape from payment of taxes, the opinion contained a 
footnote stating that ‘‘most of the respondent’s income con- 
sisted of dividends received from domestic corporations which 
were deductible from its gross income for tax purposes.” 


Illinois Commutation Fares 


Acting in accordance with the intention of the Interstate 
Commerce Commission as expressed in a brief filed on its be- 
half at the request of the court, the Supreme Court of the 
United States has decided that the Commission’s order in Ex 
Parte No. 148, Increased Railway Rates, Fares and Charges, 
1942 (248 I. C. C. 545), authorizing railroads to increase pas- 
senger fares by 10 per cent, is not to be construed as prescrib- 
ing Illinois intrastate commutation fares for the Chicago & 
North Western. ' 

The court’s decision, written by Chief Justice Stone, in No. 
178, Illinois Commerce Commission, John D. Biggs, William 
Parillo, et al., Appellants, vs. Charles M. Thomson, as Trustee 
of the Property of Chicago & North Western Railway Co., thus 
reversed the federal district court for the eastern division of the 
northern Illinois district in its decision of April 28, 1942 (see 
Traffic World, April 25, p. 1942, p. 1109, and May 2, p. 1161). 

Justice Roberts wrote a dissenting opinion, taking the po- 
sition that the judgment of the district court, by which an Ili- 
nois commission order to suspend the increased fares proposed 
to be charged by the Chicago & North Western pursuant to the 
Commission’s order in Ex Parte 148 was held invalid, should be 
affirmed. ; 

“It is regrettable,” said Chief Justice Stone in the majority 
inion, “that prolonged litigations should haves resulted be- 
cause of the absence from the Commission’s order of a sentence 
more precisely defining its scope, or of a clarifying order which 
‘ould have been entered at any stage of the pending litigations. 

In relating the history of the proceeding, the chief justice 
hoted that the Commission, in 1925, in No. 11703, Intrastate 
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Rates Within Illinois (102 I. C. C. 479) directed an increase of 
20 per cent over the then prevailing rates for the intrastate 
commutation fares involved in the instant case, but provided 
that this’ increase should be “subject to a maximum of 2 cents 
per mile” and that the Commission stated that this limitation 
was made “in deference to the state statute.” He recited, fur- 
ther, that the Commission’s order in Passenger Fares and Sur- 
charges, 214 I. C. C. 174, issued in 1936, reducing maximum 
standard Pullman fares to 3 cents and coach fares to 2 cents 
a mile and modifying all outstanding section 13 orders to the 
extent necessary to permit the new fares to become effective, 
was without effect on the Illinois commutation fares on the 
Chicago & North Western, which had been no greater than the 
maximum of two cents a mile. In discussing the Commission’s 


order with respect to passenger fare increases in Ex Parte 148, 
Chief Justice Stone said: 


As we were in doubt as to the intended scope of the Commission's 
order, and the Commission had not filed a brief or otherwise intervened 
in this litigation, we requested a brief on its behalf discussing the mean- 
ing and application of its order. In compliance with our request it has 
filed a brief in which it takes the position that the 1942 order was not 
intended, and should not be construed, to direct a 10 per cent increase 
in the Illinois intrastate commutation fares established in 1925. Al- 
though the brief is not wholly free from the obscurity surrounding the 
order itself, the Commission’s ultimate position that the order is inap- 
plicable to these particular commutation fares is one which, under all 
the circumstances of the case, we accept. 

The doubt concerning the application of the 1942 order arises from 
uncertainty as to the extent to which its broad language is to be deemed 
restricted when read with the earlier orders of the Commission relating 
to intrastate rates, and in the light of the nature of the functions which 
the Commission is called on to perform in prescribing such rates. On 
its face the order provides broadly that: ‘‘all outstanding orders, as 
amended, of the Commission, authorizing or prescribing interstate and 
intrastate fares .. . are hereby modified, effective concurrently with the 
establishment of the increased fares herein approved, only to the extent 
necessary to permit the increase herein authorized to be added to the 
interstate and intrastate fares approved or prescribed in . . . said out- 
standing orders.’’ Whether this, without more, was intended or op- 
erates to direct a 10 per cent increase of appellee’s intrastate commu- 
tation fares in Illinois, so as to preserve the established relationship 
between them and interstate fares, rather than intended to permit ap- 
pellee to obtain the 10 per cent increase only with the assent of the 
state commission, is the question. 

The position of the Interstate Commerce Commission is in substance 
that the order is not to be construed as prescribing Illinois intrastate 
commutation fares for the Chicago & North Western because the order 
was unattended by the procedure which the Commission regards as the 
appropriate basis for such an order. . . 


The Commission, in its brief, accordin 
opinion, said that “the 1942 increase may well be mandatory” 
as to standard intrastate passenger fares covered by prior out- 
standing section 13 orders, because, in the 1936 proceeding 
such fares were reduced, and because the 10 per cent increase 
of 1942 would only raise them to a level well within the max- 
imum prescribed for such fares in section 13 proceedings in 
1920. Chief Justice Stone said the Commission intimated that 
its findings establishing the 1925 maximum level of intrastate 
fares would not be regarded by it as sufficient support for a 
still higher level in 1942, and that it urged that the absence 
of findings supporting a higher level therefore indicated that 
its 1942 was not intended, without more, to increase by 10 
per cent the Illinois intrastate commutation fares. 

“Where the applicability of the order is as doubtful as in 
this case,” he said, “we should not feel justified in disregarding 
the Commission’s disclaimer in this court of all intention to 
override Illinois state law by its 1942 order—especially in 
view of the fact that in the section 13 proceeding in 1925 the 
Commission had framed its order in deference to the two-cent 
fare law prevailing in Illinois.” 


g to the majority 





M. C. AND STATE-OWNED WHARVES 


The Supreme Court of the United States has noted prob- 
able jurisdiction in No. 760, State of California and Board of 
Harbor Commissioners for San Francisco Harbor, Appellants, 
vs. United States Maritime Commission, Encinal Terminals, 
et al., and a companion case to that proceeding, No. 778, City 
of Oakland, Appellant, vs. United States Maritime Commission 
Encinal Terminals, et al., involving the question whether the 
Maritime Commission may have the power, under the Consti- 
tution, to regulate a state agency in the operation of wharves. 
The two cases are before the Supreme Court on appeal from 
decisions of the federal district court for the southern division 
of the northern California district, handed down Aug. 20, 1942. 

The Maritime Commission had instituted, on its own mo- 
tion, an investigation to determine whether the practices of 
appellants’ terminals were in violation of sections 15, 16, 17 
and 20 of the shipping act of 1916. Subsequently, the commis- 
sion ordered the appellants to cease and desist from allowing 
greater periods of free time for merchandise to remain on their 
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wharves than the periods prescribed by its order, to cease and 
desist from publishing, demanding and collecting wharf demur- 
rage or wharfage storage rates less than minimums prescribed 
by the order, and to file with the commission and keep open for 
public inspection schedules showing the rates for their terminal 
services. The appellants sued to set aside the commission’s 
order, contending, among other things, that the shipping act of 
1916 did not apply to them and that they were not in the 
category of “persons” subject to regulation under that act. The 
federal district court held that the commission’s order was 
valid under the provisions of the act in question. 


Shawmut Motor Rights 


A three-judge statutory court in the district of Massa- 
chusetts has set aside that part of the Commission’s order in 
MC 51006, Sub. 1, Shawmut Transportation Co., Inc., Common 
Carrier Application, which denied Shawmut authority to oper- 
ate to Philadelphia and its environs, and remanded the case 
so that the Commission might decide as a question of fact 
whether Topsfield’s (Shawmut’s predecessor in interest) past 
operations had been of a nature such as to warrant the issuance 
to Shawmut, as Topsfield’s substitute, of a certificate under 
the “grandfather” clause authorizing operations beyond New- 
ark, N. J., to Philadelphia (see Traffic World, Jan. 30, p. 266). 

As to the Commission’s decision that a cessation of opera- 
tion in the period when Shawmut was awaiting permission 
from the Commission to take over the rights, which had been 
operated under a receivership for Topsfield, was a cessation 
within the power of Shawmut and its predecessor in interest to 
control, the court said it was of the opinion that the conclusion 
which the commission reached on the facts before it was 
erroneous. Differentiating the instant case from Gregg Cartage 
Co. vs. United States, 316 U. S. 74, the court said that in the 
Gregg case the carrier had not been operating for some three 
weeks when it was adjudicated a bankrupt, and that its re- 
ceiver at no time either operated or petitioned for leave to do 
so, and did not sell until some six weeks after his appointment. 

In the instant case, however, the court said, “there was no 
interruption because of bankruptcy. The bankrupt, and its 
receiver who was duly authorized, operated continuously to 
the time of the first sale, which was within a week of the 
receiver’s appointment, and when that sale fell through the 
receiver immediately made a second one.” The court said it 
understood the opinion of the Commission to be that the inter- 
ruption of service was beyond Shawmut’s control, but was one 
over which Topsfield’s receiver had control, but that it did 
not think the statute supported the conclusion. Viewing the 
act as a whole, it said, it was obvious that Congress intended 
to permit the sale of rights acquired under the “grandfather” 
clause, but that it did not intend to permit a purchaser of such 
rights to operate under them until the purchase had received 
the approval of the Commission. This approval, it said, Con- 
gress must have realized would necessarily take some time, 
and that there would be delays, and instances in which “grand- 
father” rights would be sold because the seller could not pos- 
sibly operate under them any longer for various reasons, 
“maybe, as in the case at bar, not even long enough to give 
time for the Commission to act on the buyer’s application to 
purchase,” and added that it could not believe that Congress 
intended its words to be so construed as to destroy the value 
of operating rights sold for such reasons, “which would be the 
gee consequence of the decision of the Commission in 

is case.” 


Freightways Consent Decree 


Attorney General Francis Biddle of the Department of 
Justice has announced the entry of a consent decree, in the 
federal district court at San Francisco, enjoining further vio- 
lations of the antitrust act by Freightways, of Salt Lake City, 
Utah, a corporate association, ten associated motor carriers 
and 32 of their officers. , 

The decree, the announcement says, enjoins the defendants 
from adopting any agreement or plan for the division or allo- 
cation of territory among themselves for the purpose of solicit- 
ing freight; from dividing the United States into zones; from 
providing exclusive routings over lines of the defendants and 
their connecting carriers; from issuing any routing or other 
guides for the use of agents, shippers, carriers or others which 
set up on a point-to-point basis exclusive routings of shipments 
transported over the lines of the defendant carriers or their 
connecting carriers; from exchanging freight exclusively among 
themselves or exclusively with other motor carriers; from 
agreeing not to exchange freight with or accept freight from 
other motor carriers in competition with themselves; from 
pooling or arbitrarily dividing freight at any common terminal 
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or elsewhere; from soliciting freight in a common name; from tinue 
canceling through routes and through rates with other car} i sa’ 
riers; from using the name “Freightways” in their corporate 1 
title on rolling stock and routing of traffic, or in any manner mort 
whatsoever; and from fixing, discussing or determining rates incor 
charges, fares, rules and practices except for the purpose of dat 
establishing through routes or joint rates. f th 

The announcement said that the decree provided for the yes 
liquidation and dissolution of Freightways, and the opening to ~~ 
all motor carriers of all gateways heretofore closed, as wel] mate 
as the removal of any and all tariff restrictions adopted tg we 
effectuate the closing of such gateways. It further enjoined the ee { 
defendants, said the announcement, from organizing, par. ~S 
ticipating in, or becoming members of any association or cor. whet 
poration which carried on directly or indirectly the activities been 
of Freightways. ing | 

The complaint was filed Feb. 2, 1943, said the announce./ ro 
ment, and charged that the ten defendant motor carriers, oper. tea 
ating as common carriers of freight over 25,000 highway miles he | 
in and between 16 western state—from Chicago, Minneapolis hou 
and Omaha to the entire inter-mountain and Pacific Coast— : tis 
had combined and conspired, through the corporate associa. f a 
tion, to eliminate competition among themselves and, through ther 
adoption of zoning and routing systems, arbitrarily to control cons 
and apportion motor carrier traffic between Chicago and the lice 
west coast and to fix rates through common action by member Oe 
carriers. Also, it said, it was alleged that elimination of com. Paci 
petition was accomplished through exclusive interchange of wer 
traffic among members and refusal to interchange with certain 
connecting carriers both within and beyond the “periphery of stat 
the Freightways combine.” Roc 

All provisions of the decree, said the announcement, were and 
to become effective six months from the date of filing of the stoc 
decree. The ten defendant motor carriers were: The 

Consolidated Freightways, Inc., Portland, Ore.; Canadian Freight- } com 
ways, Lethbridge, Alberta, Canada; Pacific Intermountain Express Co., asl 
Salt Lake City, Utah; Phoenix Blue Diamond Freightways, Los An- said 
geles, Calif.; Salt Creek Freightways, Casper, Wyo.; Savage Trans- § ati 
portation Co., Inc., San Francisco, Calif.; Union Transfer Co., Omaha, met 
Neb.; Wilson Freightways Limited, Edmonton, Alberta, Canada; that 
Mitchell Brothers Truck Line, Portland, Ore.; and L. J. Russell Trans- 
portation Co., Douglas, Wyo. $ 

Cor 
a + 
Cc. R. L. & P. Reorganization poh 

Counsel for parties to the Chicago, Rock Island and Pacific | Sho 
reorganization case have filed in the federal district court, Chi- 
cago, statements of their contentions as to whether or not the und 
plan approved by the Commission for the company is incon- Bar 
sistent with recent U. S. Supreme Court decisions in the West-| 80 
ern Pacific and Milwaukee Road reorganization cases. Judge } ‘UP 
M. L. Igoe asked that the statements be submitted (see Traffic 
World, April 3, p. 806). Art 

Marcus L. Bell, general counsel for the debtor, said that > 4 
the supreme court, in its decisions in both the Western Pacific} Na 
and Milwaukee Road cases (see Traffic World, March 20, p. - 


633), held that a federal district court had authority to review 
Commission decisions respecting reorganization plans. The 
courts had the duty of determining whether or not Commission 
decisions conformed to legal standards, he said, adding that 
the Commission had not conformed to legal standards in the 
present case. The Rock Island case differed greatly from the 
Milwaukee case, said he, because the Rock Island was much 
better off financially than the Milwaukee. Dividends were paid 
on Rock Island preferred stock up to January, 1931, whereas 
dividends had not been paid on Milwaukee Road stock after 
1917; there was no accumulation of unpaid interest when the 
Rock Island went into reorganization proceedings in 1933, 
whereas there was an accumulation of $47,547,160 in unpaid 
interest on Milwaukee Road stock when that company went 
into bankruptcy, he said. The Commission’s findings as to 
future normal earnings were so wrong that the Commission 
could not be assumed to have acted in obedience to legal stand- 
ards, he said. In 1941, the debtor earned $18,149,928, or 66 per 
cent more than predicted by the Commission for a normal year, 
said he, adding that 1941 traffic was not war traffic because 
the war did not begin until December that year. He said the 
court should remand the plan to the Commission and that the 
Commission would welcome the opportunity to revise its plan 
so as to give company stockholders an equity in the new com- 
pany. 

The protective committee for holders of preferred stock 
submitted a statement making the same objections to the plan. 
It said the high court in the other two cases held, in effect, that 
the district court could remand the proceedings to the Com- 
mission if it felt that the present earnings would continue. 
Present high earnings of the Rock Island probably would con- 
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tinue long enough to permit the company to pay off its debt, 
it said. 
. Wilkie Bushby, chief counsel for the first and refunding 
mortgage group, which drafted the plan, said the plan was not 
inconsistent with the high court decisions. The high court held 
that valuation of railroad property was the exclusive function 
of the Commission and such valuation findings need not be ex- 
pressed in dollars, he said. It could not be shown, said he, that 
the Commission had not based its approval of the plan on 
material evidence and legal standards. The district court’s 
wer to correct defects was restricted, principally, to insur- 
ing that the reorganization managers be satisfactory, he said. 
The only other important point for the court to decide was 
whether or not the claim of general mortgage bondholders: had 
peen fully satisfied. Under the plan, he said, “first and refund- 
ing bonds retained a block of common stock that was allocated 
to them in respect to their second mortgage lien on property 
secured by the general mortgage.” In the Milwaukee Road case, 
the high court held that the Commission and district court 
should consider whether or not a senior mortgage lien had been 
satisfied before any new securities were allocated to holders 
of a second lien on the same property, he said, adding that 
there “were two instances in the Milwaukee case where that 
consideration had not been given.” He said the matter was com- 
plicated, and the two groups of bondholders involved should be 
asked to submit additional briefs on the point. In the Western 
Pacific plan, he said, senior and junior liens were treated as 
were similar liens in the present case. 

The general mortgage committee and trustee, in their 
statements, said the supreme court held, in effect, that the 
Rock Island plan was defective because the junior interest first 
and refunding mortgage group received $33,584,420 in common 
stock for its lien on property subject to the general mortgage. 
The senior creditor general mortgage bond group obtained only 
common stock with a “face” rather than “full” value of $100 
a share, they said. Under the supreme court decisions, they 
said, holders of general mortgage bonds were entitled to “full 
satisfaction before claims of junior lien bondholders could be 
met.” They said the high court held in the Milwaukee Road case 
that the Commission could have used the “judgment method” 
to allot new stock and securities to the various groups. The 
“tabulated mathematical formula” basis actually used by the 
Commission was too precise a method for determining value 
of Rock Island liens, they said, concluding that the district 
court had not sufficient power to correct the errors of the plan 
short of remanding the matter to the Commission. 

The Central Hanover Bank and Trust Company, trustee 
under the first and refunding mortgage, and the National City 
Bank of New York, trustee under the secured 4% per cent 
gold bonds, said the plan was not inconsistent with the two 
supreme court rulings. i 

Committees representing bond holders of the Rock Island, 
Arkansas and Louisiana Railroad; Burlington, Cedar Rapids 
and Northern; the so-called Short Line division, and the Chase 
National Bank of New York, trustee under the convertible 
bonds, all took the position that the effect of the supreme court 
rulings was to give the district court the right to use its own 
judgment as to whether or not the plan was equitable to all 
groups. Each group said the plan, though perhaps based on a 
fair total valuation for the system, assigned too little earning 
value to the lien properties, and urged that the court remand 
the proceedings to the Commission. 


MOTOR ACT PROSECUTIONS 


Eastern Texas district, at Sherman. Albert B. Bacon, of 
Lewisville, Tex., was fined $500 April 5 on a plea of guilty to 
transporting property as a common carrier for compensation 
without Commission authority and without having filed rates 
applicable to such transportation. Defendant was required to 
pay $100 of the fine, and the remainder was suspended for a 
probationary period of one year. 

Eastern Wisconsin district, at Milwaukee. Ben-Lee Motor 
Service Co., and Leo J. Weisel, both of Chicago, IIll., were fined 
a total of $400 April 3 on pleas of guilty to informations charg- 
ing the company with engaging in the common carriage of prop- 
erty for compensation without a certificate from the Commis- 
sion, and charging Weisel, president of the company, with 
aiding and abetting in the offense. The company was fined $300 
on Weisel was fined $100, which were required to be paid in 
ull, 


VACATION TRAVEL 


Chairman Nelson, of the War Production Board, has issued 
a statement of his views on the question of vacations for indus- 
trial workers, including the assertion that “the granting of 
vacations to industrial workers this year will be helpful to war 
Production,” and a suggestion that wartime vacations “should 
Involve little or no travel” (see Traffic World, April 10, p. 874). 








Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Municipal Court of City of New York, Borough of Man- 
hattan, Fourth District.) Although Congress cannot exercise 
extra-territorial authority over a foreign carrier, it does have 
jurisdiction as against a domestic carrier which unites with a 
railroad of Canada in the publication of a joint through rate 
from a point in Canada to a point in the United States. Inter- 
state Commerce Act Sec. 20 (11), as amended, 49 U. S. C. A. 
see. 20 (11). 

Interstate Commerce Act neither authorizes nor forbids 
making a joint through international rates, and when a domestic 
carrier voluntarily receives property for transportation in inter- 
national commerce it subjects itself, if the delivering carrier, 
to the statutory lidbility, regardless of whether a bill of lading 
has been issued, and it may protect itself by refusing to carry 
under a bill of lading which did not give it full right of recovery 
over against carrier actually causing the loss. Interstate Com- 
merce Act Sec. 20 (11), as amended, 49 U.S. C. A. Sec. 20 (11). 

Although Canadian bill of lading issued by initial carrier 
constituted contract governing entire transportation, bill fixed 
liability of participating carriers only to extent that its terms 
were valid. Interstate Commerce Act Sec. 20 (11), as amended, 
49 U.S. C. A. Sec. 20 (11). 

_ The provision in Canadian bill of lading covering a through 
shipment from Canada to United States, limiting time for filing 
claim for damages to shipment to four months after delivery 
of goods, was violative of provisions of Interstate Commerce 
Act making it unlawful for any carrier to provide for a shorter 
period than nine months after delivery of goods within which 
to file claim, and the limitation provision was inoperative after 
shipment passed Canadian line into United States. Interstate 
Commerce Act Sec. 20 (11), as amended, 49 U. &S. C. A. Sec. 


= Goldberg vs. Delaware, L. & W. R. Co., 40 N. Y. S. 
) 





(Appellate Court of Indiana, in Banc.) Federal statutes, 
so far as applicable, govern right to recover charges for trans- 
portation in interstate comraerce, and when not so governed, 
rights of parties depend upon principles of common law. 

Where a question is federal in its nature, decision of United 
States Supreme Court are absolutely binding on state courts. 

Generally, decisions of lower federal courts on federal 
questions have a persuasive authority but are not binding on 
state courts. 

The freedom of carrier and shipper to contract as to freight 
charges for an interstate shipment is restricted by rule pro- 
hibiting discrimination. Interstate Commerce Act, 49 U.S. C. A. 
Sec. 1 et seq. 

The purpose of Interstate Commerce Act is to provide one 
rate for all shipments of like character, and to make the only 
legal charge for transportation of goods in interstate commerce 
the rate duly filed with Interstate Commerce Commission. 
Interstate Commerce Act, 49 U. S. C. A. Sec. 1 et seq. 

Whether carrier which made delivery of goods shipped in 
interstate commerce to consignee without demanding or receiv- 
ing freight charges could, upon consignee thereafter being de- 
clared a bankrupt, look to consignor for unpaid freight charges, 
presented a “federal question,” to be governed by federal 
statutes so far as applicable. Interstate Commerce Act, 49 
U. S. C. A. Sec. 1 et seq. 

Ordinarily, shipper or consignor is primarily liable for 
freight charges, but, when a consignee accepts delivery of goods 
he becomes liable for payment of freight charges whether they 
are demanded at time of delivery or at a later time. 

Liability for payment of freight charges may be incurred 
by consignee when there is no physical delivery to him, or 
where there is constructive delivery, as when consignee recon- 
signs the shipment. 

A carrier may not do any act in relation to collection of 
freight charges which might in any manner estop itself from 
exacting the lawful freight rate. Interstate Commerce Act, 
49 U.S. C. A. Sec. 1 et seq. 

A carrier which made delivery of goods shipped in inter- 
state commerce to consignee without demanding or receiving 
freight charges could, upon consignee thereafter being declared 
a bankrupt, look to consignor for unpaid freight charges. Inter- 
state Commerce Act, 49 U. S. C. A. Sec. 1 et seq. (Pennsyl- 
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vania R. Co. vs. F. E. Mathias Lumber Co., 47 N. E. Rep. 
2d 158.) 





(Supreme Court of South Carolina.) Statute authorizing 
Public Service Commission to regulate rates and service of 
every “public utility” in the state is not applicable to railroads. 
Code 1942, Sec. 8204. 

Power of Public Service Commission to exercise any funda- 
mental regulatory power over railroads in the state must be 
found in specific legislative provisions. Code 1942, Secs. 8199 
et seq., 8204, 8223, 8227, 8228, 8292-21, 8294, 8297, 8304, 8310- 
8315, 8327, 8330; Const. art. 9, Sec. 14. 

Statutory authority of Public Service Commission in con- 
nection with fixing rates to establish joint rates for connecting 
carriers did not authorize Commission to make regulations the 
effect of which was to impose circuity limitations on the han- 
dling of railroad traffic. Code 1942, Secs. 8199, 8304; Const. 
art. 9, Sec. 14. 

The routing of railroad traffic in interstate commerce is 
committed to the control of Interstate Commerce Commission 
by specific federal legislation. Interstate Commerce Act Sec. 15, 
subd. 3 et seq., 49 U. S. C. A. Sec. 15, subd. 3. 


Order of Public Service Commission providing statewide 
official routing system for handling of railroad freight in intra- 
state commerce so as to compel shipper who fails to conform 
to circuity limitations to pay composite rate instead of shortest 
route rate was “‘ultra vires” the power of the Commission. 
Code 1942, Sec. 8199 et seq., Const. art. 9, Sec. 14. 

The powers of regulatory bodies created by either state or 
federal legislation to govern transportation are not to be derived 
from mere inference, but must be founded upon language in 
the enabling acts which admits of no other reasonable con- 
struction. (Piedmont & Northern Ry. Co. vs. Scott, 24 S. E. 
Rep. 2d 353.) 


‘ELKINS ACT VIOLATIONS 


A grand jury convened at New Bern, N. C., on April 5, re- 
turned two indictments charging violations of section 1 of the 
Elkins act by the Norfolk Southern Railway Co., and the At- 
lantic and East Carolina Railway Co., the Commission has been 
advised. The charges were premised on the failure of the two 
carriers to assess and collect demurrage from receivers of car- 
load freight at New Bern, it said. 

These cases were investigated by the Commission’s Bureau 
of Inquiry and Bureau of Service. 





WEST COAST BUS LINES CASE 


National Trailways System, Burlington Transportation 
Co., and Santa Fe Trail Transportation Co., have filed a mo- 
tion in the federal court for the northern California district 
southern division. for leave to intervene, as defendants, in 
Civil Action No. 22528-S, North Coast Transportation Co. and 
Independent Stages, Inc., vs. The United States of America. 
The suit was filed by North Coast and Independent, asking 
the court to set aside the Commission’s order in MC 89307, 
West Coast Bus Lines, Ltd., Common Carrier Application, 
granting West Coast a certificate for the transportation of 
passengers and their baggage between San Francisco, Calif., 
and Seattle, Wash., over specified routes (see Traffic World, 
March 27, p. 731). 

In their complaint, North Coast Transportation Co. and 
Independent Stages, Inc., said that West Coast Bus Lines had 
never been in operation anywhere, and that it possessed no 
equipment or organization. The intervening motion said that 
National Trailways, Burlington, and Santa Fe had ‘“‘a defense” 
to plaintiffs’ claim presenting both questions of law and of 
fact which are common to the main action.” 

The motion said that National Trailways System was 
strongly interested in the proposed service of West Coast 
Bus Lines for the reason that its members, Burlington and 
Santa Fe, in the area along the Pacific Coast contiguous to 
the area to be served by West Coast, were forced to inter- 
change passengers with carriers with whom they competed 
in other areas, and that they are forced by those bus lines to 
accept unfair and inequal terms in connection with such in- 
terchange. The motion alleged, also, certain inconveniences 
to the public due to differences in equipment, standards of 
service, and in some instances differences in fares. As Na- 
tional Trailways had, through voluntary coordination of the 
operations of its independent members, created ‘‘an essen- 
tially nation-wide bus system,” it said, it believed it could 
most effectively serve its members and the public if it could 
serve all major population areas. Provisional application of 
West Coast for membership in National Trailways had been 
approved by the system, the motion said. 
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RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and termina] 
companies, reported a total of 1,319,480 employes as of the 
middle of January, 1943, and total compensation for that mont 
of $262,328,371, according to a compilation of wage statistic 
of those roads prepared by the Commission’s Bureau of Trans. 
port Economics and Statistics, statement M-300. 


The employment was an increase of 151,737, or 12.99 pe 
cent, over the number reported for January, 1942. The totgj 
number of hours paid for was 15.38 per cent greater and the 
total compensation was 16.43 per cent greater in January, 1943 
than in January, 1942. A comparison of the number of employe; 
who received pay in the month with the total hours paid for 
showed 208 hours an employe in January, 1943, and 206 hour 
in January, 1942. Employes paid on an hourly basis in Jany. 
ary, 1943, received pay for 23,546,376 hours of overtime, whic} 
was 9.29 per cent of the straight time paid for. The correspond) 
ing percentage for January, 1942, was 4.75. 

Compensation for “time paid for but not worked” fy 
January, 1943, was reported as follows: Executives, officiak 
and staff assistants, $33,955; professional, clerical, and genera} 
$1,361,523; maintenance of way and structures, $211,873; main. 
tenance of equipment and stores, $1,148,708; transportatig, 
(other than train, engine, and yard), $415,502; and transports. 
tion (yardmasters, switch tenders, and hostlers), $94,769. 

In the train and engine service, compensation for January 
1943, was reported as follows: Straight time actually worked 
$57,204,765; straight time paid for $67,532,144; overtime paid 
for, $8,563,900; constructive allowances, $3,092,001; total, $79. 
118,045. Miles actually run totaled 551,792,479 and miles paid 
for but not run totaled 64,333,932. 

































































RETIREMENT BOARD FIGURES 


Retirement benefit payments to railroad employes totaled 
$10,923,493 in February, says the Railroad Retirement Board 
in its March report. The payments compared with $10,594,583 
for the same month last year, and with $10,750,298 for the pr. 
vious month, and raised to $643,428,216 the total amount cer. 
tified to the Treasury Department since the board began oper. 
ating. At the end of the month there were 129,998 annuitant: 
on the board’s rolls. 


Unemployment benefit payments totaling $157,914 for 6,93 
railroad workers were made in February, compared with pay: 
ments of $1,328,175 to 65,564 workers in the same month las 
year and of $200,039 to 8,898 workers in January, 1943. Pay- 
ments for initial and subsequent registration figures have no 
yet been estimated, the report said. , 


The board’s employment service reported 15,805 person: 
had been placed by it in railroad jobs in the month, a new high 
mark. It compared with 1,727 placements for the same month 
last year. It said inadequate housing accommodations in th 
Pacific coast area led many railroad workers there to seek em: 
ployment in other parts of the country. Employers’ reports 0 
personnel needs indicated a need for 57,717 workers as of Feb 
ruary 28, it said. 


RAIL RETIREMENT LEGISLATION 


Representative Price, of Florida, has introduced H R. 2422 
H. R. 2423, H. R. 2424 and H. R. 2425, making exemption 
from provisions of specified sections of the railroad unemploy- 
ment insurance act, the internal revenue code, the carriers ta 
ing act and the railroad retirement act, respectively, with I 
spect to carriers operated by any state or political subdivisi0 
thereof, or municipality. The bills are identical in their pM 
visions to Senate bills introduced by Senator Pepper, of Florité 
(see Traffic World, April 10). 













RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switchint 
and terminal companies, totaled 1,323,686 at the middle of tha 
March, an increase of 11.19 per cent over March last year andl 
an increase of .8 per cent over February this year, accor’ 
to a compilation of the Commission’s Bureau of Transport Eco- 
nomics and Statistics, based on preliminary reports. The elt 
ployment at the middle of March was reported as follows: 


Executives, officials, and staff assistants, 13,751; profes: 
sional, clerical and general, 213,100; maintenance of way 
structures, 260,063; maintenance of equipment and_ storts 
367,248; transportation (other than train, engine, and yard), 
154,755; transportation (yardmasters, switch-tenders, and hos 
ee and transportation (train and engine servic) 
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Rail Wage Cases 


At the fact-finding hearing at Chicago in the non-operating 
ynion case, union and Railway Express Agency witnesses con- 
cduded, April 15, presentation of evidence begun last week 
concerning the wage demands made on the agency. 

L. O. Head, president of the agency, testified that wages 
of the company’s employes already had been increased more 
than the 15 per cent permissible under presidential wage 
sabilization orders. If the wage demands were granted, agency 
rates would have to be increased, the agency would lose busi- 
ness and the employes would lose jobs, said he. He empha- 
sized that the agency’s present revenues were somewhat higher 
than in recent years solely because it was handling war traffic, 
which he said would not continue indefinitely. W. J. MacGreevy, 
general manager for the agency, testified at length concerning 
wages paid to agency employes, attempting to show that em- 
ployes of other companies, -located in cities where agency 
employes worked, received substantially the same wages as 
the express employes. W. A. Benson, vice-president, said that 
the agency employes had average straight-time hourly earnings 
in 1942 of 93.7 cents, compared with 71.5 cents in 1936 and 61.9 
cents in 1923. Agency revenues had declined from $291,307,000 
in 1929 to $254,371,000 in 1942, said he, adding that average 
wages paid for each shipment increased from 57 to 70 cents 
from 1929 to 1942. W. W. Owens, another vice-president, pre- 
sented an exhibit intended to show that wages of agency 
employes were somewhat higher than wages paid to similar 
classes Of employes in other industries in 373 cities. 

Ralph Speer, Brotherhood of Railway Clerks, was recalled 
to the stand by the unions to submit rebuttal testimony to that 
introduced by Mr. Owens. He said that, according to studies 
made by local chairmen for the union, wages of industrial 
workers, performing duties similar to those of agency employes, 
received substantially higher wages than agency employes. 


Refrigerator Express Cases 


Testimony was introduced at the hearing, April 15 and 16, 
in the matter of the unions’ demands for wage increases for 
employes of the American Refrigerator Transit Company; 
Merchants Despatch Transportation Corporation; Fruit Grow- 
ers Express Company; Western Fruit Express Company, and 
Burlington Refrigerator Express Company. 

W. M. Homer, who had testified earlier for the unions, 
said that the five refrigerator companies all had _ sufficient 
revenues in 1942 to meet fixed interest payments. B. M. Jewel 
testified for the unions that the Pacific Fruit Express had 
agreed to accept the board’s findings concerning the other five 
companies. J. P. McDarris, Brotherhood of Railway Carmen, 
said that approximately 60 per cent of the five refrigerator 
express companies were paid on an hourly basis, the remainder 
being paid on piece work bases. Carmen working at piece rates 
recelved, on an hourly basis, from 73 to 76 cents, compared 
'with hourly wages of from 87 to 90 cents paid to carmen 
employed on trunk line railroads, he said, adding that the work 
of railroad and refrigerator express employes was similar. 

E. J. Roth, general manager for the Burlington, Fruit 
Growers, and Western Fruit express companies, the only ones 
tepresented at the hearing, testified that various classes of 
employes of those companies had received a 10-cent-an-hour 
wage increase in 1942, which, added to increases granted in 
1941, brought the employes’ wages to more than 15 per cent 
above their wages as of January 1, 1941. Under wage stabili- 
tation orders, said he, the board could not award additional 
Inreases in wages, since substandard wages were not involved 
and the “Little Steel” formula provided for only a 15 per cent 
wage increase. 

It was expected the union and railroad testimony concern- 
ing the demands for a closed shop would be presented late this 
week, and that the hearing would end next week following 
presentation of rebuttal testimony by the unions and oral argu- 
ment by counsel for the parties. 


Firemen and Engineers Case 


Witnesses for the western railroads in the week testified 
Concerning the demands by the firemen and engineers for 
thanges in the basis of wages and for additional men on diesel 
leomotives. They concluded their testimony April 14, and the 

men and engineers began presenting rebuttal testimony 
Eco§ April 15. It was expected all testimony would be in by the 

'§ td of the week and that the hearing would end April 20, after 

Wo days of oral argument. 

Witnesses for the western railroads included A. L. Coey, 
general superintendent, Union Pacific, who testified that em- 
sg oyment of additional men on diesel locomotives was a “‘make- 
4 0rk” scheme, and that, if the demands were met, the rail- 

wads might have to abandon the use of such-locomotives; H. E. 
\§ *0ll, chief personnel officer, Missouri Pacific, who testified that 

lhe wage demands by engine crews, if met, would more than 
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double firemen’s and engineer’s present pay for work on diesel 
passenger trains in the west; J. P. Morris, assistant chief of 
motive power and equipment, Santa Fe System, who said that, 
though diesel passenger locomotives could at present be oper- 
ated more cheaply than could steam passenger locomotives, the 
granting of the present wage and employment demands would 
mean the end of the use of diesel power on the railroads. On 
cross-examination, Mr. Morris admitted that the diesel loco- 
motives were more useful to the railroads than steam loco- 
motives, but refused to admit that diesels were more produc- 
tive. He denied that additional firemen or engineers would be 
able to do repair or maintenance work on diesel engines, say- 
ing that very few firemen and engineers had the mechanical 
or electrical training needed for such work. 

For the most part, the witnesses’ testimony was similar to 
that presented earlier by eastern and southeastern railroad 
witnesses. 

The three regional railroad committees showed motion 
pictures of diesel locomotive operations, as well as of Chicago 
street car and interurban bus operations, in a further effort 
to show that the engineers and firemen on diesels have com- 
paratively easy tasks to perform. 


Short Line Hearing 


The fact-finding board headed by Chairman Mitchell be- 
gan, April 14, to hear evidence in the matter of demands made 
by the Brotherhood of Locomotive Engineers, Brotherhood of 
Locomotive Firemen and Enginemen, and the Order of Railway 
Conductors on five short line railroads, the Columbia and 
Greenville Railway; Georgia and Florida; Meridian and Bigbee 
River; New York, Ontario and Western, and the Wichita Falls 
and Southern. 

C. A. Miller, American Short Line Railroad Association, 
appeared for four of the companies. Chairman Mitchell an- 
nounced that R. C. Stovall, president of the other railroad, the 
Columbia and Greenville, had asked for, and would receive, 
the board’s permission to appear April 24. 

Harold C. Heiss, Cleveland, chief attorney for the brother- 

hoods, said the five cases generally involved demands for full 
application of wage increases established in December, 1941, 
through mediation, on most of the nation’s railroads. Mr. 
Miller said the companies he represented were not parties to 
the 1941 agreement and had not fully met the 76-cent daily 
wage increase granted in that agreement. He said the com- 
panies could not afford to meet the present demands and that 
the board had no authority, under the national stabilization 
laws, to grant the demands. 
' CC. J. Goff, assistant president, B. of L. F. and E., discussed 
the issues on each railroad. The C. and G., he said, had granted 
the 76-cent a day wage increase as of December 1, 1941, but 
had not increased the employes’ pay by 7% per cent for the 
months of September, October, and November, 1941, which 
other companies had done. In addition, said he, the C. and G. 
sought to make certain rules changes the result of which would 
be to wipe out the wage increases. He said the Georgia and 
Florida had not met in full the 76-cent increase and had not 
paid the 7% per cent increase for the three months prior to 
December 1, 1941. The N. Y. O. and W. had not met any of 
the demands, he said. The employes of the M. and B. R. sought 
time and a half for overtime after eight hours and wage in- 
creases of approximately 2 cents to bring previous wage in- 
creases up to the 76-cent increase. In the W. F. and S. case, 
he said, the employes sought time and one-half for overtime 
after eight hours, effective July 1, 1925; a 44-cent a day in- 
crease effective October, 1937, when other railroad wages were 
increased by that amount, and an increase of 76 cents a day 
effective December 1, 1941. 

Hearing in the wage and rule dispute on the Chicago, North 
Shore and Milwaukee Railroad ended April 15, with presenta- 
tion of exhibits by the railroad concerning scheduled runs. 
The purpose of the exhibit was to show that employes could 
not be paid on the basis of an 8-hour day because runs could 
not be scheduled, in most cases, on an 8-hour or less basis. 


T. P. & W. Status in Wage Case 


Chairman Sharfman read into the record, April 15, a 
letter sent by Holly Stover, federal manager for the Toledo, 
Peoria and Western, to Chairman Leiserson of the National 
Railway Labor Panel, in which Mr. Stover said he “elected’’ 
as representative of the O. D. T., “not to participate in or be- 
come party to” the proceedings before the fact-finding board. 
Chairman Leiserson had asked who would represent the federal 
manager at the hearing, to which the railroad had been made 
a party by the order under which the board was designated. 
In his reply, which was sent to Chairman Sharfman by Mr. 
Leiserson, Mr. Stover said the director of the O. D. T. had 
been authorized to operate the railroad but had not been au- 
thorized to “take over” the T. P. and W. “corporation.” For 
that reason, he said, the director of the O. D. T. and the federal 
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manager of the railroad was not obligated to participate in the 
present hearing. 

Union attorneys informed the chairman that the non-oper- 
ating union demands for a wage increase of 20 cents an hour, 
with a minimum of 70 cents an hour, and a union shop had 
been served on the federal manager last September. Chairman 
Sharfman said the board would decide whether or not Mr. 
Stover’s letter to Mr. Leiserson constituted ‘a proper with- 
drawal” of the T. P. and W. case from the proceedings. 


Effect of Wage Ceiling Order 


President Roosevelt’s “hold-the-line’” ceiling order on wages 
and prices, and the effect it might or might not have on pend- 
ing railroad wage disputes was discussed at the various fact- 
finding hearings and commented on by a number of spokesmen 
for the parties involved. 

At the opening of the session in the non-operating union 
wage case, April 9, Chairman Sharfman asked all parties to sub- 
mit ‘any additional evidence or material which might prove help- 
ful to the board” in the light of the President’s order. Jacob Aron- 
son, chief counsel for the trunk line railroads, and Frank Mul- 
holland, attorney for the unions, indicated that they felt that 
no new evidence or testimony would be necessary. Mr. Aronson 
declined to comment on the order. In his opening statement to 
the board, March 2, he said the unions’ demands were contrary 
to the national stabilization program, as then in effect. Mr. 
Mulholland said he did not believe the order changed previous 
orders of the kind as far as the demands for wage increases had 
been made by the non-operating unions. George M. Harrison, 
president of the Brotherhood of Railway and Steamship Clerks, 
said the order was only a restatement of previous orders and 
that the demands could be granted because they were based 
chiefly on an attempt to raise sub-standard wages. 

At the close of the session, Chairman Sharfman informed 
the parties that the board intended, after hearing testimony 
and oral argument, to meet informally in conference with each 
side to discuss the case and possibly to attempt a settlement 
by mediation. 

In the so-called Diesel case, the afternoon of the same day, 
Sydney Alderman, chief counsel for the trunk line, and Donald 
Richberg, attorney for the firemen’s brotherhood, engaged in an 
argument concerning the meaning of the new order. Mr. Alder- 
man said the firemen and engineers, in seeking a new basis for fix- 
ing wage rates, proposed to increase the employes’ present wages. 
The new stabilization order differed from previous orders of 
the kind in that it failed to provide for wage increases needed 
to end maladjustments and inequalities between different groups 
of workers, he said, adding that the present demands had been 
based on maladjustments and inequalities. The order definitely 
prevented the board from authorizing establishment of wage 
rates proposed by the brotherhoods, said he. 

Mr. Richberg said Mr. Alderman was the victim of “snap 
judgment.” He said the President had not departed from his 
previous orders. The language of the April 8 order differed 
from the language of previous orders, he admitted, adding that 
“the way it is expressed in significant, however.” The order, 
he continued, provided for wage increases where “incentive 
wages” were involved, and wages paid to railroad employes 
were incentive wages. There was nothing in the new order 
preventing grants of wage increases where a new type of power, 
such as Diesel power, was involved, he said. 

R. T. Miller, representing the-engineers’ brotherhood, ob- 
jected to the expression of views on the order, on the ground 
that such statements should be made at the time of oral argu- 
ment. 

Chairman Swacker said the board intended to continue tak- 
ing testimony and to hear the parties on oral argument, after 
which it would attempt to mediate between the parties. 


C. A. Miller, representing a number of short line railroads 
in both cases, said the order limited the wage increases to 15 
per cent, as provided in the “Little Steel” case. He said he 
asked no more than that the board apply the Little Steel for- 
mula, pointing out that practically all the companies he repre- 
sented had increased their employes’ wages by that percentage 
since January, 1941. 

Attorneys in the North Shore and short line cases said that, 
under the presidential order, the board would not be able to 
grant more than those small parts of the demands that could 
be added to existing wage scales and still permit them to re- 
main within the little steel formula. 


Effect of Rate Reduction Decision 


Railroad and brotherhood officials made no references to 
the Commission’s decision in Ex Parte 148 at the hearings, 
though in the earlier part of both the non-operating union wage 
case and the Diesel case, testimony had been introduced con- 
cerning the effect on the railroads’ revenues of rate increases 
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granted under the Commission’s March, 1942, decision in the 
case. 


Chairman Sharfman said off the record that he would not 
suggest that the parties submit new material bearing on the§ amou 
suspension of increases in rates covered by the Commission's § case 
order. He said he expected the parties would not submit such Intert 
material but would discuss the order at the time of ora] of the 
argument. of Ch 

_ Spokesmen for the railroads said they probably would Presic 
discuss the Commission’s decision on oral argument. They § that | 
said it would be too difficult to prepare exhibits or other ma. = ments 
terial, in the few remaining days of the hearings, to show what § artly 
effect the order would have on the railroads’ earning later in - Ch 

the year. Mr. Alderman said the order could have only a 
minor bearing on matters involved in the diesel case. Union - 
officials said that the question of the railroads’ ability to pay) 
increased wages was not involved in the diesel case. As to} gl 
the non-operating unions’ demands, they took the position pte 
that the railroads could afford to meet the union proposals pony 
despite the removal of the Ex Parte 148 increases, because} from | 
the railroads’ revenues had increased as their traffic had Be 
increased. the er 
_ More important to his case than the Ex Parfte 148 decj- | # ©" 
sion, said Mr. Alderman, was the decision of the National } ‘°° 
War Labor Board, April 13, in the case of the Universal At. ey I 
las Cement Company, in which the war labor board, exer. . _ 
cising authority similar to that of rail fact-finding boards tes 
held that wage increases could not be made on the grounds TI 
of inequalities or gross inequities. The firemen and engineers | was d 
sought to change wage scales upward on those grounds, he } »er 
said, adding that he intended to append the labor board’s | Te P 
order to his brief in the diesel case. — 
TRUCK WAGE ADJUSTMENTS — 

The Trucking Commission of the National War Labor } of the 
Board has announced approval by it of a general pay increase § thei? 
of 7 cents an hour for about 500 members of Local No. 600 of § °P¢"# 
the International Brotherhood of Teamsters, employed by 80 — 
companies constituting the Operators’ Committee at St. Louis I 
Mo. The employes involved were dock workers, the commission } of th 
said. It said the increase brought the rates of platform men up J missi 
to 68 cents an hour and those of checkers up to 73 cents. It opera 
added that the increase was retroactive to Nov. 1, 1942, and } nectic 
said it was within the limitations of the Little Steel formula. appre 

Ina proceeding involving the Aero Mayflower Transit Co. inquil 
of Indianapolis, and about 250 employes, members of Local } that 
193, Furniture Department Store and Parcel Delivery Drivers, } unde1 


Helpers and Warehousemen Union, the Trucking Commission 
has ordered a weekly increase of $2 to $3 and a daily expense 
allowance of $1.50 for drivers when on the road. New weekly 
wage rates would range from $35 to $50 for various classes of 


drivers, said the commission. It said the wage increases were E 
made retroactive to Jan. 9, 1943, and the expense allowance } 00n 
retroactive to Jan. 8, 1943. racke 
With reference to instructions sent by the National War | Poner 
Labor Board to its regional boards to deny at once “all pro- } ton, 
posed wage and salary adjustments which involve only ‘inter- } the t 
plant inequalities and which cannot be decided on the basis } 48%, ¢ 
of the Little Steel formula or substandards of living,” a spokes- 1 
man for the W. L. B. Trucking Commission said, April 15, that } (2 4 
the commission was awaiting clarification of wage increase Viole 
policies, under the President’s “hold-the-line”’ order of April f Dill o 
8, by the War Labor Board and Director Byrnes of the Office been 
of Economic Stabilization, with respect to truck wage increase } Court 
cases now pending before the commission. 131-1 
There were indications, it was stated, that the definition of } ‘hoc 
“substandard wages” might be broadened. that 
_ The Trucking Commission spokesman said that the com- f “ontr 
mission was now engaged in classifying all requests for wage f °xact 
increases for truck company employes, with a view to deter- f ‘xem 
mining which of the applications fell within the limitations of } 1%34. 
the Little Steel, or 15 per cent, formula. I 
Under its instructions to the regional boards, said the § said : 
W. L. B., “approximately 10,000 out of 17,000 requests for § wior 
approval of voluntary increases in wage or salary rates now f pinis 
pending before the regional and national board will be denied.” § Halle 
The W. L. B. suggested public hearings in each region “to § 1%34 
gather data on the substandards of living issue.’’ Wher 
ce so eos empl 

oe 
Chicago Cartage Wages and Charges | i; 
Announcement of its approval of wage increases for “ap- ie 
proximately 7,000 Chicago truck drivers” has been made DY Ft reati 
the Trucking Commission of the National War Labor Board § wuig 


(see Traffic World, April 10, p. 860). The companies, repre- 
sented by officers of the Chicago Cartage Exchange and the 
Illinois Truck Operators Association, Inc., had asked the 
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' from drivers of milk trucks, fuel oil trucks, etc.). 


April 17, 1943 


0. P. A. for rate increases of about 8 per cent. Terms of the 
commission’s order are retroactive to Jan. 1, 1943. ar 
The general increase, said the Trucking Commission, 
amounted to about $5 a week. It said its final decision in the 
ease, involving employes represented by Local No. 705 of the 
International Brotherhood of Teamsters and Local No. 705 
of the Chicago Truck Drivers, Chauffeurs and Helpers Union 
of Chicago and Vicinity (independent) was reached prior to the 
president’s “‘hold-the-line” executive order of April 8. It added 
that the increase was approved partly to correct maladjust- 


' ments under the War Labor Board’s 15-per-cent formula and 


partly to correct inequalities with rates for comparable work 
in Chicago and 12 other large cities. The commission added: 


The employer groups represent about a third of all Chicago truck 
operators engaged in ‘‘local dry cartage’’ (a term used to distinguish 


Contracts between 
the associations and the two unions, providing uniform rates and con- 
ditions, run for two-year terms. No wage increase has been granted 
since January 1, 1941. Under the 1941-’42 contract, weekly rates ranged 
from $34 to $46.50. 

Based on the January 1, 1941, rates, the commission found that 
the employes were entitled to an average weekly increase of $2.75 as 
a correction of maladjustments. The union contended that the in- 
crease Should have been figured on the December, 1940, rates- because 
they had not received any wage increases since 1939 under the terms 
of their contract. The cost of living increase amounts to about 5.4c 
per hour, calculated on tfie present 51-hour week in the industry. The 
remainder of the $5 increase was granted under inequalities. 

The union’s request for time and a half pay after a 48-hour week 
was denied. Time and a half will be paid, under the commission’s 
order, for work after regularly scheduled working hours each day. 
The previous rate for such overtime was approximately time and a 
fourth. 

The commission also issued its usual authorization to permit other 
operators in the area who have customarily paid the same wage scale 
as that negotiated by these associations to put into effect the rates 
of the present order upon notifying the nearest wage and hour office of 
their intention to make the adjustment. A large number of such 
operators, employing about 4,000 drivers, may come in under this 
section of the commission’s order. 


It had been stated that the announcement of the approval 
of the wage increase had been held up by the Trucking Com- 
mission, pending approval of the rate increases sought by the 
operators. At the Trucking Commission, it was stated in con- 
nection with the formal announcement of the wage increase 
approval, that the O. P. A. had approved rate increases. On 
inquiry at the O. P. A., however, late April 15, it was stated 


that the question of approving the rate increase was still 
under consideration. 


Anti-Racketeering Bill 


By a record vote of 270 to 107, the House, late in the after- 
noon of April 9, passed and sent to the Senate the Hobbs anti- 
racketeering bill, H. R. 653, designed, according to its pro- 
ponents, to outlaw and provide penalties for robery or extor- 
tion, or acts or threats of physical violence, in connection with 
the transportation of property (see Traffic World, Feb. 27, p. 
483, and March 6, p. 540). 

The bill would amend the anti-racketeering act of 1934, 
“an act to protect trade and commerce against interference by 
Violence, threats, coercion, or intimidation.” in discussion of the 
bill on the floor of the House, it was stated that the bill had 
been introduced as a result of the decision by the Supreme 
Court of the United States, written by Justice Byrnes, in Nos. 
131-132, United States vs. Local 807 of the International Broth- 
ethood of Teamsters, et al., in which it was found, in effect, 
that labor union members who, by force or duress, assumed 
control of truck shipments moving into New York City and 
exacted payments of money from the truck operators were 


‘or from prosecution under the anti-racketeering act of 


Representative Hobbs, of Alabama, author of H. R. 653, 
said that under that decision “no matter how much violence a 
thion man might use in seeking employment, he could not be 
punished under the 1934 anti-racketeering act.” Representative 
Halleck, of Indiana, said that an exception was written into the 
184 law which provided that it should not apply to a situation 
where there existed a bona fide relationship of employer and 
‘mploye, and added: 


The celebrated 807 case in New York. . . involved the conduct of 
idividuals who stopped trucks going into the city of New York and 
N effect hijacked the drivers out of $8 or $9 per truck. The Supreme 
“ut held that under the exception heretofore referred to by me 
lative to the relationship of employer and employe, the prosecution 
“ould not lie in that case. . 


Unions’ Opposition Overridden 





Spokesmen for labor unions had testified in opposition to 
“€ proposals contained in the bill when the House judiciary 
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committee held hearings on a similar measure introduced by 
Representative Hobbs in the Seventy-seventh Congress (see 
Traffic World, May 9, 1942, p. 1257). Several members of the 
House had carried the fight of the labor unions against the bill 
to the House rules committee when that committee held a 
hearing on the proposed rule for consideration of the Hobbs 
bill. That the unions had continued an intensive campaign 
against the bill was indicated by Representative Hancock, of 
New York, when he said in the debate that preceded its passage 
in the House that he suspected that “nearly all the members 
(of the House) have received in the past few weeks a great 
many letters, telegrams, and postal cards protesting against the 
passage of the Hobbs anti-racketeering act on the ground that 
it is hostile to labor.” 

Much of the debate dealt with an amendment proposed by 
Representative Celler, of New York, as a substitute for a House 
judiciary committee amendment. The committee’s amendment 
stated that the bill in its entirety should not modify or repeal 
the railway labor act, the Clayton act, the Norris-LaGuardia 
act, or the national labor relations act. Mr. Cellar said his 
amendment provided that no acts, conduct or activities lawful 
under those four acts should constitute a violation of the Hobbs 
anti-racketeering act. He said the committee amendment was 
“wholly in the negative,’”’ while his own was “in the affimative,” 
and that the practical effect was “vastly different.” The Celler 
amendment was defeated, 140 to 115, and the committee amend- 
ment was agreed to, after Mr. Hobbs had opposed it with the 
contention that the Celler amendment did not require that 
“lawful acts, conduct or activities must be done in a lawful 
and peaceful way.” The Hobbs bill prescribes a penalty of im- 
prisonment for not more than 20 years or a fine of not more 
than $10,000, or both. An amendment to limit the maximum 
prison term to 10 years was defeated. 

In his argument for enactment of the bill, Mr. Hobbs cited 
specific instances of labor union activities that had been re- 
ported within the last year and that would be made punishable 
as felonies under titles I and II of the bill. He read a letter 
dated April 2, 1942, addressed to the Department of Justice by 
the Sanitary Co. of America, in which it was stated that ‘our 
carriers have been stopped repeatedly, especially at the piers in 
New York City, and have been forced to pay various amounts 
to have their trucks unloaded,” and that “since the carriers are 
operating under rules and regulations of the Interstate Com- 
merce Commission, we feel that this is nothing more than a 
holdup, and is absolutely wrong in every respect.” 

“Information is to the effect that all railway-freight deliv- 
eries in New York City are covered by the same pattern of 
racketeering,” said Mr. Hobbs. “The Chelsea Piers in New York 
City are also reputedly under the ban. It is further said that 
all deliveries to steamship and railway piers in New York City 
are paying tribute.” 

Mr. Hobbs read a letter he had received from John G. 
Cooper, of Youngstown, O., member of the claims board of the 
Ohio Industrial Commission, reciting the case of an Akron, O., 
truck driver who had been severely beaten by a New York 
member of the teamsters’ union who had boarded the truck 
“in an intoxicated condition.” 


Such types of racketeering were covered by title I of the 
bill, said Mr. Hobbs. He added that title II, which had been 
suggested by Director Eastman, of the O. D. T., covered a 
somewhat different field. 


“Its life is limited to the duration of the war,” he said. “It 
is in substance a re-enactment of the law passed for World 
War No. 1, that expired with the armistice in 1918. The cover- 
age of title II is broader than the former act because Congress 
has expanded the jurisdiction of the Interstate Commerce Com- 
mission since 1918. During World War No. 1 the Commission 
had jurisdiction over railways alone. Now it has jurisdiction 
over highways, waterways. ... To keep all streams of inter- 
state commerce flowing freely and uninterruptedly is essential 
to our war effort. Therefore, the coverage of title II has been 
extended to include interstate and foreign commerce by high- 
way, waterway, and air as well as by rail.” 

Title II makes punishable as a felony the willful obstruc- 
tion or retarding, by physical force, intimidation or threats of 
physical force, of “the orderly transportation of persons or 
property in interstate or foreign commerce, or the transporta- 
tion of troops, munitions, war supplies, or mail, or the orderly 
make-up, movement, or disposition of any train, railway or 
highway vehicle, airplane, or vessel” and would authorize the 
President to employ the armed forces to prevent or remove 
such obstruction. Likewise punishable as felonies would be 
attempts so to obstruct or retard transportation. 


Union-Prescribed Load Limits 


Prefacing illustrations to demonstrate “the pressing needs 
for the enactment of title II,” Mr. Hobbs said that O. D. T. 
engineers had found that a truck of rated or registered capacity 
could safely be loaded greatly beyond its rated capacity and 
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that the O. D. T. subsequently had prescribed the load tonnage 
which would not overburden the tires or the truck and yet 
would with safety assure the maximum utilization of the truck. 

“Their figures were in substantial accord with the load 
limits fixed by the laws of the several states,” he said. “But 
nine local unions, covering a substantial portion of New Eng- 
land, banded themselves together in the creation of a Fair 
Trade Practice Board and promulgated an order of their own, 
limiting loads to the registered capacity of any truck. These 
local unions, located at New Bedford, Worcester, Providence, 
Springfield, Bridgeport, and New Haven, Fall River, Brockton, 
Hartford, and Waterbury, proclaimed the most patriotic pur- 
pose: “To conserve rubber tires, gasoline, and truck equipment 
and to aid the war effort and not to obstruct it.’ 

“They limited speed to 35 miles per hour anywhere, or less 
where local limits so prescribed. There was and is no law 
authorizing any such action by these or any other local unions. 
No vestige of legal authority existed or exists for them to en- 
force compliance with their regulations nor to sit in judgment 
on alleged violators, nor to fine or assess anyone. But this lack 
of legal authority did not and does not prevent them from 
usurping so much of the jurisdiction of the courts of the land 
as would enable them to try, convict and fine the owners of 
trucks loaded above the limit prescribed by these local unions, 
although well below the limits fixed by state law and by an 
order of O. D. T.” 

Mr. Hobbs then read a letter from the ‘‘Fair Trade Practice 
Board,” dated March 24, 1943, to the Hartford Transportation 
Co., Inc., of Hartford, Conn., containing the information that 
the board had found the company guilty of overloading trucks 
in three instances to the extent of 8,670, 6,540 and 1,680 pounds 
and was assessing damages against the company in the amounts 
of $49, $43 and $28, to be paid “within 10 days.” Mr. Hobbs 
also read a letter of the Hartford Transportation Co. to John 
L. Rogers, director of the O. D. T. division of motor transport, 
under date of Nov. 24, 1942, in which William E. O’Neil, presi- 
dent of the truck company, called attention of Mr. Rogers to 
the overloading ‘“‘charges” of the “Fair Trade Practice Board” 
of the trucking industry of New England and observed that “in 
our opinion, we feel we were not in violation of the Office of 
Defense Transportation orders but apparently had violated arti- 
cle IV of the union contract.” 

A letter from the “Fair Trade Practice Board” to Wooster 
Express, Inc., of Hartford, Conn., notifying the truck line of 
assessments totaling $56 for overloading of two trucks, alse 
was read by Mr. Hobbs. He then quoted the following telegram 
addressed to Mr. Rogers as director of the O. D. T. motor trans- 
port division, by William Laube, Jr., of the Laube-Interstate 
Corporation, Waterbury, Conn.: 


Rudolph Tata, business agent of Waterbury union, today stopped 
all our trucks in transit loaded with antiaircraft gun barrels, other 
army and navy freight on orders of Fair Trade Practice Board. We 
were forced to pay him $137 in cash, no check, to have him order 
drivers to proceed. They claimed two trucks some weeks ago. were 
loaded over their limit, but far under your orders. They assessed 
fines and so-called dues. Can this racket be stopped? We do not 
know whose orders to follow. 


“From these it will be seen,” said Mr. Hobbs, “that... 
the owners of the trucks, who had violated no law of any state 
and no regulation of the O. D. T., and no other law, were com- 
pelled to pay the Fair Trade Practice Board fines or assess- 
ments because they had been adjudged guilty by a kangaroo 
court, set up by these local unions, and for these local unions, 
utterly without authority of law. Note also that the payments 
were required to be made under threat that the constituent 
local unions would breach their contracts with the truck owners 
and ‘all rights and benefits due your company under the con- 
tract will be automatically withdrawn.’ 

“This New England violation of wartime racketeering cer- 
tainly seems outrageous and to cry to high heaven for imme- 
diate remedy.” 


Ship Mismanagement Charges 


In a statement in which it said that War Shipping Ad- 
ministration officials had described as “unwholesome and im- 
practical” the proposals and charges, concerning the use of 
ships, which had been presented jointly by Philip Murray, presi- 
dent of the Congress of Industrial Organizations, and spokes- 
men for several maritime labor organizations (see Traffic 
World, April 10), the C. I. O. Maritime Committee contended 
that an investigation such as the W. S. A. officials, according to 
its report, had promised, would be “meaningless” because “an 
agency accused of inefficiency will investigate itself and the 
result will be another coat of whitewash.” 

The C. I. O. Maritime Committee said it had submitted 
to Admiral Land, war shipping administrator, and other W S. 
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A. officials “additional examples of serious waste and _ inef. 
ciency in wartime use of the U. S. merchant marine.” It saiq 
these matters had been taken up with W. S. A. officials at af 
meeting which Joseph Curren, president of the National Mari. 
time Union and vice president of the C. I. O., Harry R. Bridges§ 
president of the International Longshoremen’s and Warehouse. 
men’s Union, and Bjorne Halling, executive secretary of the 
C. I. O. Maritime Committee, had attended. It charged that 
“the buck was passed to the army and navy, and even foreign 
governments and their policies.” The Maritime Committee's 
statement continued, in part, as follows: 


Centralization of shipping operations and a joint labor-manage. 
ment council plan, both of which were suggested by the C. I, 9, 
unions, are practical and will increase production and lessen efficiency 
if properly applied. . 

In turning aside such suggestions, the W. S. A. stated that join? 
labor-management-government committees to aid shipping operations! 
would result in leaks to the enemy. . . . Such suggestion coming from 
the W. S. A. is an insult to loyal American workers. 

In answering the statement of W. S. A. officials that many of the 
conditions causing waste were being corrected, we cited additiona| 
up-to-date instances. Included was the fact that two ships were ‘“‘logt' 
in a New Zealand port for several weeks until a high U. S. diplomatic 
official eame to W. S. A. demanding they be put to use again. We 
mentioned the scores of ships being held in overseas ports simply a; 
storage places or floating warehouses, thus wasting ships, vital sup. 
plies, money and skilled manpower... . 

With regard to ship loading in the U. S., skilled longshoremen are 
being blacklisted in eastern ports because of protesting against the 
appalling inefficient conditions that make for delays, and that ships 
regularly miss convoys from east coast ports. As a result of eastem) 
port conditions, morale is low among longshoremen and stoppages of 
work almost one a day, occur. ... 

Admiral Land reaffirmed the W. S.°A.’s position stated in a'‘recent 
O. W. I. news release that sending ships on long trips in ballast, ignor-. 
ing cargoes that could be carried, saves time because ‘‘it takes time to 
load and discharge ships.’’ This statement is fantastic. This is say. 
ing in effect that they way to save on turn-around is to send ships out 
without cargoes. .. 

The fundamental fact remains that unless there is drastic change in 
the methods used to operate our merchant shipping, it will become 
apparent in the near future that we can lose the war because of the 
shipping situatien. We of the C. I. O. maritime -unions intend to 
keep on pressing for necessary changes until the chaotic situation js 
ended and our shipping is used at full wartime capacity. 


W. S. A. on Ship Ballasting 


Lewis Douglas, deputy war shipping administrator, in a 
memorandum made public by the House merchant marine com- 
mittee, said U. S. ships would carry sand as ballast on their 
return trips from north Africa to their home ports because 
“an adequate supply of cargo or dry ballast is not available in 
north African ports.” Even if cargo or dry ballast were avail- 
able, he said, the loading of it would prolong the stay in port 
and would result in missing the return convoy, “thus wasting 
much valuable ship time, not to mention the increased ex- 
posure to enemy action to which such ships would be subjected.” 
He added: 


Therefore, War Shipping Administration has concluded that as} 
long as the foregoing conditions prevail and the winter weather con- 
tinues, it will adhere to the practice of providing vessels sailing to 
north Africa with the requisite amount of dry ballast for the retum 
voyage. The question has been raised as to why water ballast can- 
not be used. The fact is that the available tanks in ships cannot 
hold enough water to bring about sufficient immersion of the propeller 
and rudder to maintain maneuverability under adverse weather condi- 
tion, especially in convoy. 


Letter to Truman Committee 


Admiral Land, in a letter to Senator Truman, of Missouri, 
chairman of the Senate’s special committee to investigate the 
war program, observed that the committee had before it 4 
plan, submitted by the maritime labor unions, for reorganiza- 
tion of all shipping operations, and said that “in regard to the 
charges of inefficiency made by the C. I. O., we want you to 
know that we heartily welcome the full inquiry that your com: 
mittee is now making.” 

In a “report” attached to his letter, Admiral Land stated 
that the W. S. A. had under its control all U. S. flag ocean ves- 
sels except those under the jurisdiction of the army and the 
navy. . 

“Both the army and the navy, in the many years of thell 
operation of their fleets, have built up their own organizations 
to manage and conduct the farflung and extensive operations 
which are involved,” he said. ‘They have their own ship TF: 
pair facilities all over the world. They discharge cargo—al 
they have established stevedoring battalions and facilities for 
the discharge of such cargo—in foreign ports and within 
theaters of war. They control areas for transportation pur 
poses in remote parts of the world. . . 


“The first major proposal of the C. I. O. plan... would 
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centralize in the W. S. A. complete and exclusive control of 
all merchant ships under the American flag. . . It would involve 
the complete abolition of the division of the army and the navy 
that are now charged with the responsibility of operating their 
merchant ships. . . We... regard this proposal as wholly 
wise. . .” 

“4 With respect to the C. I. O. proposal for joint labor-man- 
agement-government committees to aid shipping operations, 
Admiral Land took the position that each of the proposed tri- 
partite groups would necessarily be large and averred that 
such a system would result in the diffusing and dispersing of 
the executive control and responsibility “which would retard, 
rather than accelerate, the work of this administration (the 
War Shipping Administration).’”’ With reference to the C. I. O. 
charges of wasteful use of ships by the W. S. A., Admiral Land 
said that ‘it would be a miracle, indeed, if there were not 
among this large number of vessels moving all over the world 
under difficult war conditions, instances of imperfect opera- 
tions.” 





SHIPPING AND MANPOWER NEEDS 


Admiral Land, chairman of the Maritime Commission and 
war shipping administrattor, in testimony before the Senate 
military affairs committee April 15, discussed manpower re- 
quirements for construction and operation of merchant ships 
and expressed support for S. 666, the national war service bill 
to authorize the federal government to draft civilians for nec- 
essary war work. 

Shipyards building ships for the Maritime Commission 
employed about 500,000 persons at the beginning of 1943, 
would have 800,000 or more employes at the peak of 1943 
production, had recruited about 125,000 additional employes in 
the first quarter of 1943, and would require 150,000 or more 
new employes in the remainder of the year, he said. Manu- 
facturing plants engaged in maritime production now were 
employing about 1,000,000 persons and would need 300,000 
to 350,000 additional workers to meet the expanded program, 
he added. He said estimates for needed additions to vessel 
personnel for 1943 ranged from 30,000 to 50,000, depending 
on the number of ships built and the extent of ship losses. At 
the beginning of the year, about 50,000 seamen were employed, 
he noted. Shore personnel, in connection with ship operation 
would require an additional 20,000 to 35,000 employes this 
year, and the Maritime Commission and the War Shipping 
Administration would need about 4,000 additional personnel 
for Washington and all field offices in 1943, he said. 


W. L. B., O. D. T. AND MILK TRUCKERS 


The National War Labor Board has announced it has 

directed 27 Minnesota milk distributors to comply with all 
curtailments of truck mileage ordered by the Office of Defense 
Transportation, ‘in such a way as to produce the minimum 
of hardship to their employes consistent with these orders.” 
All of the companies involved, said the W. L. B., operated in 
the St. Paul-Minneapolis area, and all the employes were rep- 
resented by the Milk Drivers and Dairy Employes Union, 
affiliated with the International Brotherhood of Teamsters. 
__ The disputes arose, said the board, from the union’s oppo- 
sition to alternate day deliveries proposed by the companies 
as a means of complying with an O. D. T. order issued in the 
spring of 1942, requiring a 25 per cent reduction in truck 
mileage. The board directed that the curtailment of truck 
mileage should be deemed a subject for collective bargaining 
and said that in event of failure of the companies and the 
union to agree on the proper method of curtailment, the matter 
might be referred to arbitration ‘as provided for in the con- 
tracts between management and labor.” 


EXPORT FREIGHT 


Cars of export freight other than grain or coal unloaded 
at Atlantic, Gulf and Pacific ports in March this year totaled 
%,808 cars compared with 69,419 in March, 1942, or an increase 
of 39 per cent, according to reports compiled by the Manager 
of Port Traffic and made public by the Association of American 
Railroads. 

Cars of grain for export unloaded in March this year at 
these ports totaled 5,653 cars compared with 2,708 in the same 
month last year. 

The average daily unloadings of 3,386 cars of export and 
coastal freight at all United States ports in March, 1943, was 
the heaviest on record. The nearest approach was February, 
1943, when the daily average was 2,963 cars. 

In the first three months of 1943 cars of export freight, 
other than grain or coal, unloaded at Atlantic, Gulf and Pacific 
Ports totaled 276,684 cars, or an increase of 58,555 cars or 22 
per cent compared with the same period in 1942. 

Due to the splendid cooperation of the lend-lease agencies 
and the Army and Navy, this traffic is being handled without 
Congestion,” said the A. A. R 


0. D. T. Mechanical Committees 


Chairmen of the regional mechanical committees of the 
Office of Defense Transportation held a meeting in Chicago 
April 16 to discuss locomotive and car maintenance, material 
needs, efficient utilization of power and equipment and labor 
conditions in railroad mechanical departments. The commit- 
tees are made up of mechanical officers of railroads in various 
sections of the country. They were set up by the mechanical 
section of the O. D. T.’s division of railway transport. 

Shannon Kuhn, deputy director in charge of locomotives 
of the section, presided. Other O. D. T. men in attendance in- 
cluded C. J. Wolfe, associate director of the division in charge 
of mechanical operations; J. E. Friend, regional deputy direc- 
tor of the section; H. S. Keppelman, deputy director in charge 
of cars, and J. D. Loftis, mechanical assistant. 


Mr. Wolfe was the chief speaker. He urged railroad me- 
chanical supervisors to work toward keeping employe ab- 
senteeism down by heart-to-heart talks with groups of workers. 
He suggested that the workers be impressed with the fact that 
“when a locomotive is held from service for a day longer than 
necessary, 78,383 tons of freight are just one mile further from 
the place where they are needed.” He said that, of the 60,000 
railroad positions now vacant, 50 per cent could be filled with 
women. This was particularly true in mechanical departments, 
where women could handle laboring jobs and could “be 
trained to handle semi-skilled and skilled jobs as quickly as 
men.” Women were working at present in railroad shops as 
wipers, sweepers and helpers, he said, citing the case of a 
woman boilermaker helper who had been so efficient that she 
had been promoted to boilermaker. Working schedules could 
be adjusted “to include women in mechanical programs for 
the war emergency period,” said he. 


He spoke of improvements in locomotive and freight car 
performance since 1940, and of the decrease of cars awaiting 
repairs in shops. It was up to the mechanical departments to 
“hold this goal,” he said, adding that it could be done only 
through the cooperation of the men, the committees, the Asso- 
ciation of American Railroads and the Interstate Commerce 
Commission.” The importance of the support of the Commis- 
sion and the A. A. R. could not be minimized, he said. 


W. H. Sagstetter, chief mechanical officer, Denver and 
Rio Grande Western, Denver, Colo., is chairman of the com- 
mittee for the western region, and R. G. Bennett, assistant chief 
of motive power, Pennsylvania Railroad, Philadelphia, for the 
eastern region. Chairmen of area committees are as follows: 

J. P. Morris, general assistant, mechanical department, 
Atchison, Topeka and Santa Fe, Chicago; J. J. Prendergast, 
mechanical superintendent, Texas and Pacific; J. B. Neish, 
superintendent of motive power, Northern Pacific, St. Paul, 
Minn.; F. E. Russell, mechanical engineer, Southern Pacific, 
San Francisco, Cal.; L. W. Shirley, superintendent of motive 
power and machinery, Union Pacific, Portland, Ore.; A. K. 
Galloway, general superintendent of motive power and equip- 
ment, Baltimore and Ohio, Baltimore, Md.; C. B. Hitch, super- 
intendent of motive power, Chesapeake and Ohio, Richmond, 
Va.; J. P. Chadwick, assistant to the vice-president, Southern 
Railway, Washington, D. C.; E. R. Buck, general superintend- 
ent of motive power, Wabash Railroad, Decatur, Ill.; F. K. 
Mitchell, general superintendent of motive power, New York 
Central, New York. 


TRUCK JOINT ACTION PLANS 


Motor common carrier joint action plans, under new pro- 
cedure announced by the Office of Defense Transportation (see 
Traffic World, April 10, p. 873) may, as provided in General 
Order O. D. T. 3, revised, involve one or more of the following 
methods: 


(a) Alternate or stagger motor truck schedules between two or 
more points. 

(b) Reciprocally exchange shipments of property between two or 
more points. 

(c) Pool traffic, revenues, or both, between two or more plants. 

(d) Jointly load for transportation or operate a motor truck or 
trucks between two or more points. 

(e) Divert traffic, operate joint terminals or joint pick-up or de- 
livery vehicles. 

(f) Establish arrangements with other carriers for the interchange 
of equipment. 

(g) Appoint one of their own number or any other carrier to act 
as it or their individual, common or joint agent, to concentrate, receive, 
load, forward, unload, distribute, and deliver property; receive, account 
for and distribute gross or net revenues therefrom, or otherwise handle 
or conduct the carrier’s businéss as common carriers of property upon 
reasonable terms and conditions. 


Under the new procedure, the O.D.T. explained, such plans 
may be ordered into effect by the O. D. T. if it finds that they 
conform to a specific program for conservation of common car- 
rier equipment. Rules for submitting plans and the sample joint 
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action plan published by O. D. T. Jan. 20, 1943, are unchanged 
by the new procedure. 

Under a certificate issued by the chairman of the War Pro- 
duction Board under authority of a provision of the small busi- 
ness concerns act immunity from prosecution under the anti- 
trust laws will be granted to carriers operating under special 
O. D. T. orders so long as they comply fully with the provisions 
of the orders. The new procedure was worked out to expedite 
approval of joint action plans, said the O. D. T. 

Under the old procedure, joint action plans had to be ap- 
proved by the Department of Justice before becoming effective. 
Carriers, however, were immune from prosecution under the 
anti-trust laws because of joint action when the department 


approved the plans, just as they will be under the new pro- 
cedure. 


Refrigerator Car Pool 


A saving of 44,595,00 empty refrigerator car-miles in the 
four-month period from September 1, 1942, to December 31, 
1942, resulted from operation of the refrigerator car pool 
created last fall through joint action of the Office of Defense 
Transportation, the Commission, and the Association of Ameri- 
can Railroads, according to the O. D. T. Continuing, it said: 


Loaded and empty mileage figures were reported separately by 
owners of cars making 93.6 per cent of the total refrigerator car-miles. 
The record by months shows a progressive decrease in the empty 
ratio, the average for the last four months of 1942 being 70.1 per cent 
of empty to loaded car-miles as compared with 76.1 per cent for the 
same period in 1941. 

O. D. T. officials are convinced that operation of refrigerator cars 
under the pool was responsible for most of the saving of almost 
45,000,000 refrigerator car-miles. Of greater importance, however, in 
their opinion, is the fact that the decrease in empty mileage reflects 
a direct increase in the availability of cars for loading. 

These officials also point out that the country has passed through 
a critical period in which there were some serious shortages of re- 
frigerator cars in various producing areas. ‘These shortages would 
have been much more serious and probably would have resulted in 
a considerable loss of food products but for the increased efficiency 
represented by the decreased empty mileage ratio, it was said. 

Although there is at present a lull in the volume of shipments 
moving in refrigerator cars, the O. D. T. warned that the need for 
persistent efforts to reduce empty mileage still more is as great as ever. 
Several week ago, the O. D. T. predicted that the supply of refrigerator 
cars would become easier during April and May, but that shortages 
of equipment would probably occur during the summer and fall months. 

Arrangements for pooling the refrigerator car supply were set 

up last September. The plan then instituted was revised in November 
when, at the request of O. D. T., the Interstate Commerce Commission 
appointed the manager of the refrigerator car section of the car service 
division of the Association of American Railroads as its agent, vest- 
ing in him authority to control the movement of refrigerator cars. 
The manager of the refrigerator car pool is assisted by an advisory 
committee, which includes a representative of O. D. T. 
The objectives of the pooling plan, as stated by the I. C. C., in- 
clude reduction in cross-hauling of refrigerator cars, minimizing of 
empty mileage, and such reduction as may be necessary or advisable 
in the use of refrigerator cars for transportation of canned, bottled, 
or barreled goods in areas where weather conditions permit their move- 
ment without special protection from heat or cold. 


MeCarthy on Wartime Rail Traffic 


Wartime traffic demands on the railroads had resulted in 
an average increase of 16 per cent in the length of haul for 
each car, and in recent weeks the per cent of cars received in 
interchange from connections had shown a “striking increase” 
in almost all sections of the country, although the total car- 
loadings had been running behind 1942 levels, said Henry F. 
McCarthy, director of the O. D. T. division of traffic movement, 
in an address before the New England Railroad Club at Boston, 
Mass., April 13. 

One transcontinental carrier, said Mr. McCarthy, showed a 
relatively stable index of cars handled in the latter part of 
March, but had a 29 per cent increase in the number of cars 
received from connections, experienced recurring difficulties in 
handling its traffic, and showed a constant increase in transit 
time over its lines. 

Mr. McCarthy mentioned that situation in showing why the 
O. D. T. division of railway transport was emphasizing the im- 
portance of terminal operating efficiency. 

“A slowing down in transit,” he said, “is inevitable as the 
average car requires more yardings. A mass transport system 
is built slowly, to accommodate a traffic flow that evolves and 
changes slowly. In this era the change has been sudden, and 
construction and expansion of facility to meet sudden change 
has not been possible both because of material scarcity and 
because of unpredictability. 

“Furthermore, the out-of-line burden thrown on yards and 
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terminals intensifies the manpower problem. It is in the rajj. 
road’s yard and terminal service that the greatest absorption 
of man hours per unit of work performed occurs. In a periogf - 
of manpower shortage—and facing a further drain—thef ° 
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changed character of traffic has a double impact. The traffic Pee 
flow cannot be changed insofar as the long haul, more yarding me ~ 
characteristic is concerned. Very little can be accomplished tg ei 
bring origin and destination closer together. . . . All of us in.f In 
terested in wartime railroading should concentrate our atten.§ ‘teas 
tion as never before upon yard and terminal operations he.§ states, 
cause their burden is greatest. . All the expedients—cop. posal 1 
struction, pre-classification, re-examination of practices and of add 
facilities, improvement of practices, methods and facilities} ges¥° 
must be employed in order to overcome the effect of war Tl 
traffic’s concentration of the load upon yards and terminals, |§ plan f 
assure you that O. D. T.’s railway transport division is fully} T 
conscious of that need.” “§ woode 
The railroads’ service, charges, and public relations, he} tom. | 
said, had a chance, in the coming war months and the first few Since 
post-war years, to be judged by “a public favorably impressed{ was t 
with the performance thus far.” He said that description off reject! 
the wartime traffic load on the rails as “immense” was an un. T 
derstatement, that the railroads were built to handle volume} large 
that the railroad technique required volume to demonstrate its portat 
peak efficiency, and that the railroads now had a traffic volume} Now 
that permitted them to best demonstrate the advantages of that § gallor 
technique. : 
He said that large traffic offerings had not been and need} shops 
not always be war-impelled. He expressed a conviction that “| Lacké 
new generation of railroad executives, traffic men and rate man} Centr 
can find within the present traffic statistics the clues which will L 
solve the mystery of the effect of the rate level upon traffic } tor E: 
demand.” Continuing, he said: being 
Along with a demonstration of rail efficiency and economy under Hy 
full traffic load, war has brought with it technological changes and steel, 
changes in location which make alternatives to transport conceivable Aurol 
without affecting full production and full consumption. ties V 
Those alternatives to transportation are conspicuous when we re- mate’ 
view the new sources of material, those many new production plants, — 2 th: 
and the new distribution of population that is evident today. There ] 
is a changed movement of the traffic which has two effects—one upon — invol 
the present railroad plant and the other upon the economies of future — box ¢ 
distribution or the potential demand for transport services. ... ‘ 
Mr. McCarthy said the reversal of peacetime traffic flow . ” 
and the “sudden emergence” of new production areas had = 
: : aac : : mode 
strained railroad facilities that were not built or engineered road 
to accommodate the new traffic movements. He said it was a of th 
remarkable tribute to the rail technique that it had sufficient met 1} 
flexibility to absorb such changes. 
The effect of the new war production plants and the newly | able 
developed areas of production would not end with the war, he } 6 jj 
predicted, adding that it was his studied opinion that such} jt is 
plants would continue to influence the traffic pattern of all} pajj, 
common carriers long after the war. He continued, in part, | men 
as follows: of ¢¢ 
There is no reason for a railroad man to rationalize the situation } JUS 
and expect that the war’s end will bring a return to normal. There 
will be a new normal, and newly defined traffic potentialities, The — are 
transition will be sudden—no more gradual than the change in 1941 9 the 
and 1942. Existing common carriers will be ready for it—or they § sery 
won’t. If they are not, then our American distribution system will F gp ] 
be set up in a manner which will simply not require as much trans- goo 
portation. So far as possible, then, it is my observation that in present 
activities full weight be given to the specific changes in traffic flow 
which have taken place in each area. This is not a plea for post-war the 
planning. It is my presentation of a belief that meeting war traffic dire 
demands fully, completely, expeditiously, and economically is the only — con 
method by which the post-war plans will have any reality. That means jmp 
if you need something now—get it now if you can, for the chances are F of 
that you'll need it worse in the competitive era to come. Any inter- due 
ruption in your ability to give full service at an effective rate level A 
— well turn out to be more than a mere interruption—it may be the rv 
end. 
aut 
Mr. McCarthy quoted a statement by Sir Ronald Matthews, f ap 
chairman of the London & Northeastern Railway Co., that “the J tior 
public memory is proverbially short and the bouquets so Iav- § wis 
ishly bestowed today should not be allowed to fade.” sy 
$1 
one 
BUS COORDINATION ORDER it 
The Office of Defense Transportation has issued special lar 
order O. D. T. B-41, coordinating bus operations of three com- 9 >, 
panies between Chicago, IIl., and Indianapolis, Ind. It said the on 
order would have the effect of saving almost 17,000 vehicle = 
miles daily. Bus companies involved, it said, were Pennsyl- wh 
vania Greyhound Lines, Inc., of Cleveland, O.; Empire Trails, or 





of Chicago, and Victory Trailways, also of Chicago. 
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Petroleum Transportation 


More than half the 100 container cars undergoing conver- 
sion to petroleum carriers are ready for use, and all will be in 
service moving kerosene and fuel oil from Destrehan, La., to 
Chelsea, Mass., within a few days, according to the Office of 


} Defense Transportation. 


In a report on several emergency devices adopted to in- 
crease the rail movement of petroleum to the Atlantic Seaboard 
states, O. D. T. officials said they had investigated every pro- 
posal that had been made to the agency for the transportation 
of additional oil to the East—no matter how unusual the sug- 
gestion might have appeared at first consideration. 

The officials pointed out that they had even listened to a 
plan for a “bottomless oil barge.” 


This revolutionary contrivance was to be a four-sided 


tom. Filled with oil, it was to be floated and towed on a river. 
Since oil floats on water without mixing with it, the petroleum 
was to have remained within the frame. The proposal was 
rejected on several grounds, said the O. D. T. 


The 100 container cars are steel gondolas equipped with 
large steel tanks. Before they were enlisted in the oil trans- 
portation program, they were in service as cement carriers. 
Now they will move fuel oil and kerosene—at least 12 million 
gallons of it a year—to Chelsea. 

The container cars are being converted in the railroad 
shops of the Lehigh Valley at Packerton, Pa.; the Delaware, 
Lackawanna & Western at Scranton, Pa.; and the New York 
Central at East Rochester, N. Y. 


Discussing plans for several types of lined box cars, Direc- 
tor Eastman said only one—the Soldine Flexitank—was actually 
being converted at this time. Flexitanks, canvas “balloons” 
processed with a rubber substitute, are being installed in 50 
steel, automobile-type box cars by the Flexitank Corporation of 
Aurora, Ill. Preparation of these has been delayed by difficul- 
ties which the company experienced in obtaining the necessary 
materials, but the first ten are expected to be ready for service 
in three or four weeks. 

Because of shortages of materials and the excessive costs 
involved, O. D. T. officials said, the Mareng cell car—also a lined 
box car—would not be built as a petroleum carrier. 

Still another variation of lined box car, the B. & O. type, 
is in the investigation stage. A standard automobile-type box 
car fitted with four steel tanks encased in wooden boxes, the 
model was built experimentally by the Baltimore & Ohio Rail- 
road at its Mt. Clare shops in Baltimore. An improved model 
of this car is being fitted with corrugated steel tanks which will 
not have to be supported by wooden boxes. 

Because idle box cars of the required kind were not avail- 
able, Mr. Eastman said, it was improbable that any of the types 
of lined box car would be produced in quantity now. However, 
itis thought by the O. D. T. and the Association of American 
Railroads, which is participating in the project, that experi- 
mentation should continue on the B. & O. car to produce a type 
of car that could be prepared quickly and easily if a later crisis 
justified the withdrawal of box cars from other vital services. 

Box car shipments of kerosene in drums to New England 
are expected to average from 20,000 to 25,000 barrels a day for 
the next few months. Some 618,000 drums now are in this 
service. Of this number, 200,000 of a heavy long-life type are 
on loan from the War Department. The rest are lighter ones 
good for eight or nine trips, each. 

Representative Rivers, of South Carolina, has inserted in 
the Congressional Record a brief, compiled by H. F. Church, 
director of the Office of Port Development of Charleston, S. C., 
containing data designed to show “the strategic and economic 
importance of the port of Charleston as the coastal terminus 
of a crude-oil pipeline from Tinsley, Miss.” Mr. Rivers repro- 
duced this matter under the heading, “Why Do the Executive 
Agencies Thwart the Will of Congress?” The Charleston port 
development director asserted in the brief that Congress had 
authorized an appropriation of $13,000,000 for construction of 
pipeline from the Tinsley oil field to the east coast. Construc- 
lion of this line, he said, would release for other than coast- 
wise service about 12 tankers with an average capacity of 

900 barrels each, and an estimated construction cost of 

$1,800,000 each, “a total saving of $21,600,000, or approximately 
we and three-quarters times the cost of the pipeline.” 
_ The Petroleum Industry War Council has announced that 
it has recommended to Petroleum Administrator Ickes a new 
large crude oil pipeline from west Texas to Drumright, Okla. 
€ council said the pipeline would tap “the last remaining oil 
Producing area which has a large excess productive capacity” 
and that it would move the oil to midwestern refining areas in 
Which crude oil production had been declining. It added that 
tteliminary proposals for the line indicated that it would be 
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a 16-inch line 383 miles long and would have a maximum 
capacity of 116,000 barrels a day. 

The council also reported that builders of the first leg of 
the 24-inch pipeline from Longview, Tex., to Norris City, IIL., 
had whittled down the cost of that part of the new pipeline by 
$10,000,000, from an original estimate of $35,000,000 to an 
actual cost of about $25,000,000. 

William R. Boyd, Jr., chairman of the council, said that 
extent of future rationing of gasoline and fuel oil on the east 
coast would have to be determined primarily by the military 
demand for petroleum from that area. He said no estimates of 
future military demands were available. 

Responding to a request for information concerning pros- 
pects for increases in the volume of petroleum and petroleum 
products that might be transported into the eastern seaboard 
states within the next year, Director Eastman, of the O. D. T.., 
in a letter to 20 New England congressmen, estimated that the 
amount of oil transported to the east by various carriers other 
than ocean tankers would grow steadily and would reach an 
average of 1,611,000 barrels a day in the first quarter of 1944, 
49 per cent more than the average for the first quarter of 1943. 

He submitted the following estimates as to quantities of 
oil that might be moved into the 17 eastern states comprising 
district No. 1 on the oil industry’s map: Second quarter, 1943, 
1,271,000 barrels a day; third quarter, 1943, 1,458,000 barrels 
a day; fourth quarter, 1943, 1,547,000 barrels a day, and first 
quarter, 1944, 1,611,000 barrels a day. 

Those figures, he said, would include deliveries by pipeline, 
tank car, barge, and Great Lakes and Gulf tankers. He called 
attention, however, to statements from the Petroleum Adminis- 
tration for War that military demands probably would absorb 
delivery increases and that little easing of restrictions on civil- 
ian consumers could be expected. He said his estimates were 
“most conservative,” and added that there was reason to believe 
that his forecast might be exceeded in actual performance. 

Largest increases in the oil movement to the east would 
come from pipelines, on completion of various pipeline con- 
struction projects, Mr. Eastman said. He thought it safe to 
assume that deep-water tanker transportation would not be 
restored within the next year. His letter included the follow- 
ing additional information: 


There are four available water routes by which petroleum prod- 
ucts can be moved directly into district 1. These are the Great Lakes- 
New York Barge Canal route, the Mississippi-Ohio rivers route, the 
Gulf intracoastal canal route, and the route across the open Gulf from 
Texas to Florida. Along these water routes into district 1 are expected 
to move 144,000 barrels a day during the second quarter of 1943, 
201,000 barrels a day during the third quarter, 175,000 during the fourth 
quarter, and 135,000 during the first quarter of 1944. A general in- 
crease in the capacity of the water facilities is expected to occur as the 
hundreds of barges, towboats and tugboats now under construction 
and conversion are completed and come into service, although opera- 
tion will be restricted by winter weather during the last quarter of 
1943 and first quarter of 1944. 

Our aim is to bring tank car deliveries up to at least 900,000 bar- 
rels per day—a mark reached and exceeded for the first time during 
the week ending April 3, 1943—and maintain the movement at not 
less than level. ... 

The statistical data do not reflect the role of the tank truck. In 
some instances, single 4,000-gallon tank truck units have proved the 
equal of as high as 25 tank cars on short hauls. By controlling short- 
haul tank car movements through its permit system, the O. D. T. has 
been able to divert enough short movements to tank truck to release 
approximately 14,000 tank cars for long hauls. 

As the result of W. P. B. approval of O. D. T.’s recommendation 
for the construction of 1,092 new tank trailer and semi-trailer units, 
new motor transports are being made available and are being assigned 
to runs on which they will release more tank cars. On the basis of 
previous éxperience, the new units are expected to perform work 
which would require the services of approximately 12,000 tank cars. 


The Office of Price Administration has announced that four 
towns in western Pennsylvania—Sharon, Sharpsville, Farrell 
and Wheatland—and Bluefield, W. Va., have been removed from 
the eastern gasoline shortage area “because of their borderline 
location.” The O. P. A. said that, effective April 19, the value 
of A, B and C gasoline coupons in those towns would be four 
gallons, instead of three gallons as at present. 

Senator Bridges, of New Hampshire, speaking in the Sen- 
ate, said that “every railroad tank car, every carrier...should 
be commandeered” immediately for the long haul from oil 
fields and refineries to the New England states. He submitted 
several recommendations for increasing the volume of oil moved 
into New England, including proposals that the O. D. T. assign 
some division or individual to expediting the routing of tank 
cars from oil wells and refineries to New England and that “all 
coastal waterways” be completed. He suggested, also, that 
“sreater oil shipments for our armed forces should be made 
from the Gulf ports, the Indies, and directly from Venezuela, 
thus saving the expense and inefficiency of bringing oil to east- 
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ern ports and reshipping it to our forces when other ports are 
nearer to the scene of operations.” 

The railroad tank care movement of oil to the eastern sea- 
board states comprising district No. 1 surpassed, in the week 
ended April 10, all previous records, as it reached a volume 
averaging 924,079 barrels a day, representing an increase of 
11,160 barrels over the daily average of the preceding week, 
Petroleum Administrator Ickes announced, in a press confer- 
ence April 15. The volume transported in drums in box cars 
averaged 24,835 barrels a day. He said 71,180 tank cars were 
in service transporting oil to the east in the week ended 
April 10. 

To a question as to the prospects for restoration of gaso- 
line rations in the east coast area to the level of such rations 
in other parts of the country, Mr. Ickes said the east coast 
storage of petroleum and its products was “off”? about 14,- 
500,000 barrels, and added that “until we get back the storage 
position which we had last fall before the heating season, we 
can’t be monkeying with any increase in gasoline rations.” He 
said his office now had estimates from the army and navy as 
to their petroleum needs, for the balance of 1943, but that a 
study of those figures to determine the effect of those pros- 
pective demands on civilian supplies of gasoline and fuel oil 
had not been completed. In the light of those figures, allowing 
for a margin of safety, it could be determined in the near 
future, he said, whether or not gasoline rations in the east 
could be increased. 


oO. D. T. COMMENDS D. M. & I. R. 


The Office of Defense Transportation has commended the 

Duluth, Missabe & Iron Range Railroad for its cooperation 
last winter in lending a score of locomotives to various western 
lines. 
O. D. T. officials, it was announced, informed the company 
that its action in leasing its locomotives “contributed in no 
small degree in the lightening of the burden being carried by 
these Inter-Mountain and Pacific coast railroads during the 
present emergency. 

“During normal times, after the navigation season closes 
on the Great Lakes, the D. M. & I. R. locomotives used to haul 
iron ore to Lake Superior ports are stored or put into shops 
for overhauling. This past season, however, the D. M. & I. R., 
which has only 539 miles of road, leased 21 locomotives to 
other’ lines, virtually stripping itself of motor power. 

“The Denver & Rio Grande Western received four large 
engines from the D. M. & I. R., and two new locomotives of 
the same type, directly from the builders, which the latter 
road had on order. Four more were leased to the Great North- 


ern, three to the Western Pacific, and seven to the Southern 
Pacific.” 


Oo. D. T. RENTAL PASSENGER CAR ORDER 


Anyone whose private passenger automobile is available 
is forbidden by the Office of Defense Transportation from rent- 
ing a drive-yourself car, under provisions of an order issued by 
Director Eastman, of the O. D. T., April 14, effective that day. 
It establishes strict operating regulations for the nation’s esti- 
mated 5,000 drive-yourself vehicles as a transportation con- 
servation measure. The order (general order O. D. T. 26A) 


places direct responsibility on the users of the vehicles as well 
as the owners. 


FURNITURE SHIFTING TO RAILS 


Because of restrictions on the use of gasoline and tires, 
many manufacturers of furniture had been forced to ship by 
rail instead of by truck, said the Office of Price Administration 
in announcing that costs of packing and crating furniture for 
shipment by rail might be added to the maximum prices of 
furniture manufacturers who customarily shipped by motor 
truck. The added crating costs now necessary for rail shipment 
are substantial in some instances, according to the O. P. A. 


1. C. C—O. D. T. EMPLOYES 

Acting under the provisions of public law 821, the so- 
called “overtime bill,” the director of the budget has directed 
a reduction by 136 of the number of employes of the Com- 
mission, and a reduction by 10 employes of the Office of De- 
fense Transportation. Under the law, it was explained at the 
Bureau of the Budget, the director had power to survey the 
agencies of the government to ascertain the minimum require- 
ments of each agency for the efficient performance of its func- 
tions and, where he found employes in excess of that minimum, 
to direct a reduction. 

Using the latest available roll of the Commission, which 
showed a total of 2,434 employes, it was said at the bureau 
that the Commission was directed to reduce its staff by 40 
employes before April 30, and by 96 employes after April 30, 
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which will leave a total of 2,298 Commission employes. The 
latest available roll of the O. D. T., it was said, showed 4,139 
employes, before the directed reduction of 10 employes. 





Oo. D. T. RESIGNATION 


Horace W. Wigney, of Bronxville, N. Y., has resigned ag 
assistant director of the Office of Defense Transportation's 
division of railway transport, in charge of perishable freight 
service, but will continue with the O. D. T. in a consultative 
capacity, the O. D. T. has announced. Mr. Wigney will speng 
part of each week in Washington, D. C., acting as a consultant 
to the division of traffic movement in administration of O. D. 
T.’s General Order No. 18, as it applies to perishable freight, 
General Order No. 18 prescribes loading requirements for car. 
load freight shipments. 


RATIONING OF TRUCKS 


Twenty-one per cent of all commercial motor vehicles re. 
leased for civilian use from the nation’s pool of new trucks jp 
the first year of allocation, which began March 9, 1942, were 
purchased for construction work directly connected with the 
war effort, according to the Office of Defense Transportation, 

In that year, said the O. D. T., the War Production Board 
approved the release of 51,241 vehicles for civilian use. Of 
these, 8,330 were light trucks, 26,916 medium trucks, 7,889 
heavy trucks, 6,630 trailers and 1,476 miscellaneous. Twenty. 
three per cent of the light, 23 per cent of the medium and 18 
per cent of the heavy trucks were withdrawn for war construc. 
tion projects. Vehicles for civilian use are released by the War 
Production Board on recommendation of the O. D. T. 

Common carriers were granted 7.44 per cent of the vehicles 
released for civilian use. Fifty per cent of the trailers allocated 
went to for-hire carriers, many of them petroleum carriers, the 
O. D. T. said. It added that 61 per cent of all applications certi- 
fied by local allocation officers were approved by the allocation 
section of O. D. T. 


LOADING OF MELONS AND PEACHES 


Special loading requirements for carload shipments by 
rail of melons and peaches, effective immediately, were an- 
nounced April 15 by the Office of Defense Transportation. 

O. D. T. officials said the new loading requirements, con- 
stituting exceptions to the general regulations for loading of 
carload freight prescribed by general order O. D. T. 18, were 
being put into effect at this time to provide for loading. of the 
new crop of melons and peaches, now about to move to eastern 
markets. 

The loading requirements for melons and peaches are 
incorporated in a new special direction (special direction 
O. D. T. 18, Revised-5, amendment 1), which consolidates, 
without change, all previously issued special loading require- 
ments for perishable commodities. 

Under the new loading rules, cantaloupes and melons, in 
straight or mixed carload shipments, must be loaded to a 
weight of not less than 24,000 pounds. 

The loading requirements for peaches set out the man- 
ner in which various types of peach crates and baskets must 
be loaded to attain a heavier lading than has been customary 
in the past. 


Inland Waterway Traffic 


A marked increase in the use of the nation’s inland water- 
ways was noted this week by Director Eastman, of the Office 
of Defense Transportation. 

“Domestic carriers by water,” said Mr. Eastman, “are 
moving a very large volume of freight and are making an 
important contribution to the national war effort.” 

“The increases in traffic on the Mississippi and Ohio Riv- 
ers have been largely in northbound traffic and in the move- 
ment of materials requiring gondola, or open-top barges,” 
said the O. D. T. “A heavier volume of such commodities as 
coal and steel—particularly structural steel—combined with 
the withdrawal of 116 barges for conversion to petroleum 
carriage, has brought into use virtually all the available open- 
top barges.” 


Continuing, it said: 


The movement on the Mississippi and Ohio rivers remains unl 
balanced, largely for the same reason parallel rail movement is 
unbalanced—the lack of balance in the traffic itself, which moves in 
greater volume north and east. 

Movements on the upper Mississippi to the Twin Cities, Minn. 
region already have begun, but only preliminary operations have 
started on the upper Great Lakes, three weeks later than the 1942 
opening. Movements on the lower Lakes already have started. Opera 
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Coal, well suited to water transport, is moving in great volume 
on virtually all the inland waterways—down the Monongahela, Alle- 
sheny and Kanawha rivers to the steel mills at Pittsburgh; on the 
Qhio from Huntington, W. Va., to Cincinnati and St. Louis, and from 
Kentucky mines downstream to Memphis. More than 600,000 tons a 
year moves up the Mississippi from the coal mines of lower Illinois 
to the Twin Cities, and a considerable volume is hauled from La Salle 
to Chicago on the Illinois River. 

Mobile, Ala., is supplied with coal barged down the Warrior River 
from the Alabama fields, while New England receives a heavy volume 
of coal moved by waterway and ocean barges from New York harbor 
piers and direct from Norfolk, Va. Coal also moves by barge from 
Norfolk up Chesapeake Bay and through the canal to the Delaware 
river and Philadelphia. 

Steel, particularly strvctural steel, is moving in increasing volume 


' dwn the Mississippi and Ohio rivers to shipyards on the Gulf, while 
+ sulphur is hauled from Texas and New Orleans to St. Louis, Chicago, 


and Pittsburgh, much of the Chicago-bound sulphur moving, during 
he open season, on through the Great Lakes and the New York Barge 
Canal to New York. 

Scrap iron for the steel mills moves from Texas points, New Or- 
leans, Memphis, and many other river ports to Chicago, Pittsburgh, 
and other steel centers. Fluorspar—200,000 tons of it a year—moves 
on the Ohio from Indiana to the mills to serve as a flux in the pro- 
duction of steel. 


“The extraordinary record of Great Lakes carriers in 
moving 92,077,000 gross tons of iron ore from the Upper to 
the Lower Lakes during the 1942 season has rightly been 
given great praise,” Mr. Eastman said. “But in addition to 
that vast volume of war-essential freight, the carriers last 
season moved great quantities of many other commodities, 
including more than 49 million tons of coal and more than 94 
million bushels of grain—only 3.6 per cent and 20.3 per cent 
less than the volumes moved during the heavy 1941 season.” 

“This year, with sub-zero temperatures postponing the 
season’s opening, the Lake carriers face even heavier de- 
mands in the movement of war materials,” said the O. D. T., 
adding: 

Traffic on the Gulf-Intracoastal Waterway has increased some 200 
per cent over that of last year, and approximately 400 per cent over 
the traffic two years ago. Petroleum moves along this route in large 
volume, as well as sulphur, scrap iron, and steel. Today 12 dredges 
are at work on the canal between New Orleans and Houston, widening 


the narrows from 109 to 125 feet and deepening the shallows from nine 
to‘twelve feet. 

Through the Atlantic Intracoastal Waterway molasses for indus- 
trial alcohol is hauled from Port Everglades, Fla., to Baltimore, and 
petroleum in considerable volume moves in the same direction. This 
latter movement is expected to increase as more barges are constructed 
and the Trans-Florida Pipe Line begins to operate at capacity. Some 
steel and merchandise freight, including canned goods, also move along 
this route, 


Without a submarine-free intracoastal waterway, traffic along the 
Pacific coast is light. Logging and general freight movements continue 
in the Puget Sound, while petroleum moves up the Columbia River. 
General merchandise is hauled between Sacramento and San Francisco 
on the Sacramento River. 


Foreign-Trade Zones Board Report 


In announcing, April 14, that the Foreign-Trade Zones 
Board had transmitted its annual report to Congress that day, 
the Department of Commerce stated that the report empha- 
sized the postwar value of foreign trade zones in principal ports 
of the United States and that it hinted at “possible federal gov- 
efnment action to establish such zones if local interests, public 
or private, fail to formulate definite plans immediately after 
hostilities cease.” It noted that Secretary Jones, of the Com- 
merce Department, was chairman of the board. 

After stating that large quantities of miscellaneous foreign 
merchandise had been accommodated in transit or for subse- 
quent shipment when possible for foreign countries, in the New 
York foreign-trade zone, the Commerce Department, in its 
summary of the report, said that much of this material was 
essential to the nation’s defense program and that, as a result, 
the federal government was able to acquire strategic supplies 
for war purposes ‘‘which, except for the existence of the zone, 
might never have reached the United States.” 

The board declared in its report that a lack of adequate 
warehouse facilities, in connection with port traffic, had become 
ident after the United States entered the war against the 

“is powers and had necessitated embargoes and orders by 
military and emergency transportation agencies requiring the 
moval of foreign import and export merchandise to inland 
areas in order to provide essential storage facilities for military 
operations at the ports, “thus throwing an additional load on 
an already heavily burdened inland transport system.” It added: 


War requirements for existing port facilities and the suspension 
of commercial construction have resulted in a dearth of available zone 
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sites, but ocean terminals erected or extended to meet the military 
and lend-lease program later can be readily adapted for foreign-trade 
zone purposes and thereby aid future ‘‘good neighbor’’ relations and 
trade policies. 


_ The Commerce Department’s summary of the report con- 
tinued, in part, as follows: 


At the end of the last fiscal year, the New York foreign-trade zone 
was the only such area in operation. Each succeeding year since this 
New York facility was established in 1937 it has set new records for 
value of merchandise handled. Since Pearl Harbor, military necessity 
has required the New York zone to curtail its operations and to trans- 
fer a large part of them to a series of piers on the Manhattan side of 
the Hudson River. 

However, the growing importance of the New York zone in de- 
veloping foreign commerce, especially over-quota coffee and sugar, 
Brazilian and Peruvian cotton, Latin American canned meat, Sumatra 
tobacco, Chinese and Bolivian tungsten and other similar products, 
have prompted officials of several Gulf ports to take definite steps 
looking toward the establishment of similar facilities in that area. 
For example, applications for grants to establish such facilities have 
been filed by the Harris County Houston Ship Channel Navigation 
District for a zone at Houston, Tex., and the Board of Commissioners 
of the Port of New Orleans. ; 

In addition to those applications from public authorities an applica- 
tion was received during the fiscal year from the Western Hemisphere 
Corporation of New Jersey to establish and operate a foreign-trade zone 
in the Greenville section of Jersey City, Port of New York. 

The board has these applications under consideration, and officials 
of a number of other ports on both the Atlantic and Pacific coasts are 
understood to be giving serious consideration and study to question of 
establishing foreign-trade zones to meet postwar conditions and shifting 
trends in world trade. ... 

To qualify under the law for consideration as a foreign-trade zone 
the area covered by an application, among other things, must have 
adequate ships, docks, wharves, warehouses, loading and mooring 
faciliies where the zone is adjacent to water, and, in the case of an 
inland zone, must have adequate loading, unloading and warehouse 
facilities. This latter provision for inland zones is especially significant 
in the light of the amazing development of air cargo transport. 

The functions performed by a foreign-trade zone are illustrated 
by the handling of Sumatra tobacco in the New York zone. Facilities 
for warehousing and marketing this thin leaf tobacco were erected 
in the New York zone by Dutch growers at a cost of nearly a half 
million dollars. More than $40,000,000 worth of Sumatra and Java 
tobacco have been brought into the zone for storage and sale during 
the past two years. It is understood that a sufficient quantity is on 


hand to meet the needs of the American cigar industry for a number 
of years. 


Great Lakes Ore Movement 


Confidence that the iron ore industry, the lake vessel in- 
dustry and the railroad servicing industry would do all pos- 
sible to meet the tentatively set quota of 95,000,000 tons for 
the 1943 Great Lakes iron ore movement was expressed by War 
Production Board Chairman Donald M. Nelson. 

The 1943 goal is 3,000,000 tons more than the record set 
in 1942, and 15,000,000 tons more than were moved in 1941. 
Prior to 1941, the record was 66,000,000 tons, set in 1916. 

“I realize that we are asking all those concerned with the 
Lakes’ iron ore movement to do a tough job,” Mr. Nelson said, 
“__a job made more difficult by the fact that weather has pre- 
vented us from getting as early a start as we did last year. 

“But to win the war we must have steel; and to have steel, 
we must have iron ore. Our whole war production program, 
from aircraft to submarines, depends on it. A wonderful job 
was done last year, and I am convinced that it will be done 
again. 

“While it has been physically impossible to award an in- 
dividual symbol of merit to everyone concerned, the War Pro- 
duction Board wants all those connected with the iron ore, 
lake vessel, and servicing railroad industries to know of its 
deep appreciation of their unique accomplishments for the war 
effort to date.” 


In connection with the statement of Chairman Nelson the 
W. P. B. said: . 


The size of the task before the industry may be seen from the 
fact that an average of about 400,000 tons of ore must be loaded and 
shipped daily from the upper Great Lakes ports in an average season 
of 240 days to meet the quota. Aiding in the effort to meet the 1943 
goal will be the addition of 16 new carriers to last year’s 306-boat 


fleet. Half of the new ships are scheduled to be in operation by the 
end of this month, and the others after the season’s midway mark 
is reached. 


These new 14,000-ton vessels, which will 
month, probably will offset the fact that the season will open some 
three weeks later than it did last year. On the other hand, increases 
in the movement of other essential commodities also are called for this 
reason and will require greater tonnages of Lake equipment. 

The Lake carriers operate under the direction of the Office of De- 
fense Transportation, which is responsible for providing shipping facili- 
ties for the movement of all essential commodities. 

Dependence of the United States steel industry on the Lake Supe- 
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rior ores is indicated by recent production figures of the iron mining 
industry. Of the output during the years 1941 and 1942, the Lake 
Superior District—embracing Minnesota, Michigan, and Wisconsin— 
accounted for 86.5 per cent. The balance comes principally from two 
southern states, with smaller tonnages originating in the east and west. 

The Lake ores supply virtually all of the blast furnaces in Illinois, 
Indiana, and Ohio, some in Pennsylvania and New York, and those in 
the Lake Superior District itself. The ores must be transported dis- 
tances ranging from 300 to 1,000 miles. Most of it goes first by rail to 
an upper Lake port, where it is loaded on the boats for the trip south- 


ward or eastward to lower Lake ports. It then moves by rail to the 
steel plants. 


FLORIDA BARGE CANAL 


A subcommittee of the Senate appropriations committee, 
in a closed session April 15, heard testimony relative to Sena- 
tor Pepper’s proposed amendment to the War Department 
civil functions appropriation bill, to restore to that bill a 
$44,000,000 appropriation, rejected by the House appropriations 
committee, for construction of a barge canal across northern 
Florida (see Traffic World, April 3, p. 823, and April 10, p. 
882). Witnesses heard by the committee included Major Gen- 
eral Summerall, chairman of the Florida Ship Canal Autho- 
rity; Chairman Mansfield, of the House rivers and habors com- 
mittee, and Henry Buckman, engineering counsel for the 
Florida Ship Canal Authority. Major General Reybold, chief 
of army engineers, and Major General Robins, of the army 
engineer corps, also attended the hearing. Senator Thomas, 
of Oklahoma, as chairman of the subcommittee on War De- 
partment appropriations, presided. 

Asked, in a press conference April 15, why he opposed the 
Florida barge canal project, Petroleum Administrator Ickes 
said the canal could not be regarded as “one more means” of 
relieving the eastern oil shortage. He cited testimony by Major 
General Reybold, chief of army engineers, that two years 
would be required for construction of the canal. A pipeline, 
he said, would require much less critical materials than the 
canal and the barges and towboats that would operate over it, 
and, he added, a pipeline would transport a larger quantity 
of petroleum products than could be moved over the canal. 
Deputy Administrator Davies, answering a question as to how 
long it would take for a tow of barges to move from Texas to 
New Jersey, said it was his recollection that 50 or 60 days 
would be required for the one-way trip. 





TRANSSHIPMENTS AT CANAL ZONE 
The Maritime Commission, by an order in No. 620, Re- 
strictions on Transshipments at Canal Zone Under Agreement 
No. 3302, has extended to April 26 the time allowed the mem- 
bers of the Association of West Coast Steamship Companies to 
agree, without reservation, on divisions in accord with the find- 
ings of the decision of the commission of Feb. 9, 1941, in this 


proceeding, and to file copies or memoranda of their co-carrier 
agreements. 


NEW JERSEY-DELAWARE CANAL 


Opposition by Governor Edison, of New Jersey, to proposed 
construction of a ship canal across New Jersey under authority 
of H. R. 2208 and its companion bill, S. 782 (see Traffic World, 
March 27, p. 759), is shown in correspondence reproduced in 
the Congressional Record by Representative Eaton, of New Jer- 
sey, including a letter from Governor Edison to Chairman 
Mansfield, of the House rivers and harbors committee. Among 
other things, Governor Edison asserted that “in view of the 
years required for construction and the impossibility of obtain- 
ing the necessary materials, I cannot see by what stretch of the 


imagination this project could be considered as one of urgent 
war necessity.” 


ST. LAWRENCE WATERWAY 

Calling attention to companion bills introduced by him and 
Representatives Culkin, of New York, and Wasielewski, of 
Wisconsin, for authorization of the Great Lakes-St. Lawrence 
seaway and power project (see Traffic World, March 27, p. 
756), Representative Pittenger, of Minnesota, said in an exten- 
sion of his remarks in the Congressional Record that “author- 
ization of this project has been recommended anew by the Sec- 
retary of War, the Secretary of the Navy, and the chairman of 
the War Production Board, as well as by the President and the 
governors of leading states, regardless of party” 

“IT am, therefore, confident that the bill will receive the 
prompt and favorable consideration it deserves, as a measure 
which comes here under non-partisan sponsorship, already ap- 
proved by a committee of the House, acting upon the recom- 
mendations of the appropriate departments and war agencies 
of our government,” he said. 

Questioned as to his statement that authorization of the 
St. Lawrence project had been recommended “anew” by gov- 
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ernment officials, Representative Pittenger said it was basg 
on information believed by him to be reliable as to “behing. 
the-scenes” moves. He was not referring to any public state. 
ments or action, said he. f 
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CAR FERRY BARGE ORDER 


The Commission, division 3, has issued amendment No, } 
to Service Order No. 114, which involved the delivery by Chj 
cago, Milwaukee, St. Paul & Pacific Railroad Co. of all car 
having origin on, and routed via, its lines to the Great Norther 
Railway Co., at Seattle, Everett, or Bellingham, Wash., fo 
movement by rail between Bellingham, on the one hand, ani 
Seattle, or Everett, on the other, when such cars would ordj. 
narily have moved on the Milwaukee’s car ferry barges betwee; 
those points (see Traffic World, April 3, p. 812). The amend. P; 
ment broadens the order to include freight traffic interchangei§ 4 new 
with connections on the Milwaukee. » charte 
» ject 
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CAR FERRY SERVICE ORDER 


The War Shipping Administration, on request of the Offic 
of Defense Transportation, having requisitioned the car ferry 
operating between Mackinaw City and St. Ignace, Mich., ty 
be used in ice-breaking service, the Commission, by Servic 
Order No. 118, has directed the Pennsylvania, the Michigan 
Central, the New York Central, and the Duluth, South Shor 
& Atlantic to forward traffic routed over their lines between 
the points named by routes most available to expedite its 
movement and prevent congestion. This was to be done, the 
order said, without regard to the routing of the traffic mad T 
by shippers or by carriers from which the traffic was received} 44 45 
and without regard to the ownership of the cars. leum 

The order said that as that disregard of routing was} Cana! 
deemed to be due to carriers’ disability, the rates should be from 
those applicable at date of shipment over the routes designated J spect 
by shippers or by carriers from which the traffic was received. and | 
In executing the directions of the Commission, the order said} to py 
that common carriers affected should proceed, even though no 
division agreements were in effect, over the routes authorized, 
and that divisions should be, for the period of the order’s 
effectiveness, voluntarily agreed upon by the carriers. On the Th 
failure of the carriers to agree, the order said that the divi- 3281 
sions would be hereafter fixed by the Commission. If division § Sct 
agreements now exist on the traffic affected, it said, over the § Ports 
routes authorized by the order, they should not be changed} !Te 
or affected by the order. comn 


W. S. A. AND SMALL SHIPS’ RATES 


By issuance of supplement No. 2 to its general order No. 
29, the War Shipping Administration has extended the applica-f the | 
tion of maximum rate ceilings with respect to ships of less than} auth 
1,000 gross tons, operating under ship warrants, whose opera-f oper; 
tors file voyage accounts with the W. S. A., from April 3 to July the ] 
3 (see Traffic World, March 6, p. 558). 


LEND-LEASE AND USE OF U. S. SHIPS 


Most of the ships used in transporting lend-lease materials 
to Russia returned empty, while the ships that transported such 
materials to England were loaded primarily with Scotch whis- 
key on their return trips, said L. A. Wheeler, director of the 
Office of Foreign Agricultural Relations, Department of Agri- 
culture, in testimony before a subcommittee of the House ap- 
propriations committee, in connection with the Agriculture De- 
partment appropriation bill. The committee print of the hear- 
ings was made public as it reported the bill, H. R. 2488, April 13. 

Representative Tarver, of Georgia, chairman of the sub- 
committee, asked Mr. Wheeler at the hearing whether the ships 
returning from Russia were loaded or empty. 

‘They come back empty, most of them,” said Mr. Wheeler. 
“They get back as fast as they can, especially those that go 
into northern Russia, Archangel. They don’t stop to pick up 
anything. They did try picking up some phosphate last summer, 
but there was constant bombing and they did not feel like 
sticking around and risking the loss of the ships to pick up 
phosphate rock. I don’t happen to know what, if anything, |S 
brought back on the ships that go to Siberia.” ; 

As to ships returning from England, Mr. Wheeler said he 
did not doubt that textiles of some kinds, including some woolen 
goods, were carried, in addition to Scotch whiskey, but, he 
added, the shipments back from England came in boats that 
were very lightly loaded—‘they don’t have the stuff over there 
to spare.” He testified as representative of the Secretary of 
Agriculture on the Combined Food Board of Great Britain and 
the United States. He said that board was working in close 
cooperation with the War Shipping Administration. He said 
that phosphate for fertilizer was the United Kingdom’s greatest 
need and that in 1942 the United States shipped over 400,000 
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tons Of phosphate, one-third of that amount in the form of 


triple superphosphate, to the United Kingdom. 


EXPLOSIVES ON VESSELS 

Rear Admiral Waesche, commandant of the coast guard, 
has announced amendment of the coast guard regulations re- 
lating to transportation or storage of explosives or other dan- 
gerous articles or substances, and combustible liquids, on board 
yessels. The amendments appear in the April 13 issue of the 
Federal Register. Copies may be obtained from the Superin- 
tendent of Documents, Government Printing Office, Washing- 
tin, D. C. 


M. C. SHIP CHARTER REVISION 


Proposals of the War Shipping Administration to substitute 
anew form of time charter or bareboat charter for the existing 


» charters of vessels operated for its account constituted the sub- 
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| ject matter of conferences between ship owners or their repre- 


sentatives and W. S. A. officials, April 12 and 13, it was learned 
from a dependable source. The W. S. A. made no announcement 
about the conferences. It was stated, April 13, that the forms of 
charters for various types of ship operations were discussed. 
It was said that there were indications that the W. S. A. would 
attempt to obtain, under the revised charters, reductions of the 
existing charter rates, and that the ship owners would oppose 
such reductions. 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate advices 
4445 and 46, authorizing listed rates on petroleum and petro- 
leum products, from east coast of Colombia to the Panama 
Canal Zone, from Venezuela to Netherlands West Indies, and 
from east coast of Colombia to Netherland West Indies, re- 
spectively. It has issued rate order No. 179, covering petroleum 
and petroleum products in bulk from Netherland West Indies 
to Puerto Rico. 


U. S—PUERTO RICO SERVICE 
The Maritime Commission has issued special permission No. 
3281 permitting operators of U. S. vessels of limited or re- 
stricted registry, engaged in the U. S. coastwise trade between 
ports in the United States and ports in Puerto Rico under 
Treasury Department permission, to file their rates with the 
commission on one day’s notice. 


FEDERAL BARGE LINES OPERATIONS 


Senator Pepper, of Florida, has introduced S. 987, to amend 
the Inland Waterways Corporation Act as amended so as to 


| authorize the Secretary of War to extend the services and 


operations of the Inland Waterways Corporations, operator of 
the Federal Barge Lines, to Pensacola, Fla. 


CONTROL OF EXPORTS AND IMPORTS 
The Office of Exports of the Board of Economic War- 
fare has issued current export bulletin No. 89 containing infor- 
mation on “program license for certain British Empire des- 
tinations.” 
The Office of Exports has issued current export bulletin 
No. 90, covering list of commodities deemed non-essential by 


oy and for which no licenses will be issued, and other sub- 
jects. 


WAIVER OF COASTWISE LAWS 


_ Herbert E. Gaston, Acting Secretary of the Treasury, has 
sued an order waiving compliance with the provisions of the 
coastwise laws of the United States to the extent necessary to 
permit, under specified conditions, any U. S. vessel of 50 gross 
tons or over which is under limited or restricted registry to 
transport merchandise between points in Puerto Rico and points 
othe Atlantic or Gulf coasts of the United States. 


LOCOMOTIVE INSPECTORS’ ALLOWANCES 


The House appropriations committee has reported H. J. 
Res, 115, a deficiency appropriation measure introduced by 
Representative Cannon, of Missouri, including $11,700 for the 
terstate Commerce Commission, for use by its Bureau of 
motive Inspection. A request by the President for this 
appropriation contained a letter addressed to the President by 
udget Director Smith, setting forth the information that the 
‘timate was to provide for “the increased costs of travel and 
the need for maintaining the volume of travel which must be 
berformed by locomotive inspectors in the inspection of in- 
teased rolling stock of carriers under the war program.” 





International Air Problems 


The problem of international air commerce for the future 
was “what kind of common sense arrangements can be made 
by nations for commercial use of the air, mutually satisfactory 
to all concerned,” Chairman L. Welch Pogue of the Civil Aero- 
nautics Board told the “Aviation Day” meeting of the Greater 
Twin Cities chapter, National Aeronautics Association at Min- 
neapolis, Minn., April 9. 

Suggesting four plans under which international commer- 
cial aviation of the future might develop, Mr. Pogue suggested 
that the nations of the world become parties to an agreement 
granting each other what he termed “the right of commercial 
air transit,” which he defined as the right of commercial air- 
craft to fly through the airspace of any nation which has agreed 
to such an arrangement, in order to reach those points in other 
countries where, by agreement, commercial aircraft had the 
right to land to discharge freight or passengers, or to load such 
traffic. These points Mr. Pogue called “commercial outlets.’ 

To meet the objection that commercial aircraft might be 
used for espionage purposes, he suggested that each country 
would be permitted to designate areas over which such aircraft 
might not fly, while minimizing the likelihood that international 
commercial aircraft would be used for those purposes. 

“Our own enlightened self interest,” said Mr. Pogue, “and 
that of all other nations, requires that, as a part of aviation’s 
future international arrangements, a world charter be given to 
aviation now, by granting generally this right of commercial 
air transit. Such a charter, flexible like our own constitution, 
would constitute a worldwide framework facilitating the future 
establishment of commercial outlets at all points where future 
world developments may make them desirable.” 

Any Yankee trader, said he, knew that the only routes that 
would count would be those to industrial centers where busi- 
ness was good, but pointed out that ‘‘we are looking at an age 
ahead—not just today. And many of these possible routes even 
now are rich in promise.” 

A glance at a polar projection map, he said, would dis- 
close that Canada and the United States, and Russian and 
China, were in comparable situations in certain respects in their 
hemispheres. It was obvious, said he, that the “new geography,” 
using the shortest possible great circle courses, was and would 
continue to be a powerful determinant of economic and com- 
mercial interests in the air era. On this solid foundation firmly 
rested the conclusion that the United States and Canada on the 
one hand, and Russian and China on the other, should strongly 
support the establishment of the right of commercial air transit 
on a worldwide basis, he said, adding that “the United States 
lies on Canada’s shortest route to Mexico, Central America, 
South America, and the Caribbean area. China occupies a some- 
what similar position with respect to Russia’s shortest route to 
southeast Asio. Alaska lies athwart Canada’s probable route 
to all Asia Canada in turn lies under our great circle courses 
to both Asia and Europe. And Russia extends along all the 
north and much of the west of China.” 

By what fantastic logic, he asked, was it to be assumed 
that Russia or the United States would choose to sit back ‘‘on 
their respective haunches and, in wide-eyed amazement liter- 
ally watch the world go by?” Was it to be assumed, he asked, 
that Russia or any of these nations would decline to partici- 
pate to the fullest possible extend in international air com- 
merce? 

In order to obtain rights for themselves, he said, the British 
commonwealth, Russia, China, and other nations, including the 
United States, would be required to permit the operation of 
foreign planes over a portion of their territories, each retaining 
the right to designate areas over which no planes would be per- 
mitted to travel, and the right to designate the airports which 
might be used by foreign planes for refueling and other tech- 
nical purposes. 


Roof-to-Roof Air Service 


A plan of Northeast Airlines, Inc., to put into service 
helicopters for the transportation of property and mail between 
certain post offices, railroad stations and airports in New Eng- 
land and New York has been laid before the Civil Aeronautics 
Board for approval. 

The company, in an application to the board, docketed as 
No. 871, for a permanent certificate of public convenience and 
necessity authorizing such service, proposes to operate heli- 
copters or such other aircraft as may be capable of landing on 
the roofs of post offices or railroad stations or on areas as 
small as 100 feet square, near or adjacent to the post offices 
and railroad stations involved or near to or within the central 
area of the communities served. Four hundred and seven 
points are proposed to be served, 95 in Connecticut, 66 in Maine, 
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136 in Massachusetts, 44 in New Hampshire, 14 in Rhode Is- 
land, 35 in Vermont and 17 in New York. 

This is the first time am airline has applied to the board 
for approval of the use of helicopters, although, it was pointed 
cut by the board, Eastern Air Lines, Inc., under the experi- 
mental air mail act of 1938, successfully operated an autogiro 
service between Camden, N. J., and Philadelphia, Pa., a serv- 
ice similar to helicopter service. The autogiro service, initially 
in its experimental stage, however, continued for approximately 
2 years. Its discontinuance followed opening of the munic- 
ipal airport at Philadelphia. It was pointed out that this auto- 
giro service, between Philadelnhia and Camden, a distance of 
six miles, took approximately five minutes as compared with 
- minutes by truck, the autogiro being able to carry 250 pounds 
of mail. 

The only plane presently available for the service as pro- 
posed by Northeast, it is understood, is the helicopter designed 
by Igor Sikorsky. This craft has a cruising speed of 75 miles 
and top speed of about 115 miles an hour. It can hover motion- 
less in the air at any altitude although the designer has not 
flown it at a ceiling more than 5,000 feet. It is understood that 
the army recently contracted for a large number of these 
planes to be used in military work. Sikorsky, according to 
the board, has stated that he could produce 20 passenger heli- 
copters with top speed of 150 miles an hour for post-war com- 
mercial operations and is confident of their dependability and 
operational ability. 

The service proposed by Northeast is generally in ter- 
ritory already served by the carrier; however, it also operates 
between Boston and the Canadian border. The airline recently 
applied to the board for transatlantic service from Boston to 
Moscow, via Newfoundland and London, planning to operate 
four-motored planes when available, in the carriage of pas- 
sengers, mail and express. An application to extend its pres- 
ent service between Boston and New York is pending before 
the board. 


CANADIAN AIRLINE POLICY 


Trans-Canada Air Lines, through its press service at New 
York City, has called attention to a statement by Prime Min- 
ister Mackenzie King, of Canada, outlining the Canadian gov- 
ernment’s aviation policy and including the declaration that 
“the government sees no good reason for changing its policy 
that Trans-Canada Air Lines is the sole Canadian agency which 
may operate international air services.” The statement also 
contains the assertion that “within Canada, Trans-Canada Air 
Lines will continue to operate all trans-continental systems, 
and such other services of a main-line character as may from 
time to time be designated by the government,” and a further 
declaration that competition between air services over the same 
route in Canada will not be permitted, whether between a 
publicly-owned service and a privately-owned service or be- 
tween two privately-owned services. Prime Minister King said 
that the development of supplimentary routes would continue 
to be left to private enterprise, “unless considerations of public 
interest indicate that certain of these routes should be desig- 
nated by the government as routes to be operated by T. C. A.” 


AIR TRANSPORT REGULATION 

The text of a resolution adopted by the Public Service 
Commission of South Carolina, opposing enactment of H. R. 
1012, the Lea bill to amend the civil aeronautics act, on the 
ground that it would “altogether destroy the power of the state 
of South Carolina to regulate intrastate transportation by air- 
craft,” has been reproduced in the Congressional Record by 
Representative Bryson, of South Carolina. 


AIR MAIL SERVICE 


Post Office Department officials indicated April 12, when 
asked about a report that plans were being made for trans- 
mission of all mail by air as soon as possible, that what they 
were hoping to obtain was an increase in the number of planes 
hv’ which air mail might be dispatched. They pointed out that 
the number of mail planes had been greatly reduced on account 
of the war. They indicated that the question of transporting 
all mail by plane was not being actively considered at this 
time a of the fact that there was a shortage of planes for 
air mail. 


AIR STATISTICS 
Statistics comviled by the Civil Aeronautics Board from 
monthly reports of 18 commercial air carriers disclosed that 
in January of 1943, passenger, mail and express loads showed 
considerable increases over the same month in 1942, although 
the carriers flew nearly 4,000,000 miles less. 
The board said that the 18 carriers, one of which was 
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an American flag carrier operating in the Hawaiian Islands Bf ai 
flew somewhat more than 86 per cent of the mileage schedule 
for January, 1943, for a total of 7,489,040 miles carrying a Pu 
average load of 13 passengers, 614 pounds of mail, and 2%  railro 
pounds of express “per plane,” an increase of nearly 4 pasftion W 
> 383 pounds of mail and 146 pounds of express “pe iPelley, 
plane.” : 
In January, 1943, mail pound-miles amounted to 4681) 
676,063, an increase of 2,082,762,275 over the same period ip 
1942, and express pound-miles totaled 2,137,328,581, an increas 
of 625,260,932 over January, 1942, the board said. 
Statistics on commercial air carrier operations, Covering 
traffic and financial monthly totals, will henceforth be mad 
public beginning with January, 1943, said the board, adding 
that it expected total monthly traffic and financial figures fo 
the 18 commercial air carriers, individually and collectively 
would be available approximately one month to six week 
after operation. 



































MEMPHIS-GREENVILLE AIR ROUTE 

Dismissal of an application of Eastern Air Lines, Ine. 
for amendment of its certificate for route No. 40 so as to ay. 
thorize air transportation of persons, property and mail ly. 
tween Memphis, Tenn., and Greenville, S. C., via Muscle Shoak 
Ala., Huntsville, Ala., and Chattanooga, Tenn., has been re. 
ommended by Examiner Berdon M. Bell, of the Civil Aero.f 45 ot 
nautics Board, in a proposed report in No. 423, Eastern Air} ‘Tease 
Lines, Inc.—Memphis-Greenville Operation. He said the prof “4 
posed route would not foster competition that would be inf ucts a 
keeping with the developmental objective set forth in section} 1941, 
2 of the civil aeronautics act. castin 
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GENERAL BOX AIRPLANE WING CRATE 


Airplane wing assemblies are being shipped from a mid. 
west plant in specially designed crates made by the General 
Box Company. The crate is made rigid with a 1 by 4 inch 
collar attached to the outside and frames placed one-third the 
distance from each end. The wing assemblies are wrapped in 
kraft paper and cushioned in excelsior inside the crate. It js 
wirebound. The design, according to the box makers, makes 
for speed in packing and unpacking and safety in shipment. 
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AIR TRANSPORT REGULATION 

Colonel Edgar S. Gorrell, president, Air Transport Asso- 
ciation, has issued a statement directing attention to studies 
the association thinks should be made by the Civil Aeronautics} ' $2 
Board and authority for which is contained in the Lea civil} 2c 
aeronautics bill pending in the House (see Traffic World, Feb.) : 
20, p. 420). These studies, said he, should cover the advan-f total 
tages of transporting all classes of mail by air wherever de-f 1941. 
livery would be speeded; transporting cargo by air; adequate} drug 
meteorological development and service; development of air-} and 
ways and airports, and improvement in the types of air navi-f grea: 
gation and communication facilities. The studies, said he,} 727,0 
should be made in preparation for post-war aviation develop-} supp 
ments. for ¢ 

“It will not be long after the close of the war, if we plan 
wisely, before the air transport industry is physically able to 
transport all, or a large share of, mail by air wherever de- 
livery would be speeded,” said he. 

Cargo air transportation would be widespread after the 
war, he asserted, adding that the great bombing raids of today 
“are nothing more nor less than costly and terrifying experi- 
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ments in the transportation of cargo by air.” ing 
—————_ wee] 
W. P. B. MATERIALS PLAN pe 

The War Production Board April 14 issued an amended 
preference rating order P-142 to provide for a steady flow of 
materials entering into the operations of transportation systems 
in the time required for the changeover from preference rating 
order P-88, which was superseded by P-142 on April 5, 1949, 
(see Traffic World, April 10, p. 866). In explanation it said: 

Under P-142 as originally issued, operators would technically have Pa 
been unable to extend a preference rating until they had applied for oa 
and received a serial number under the new order. Also, P-142 re a 
quires the use of Form PD-844, in place of Form PD-351, which was Per 
used under Order P-88. 

The amended regulation provides that until an operator receives fe 
his serial number under the new order he may use on the certification 
which must accompany an order for maintenance, repair and operating Per 
supplies the CMP allotment symbol MRO-P-88 plus his serial number Pep 
under P-88. : Per 

Likewlse, the amendment provides that to the extent that am Per 


operator continues to receive ratings and authorizations on Form ee 
351 for the second quarter of 1943, PD-351 shall be considered equivale 


Per 
to PD-844. 
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Railroad Purchases 


Purchases of fuel, materials and supplies made by the Class 
jrailroads of the United States in connection with their opera- 
tin were greater in 1942 than in any year since 1929, J. J. 
Pelley, — of the Association of American Railroads, has 

ounced. 
am“Such purchases in 1942 totaled $1,259,811,000 an increase 
of $98,537,000 compared with 1941,” said he. “In 1929 purchases 
of fuel, materials and supplies totaled $1,329,535,000. 


“Class I railroads in 1942 expended $426,335,000 for fuel 
compared with $349,765,000 in 1941. For bituminous coal only, 
their purchases totaled $312,787,000, an increase of $53,459,000 
compared with the preceding year, while for anthracite, they 
totaled $3,090,000, a decrease of $963,000 compared with 1941. 
purchases Of fuel oil in 1942 amounted to $99,767,000 compared 
with $77,017,000 in the preceding year. For gasoline, there was 
Pan expenditure of $5,550,000 in the past year, while for all 
other fuels, including coke, wood, and fuel for illumination, 
expenditures amounted to $5,141,000. 


“Purchases of forest products amounted to $115,227,000 
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as ton} in 1942 compared with $103,771,000 in 1941. For cross ties, 
1 mail ~ including switch and bridge ties, the railroads expended $71,- 
Cle Shoals | 188,000 in 1942, an increase of $15,130,000 above such expendi- 


tures in 1941. Purchases of lumber, including timber as well 
‘as other forest products, amounted to $44,039,000, or a de- 
crease Of $3,674,000 below the preceding year. 


“Class I railroads, in 1942 purchased iron and steel prod- 
‘ucts amounting to $433,089,000 compared with $456,147,000 in 
1941, or a decrease of $23,058,000. For locomotive and car 
castings, beams, couplers, frames and car roofs, the railroads 
spent $61,359,000 in 1942 compared with $67,501,000 in the 
preceding year. Purchases of steel rail, including new and 
second-hand except scrap, amounted to $55,647,000 in 1942 
compared with $52,234,000 in the preceding year, while for 
track fastenings, track bolts, spikes, and other such materials 
used in connection with the laying of rails, the railroads ex- 
pended $53,349,000 which was an increase of $1,609,000 above 
the preceding year. 


“For wheels, axles and tires, the railroads expended $41,- 
501,000 compared with $36,913,000 in the preceding year, and 
for bar iron and steel, spring steel, tool steel, unfabricated 
rolled shapes, wire netting and chain, boiler, firebox, tank and 
sheet iron and steel of all kinds their expenditures amounted 
to $27,120,000 compared with $49,491,000 in the preceding year. 
Purchases of interlocking and signal material in 1942 amounted 
to $21,245,000 and for standard and special mechanical appli- 
ances for locomotives, $18,730,000. 


“Miscellaneous purchases made by the Class I railroads 
totaled $285,160,000 in 1942 compared with $251,591,000 in 
191. Coming under this heading were $39,617,000 for glass, 
drugs, chemicals, including chemicals for timber treatment, 
}and painters’ supplies; $26,102,000 for lubricating oils and 
grease, illuminating oils, boiler compound and waste, $19,- 
727,000 for stationery and printing; $39,938,000 for commissary 
supplies for dining cars, camps and restaurants; $20,055,000 
for electrical materials; $16,553,000 for ballast; $9,341,000 for 
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‘Revenue Freight Loading 


Revenue freight loading the week ended April 10 totaled 
789,018 cars, according to the Association of American Rail- 
roads. This was 16,885 cars or 2.2 per cent above the preced- 
ing week, 25,078 cars or 3.1 per cent under the corresponding 
week of 1942, and 109,210 cars or 16.1 per cent above the cor- 
responding week of 1941. Statistics prepared by the A. A. R. 
car service division follow: 
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Live 

stock 
13,765 
23,247 


Grain and 
grain prod. 
41,959 
33,861 
33,696 
43,326 

23.9 


Coal 
173,831 
160,611 
10,788 31,592 
13,859 157,457 

23.8 8.2 


DRE POROUS: ..6.<:5:<<5.650-si0-0-00 
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23.4 


196,422 
172,565 
161,250 

13.8 


2,533,020 

2,344,512 
2,090,571 

be cent increase over............ 1942 8.0 
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Per cent to 15 year average, 114.1. 
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passenger car trimmings; and $16,192,000 for locomotive, train 
and station supplies.” 


Railroad Expenditures 


“Capital expenditures for equipment and other improve- 
ments to railway property made by Class I railroads in 1942 
totaled $534,897,000, a decrease of $8,124,000 below those made 
in 1941,” the Association of American Railroads has announced. 
“Except for the preceding year, capital expenditures were 
greater than in any year since 1930 when they amounted to 
$872,608,000. 

“Of total capital expenditures made in 1942, $349,374,000 
were for locomotives, freight-train cars, passenger-train cars 
and other equipment and $185,523,000 for roadway and struc- 
tures. Capital expenditures in 1942 for equipment were $18,- 
194,000 below those in 1941 but expenditures for roadway and 
structures were $10,070,000 above the preceding year. 

“Expenditures for freight-train cars in 1942 totaled $201,- 
112,000 compared with $245,713,000 in 1941. For locomotives, 
Class I railroads expended $113,834,000 in 1942, compared with 
$80,607,000 in 1941. Expenditures for passenger train cars 
amounted to $24,075,000 in 1942 compared with $29,544,000 in 
the preceding year. For other equipment, the railroads in 
1942 expended $10,353,000, a decrease of $1,351,000 below the 
amount spent for that purpose in 1941. 

“Of the $185,523,000 spent for roadway and structures, 
more than half was used for improvement of tracks and sidings. 
For additional track, capital expenditures in 1942 totaled 
$6,235,000 compared with $3,781,000 in the preceding year. For 
yards and sidings, expenditures in 1942 totaled $43,330,000 
compared with $25,374,000 in the year before, and for heavier 
rail the railroads spent $33,100,000, or a decrease of approxi- 
mately $3,000,000 under such expenditures in 1941. In addition, 
the railroads spent $5,487,000 for additional ballast and $21,- 
471,000 for bridges, trestles and culverts. Expenditures for 
shops and engine houses in 1942 amounted to $13,623,000, or 
a decrease of $300,000 under the year before, and for station 
and office buildings and other station facilities $10,623,000, 
which was slightly less than spent for that purpose in 1942. 
For signals and interlockers including telephone and telegraph 
lines and automatic train control, they expended $16,261,000 
in the past calendar year, or an increase of $2,822,000 above 
1941, and for other improvements $35,393,000, which was a 
reduction of approximately $11,000,000 compared with the 
year before.” 

Capital expenditures made annually by the Class I rail- 
roads in the past eleven years follow: 1942, $534,897,000; 
1941, $543,021,000; 1940, $429,147,000; 1939, $262,029,000; 1938, 
$226,937,000; 1937, $509,793,000; 1936, $298,991,000; 1935, $188,- 
302,000; 1934, $212,712,000; 1933, $103,947,000; 1932, $167,194,- 
000; 1931, $361,912,000; and 1930, $872,608,000. 


Western Railroad Needs 


Unless motive power and manpower shortages on the trans- 
continental, intermediate, and west coast terminal railroads are 
met, it is ‘quite hopeless’ to expect them to meet 1943 traffic 
requirements, says a resolution adopted by a number of south- 
ern California shipbuilders and aircraft manufacturers at a 
joint meeting of representatives of the manufacturers, repre- 
sentatives of the railroads, the Army and Navy, the Office of 
Defense Transportation and the Interstate Commerce Commis- 
sion, at Los Angeles, January 19, and signed by G. A. Horton, 
traffic manager, California Shipbuilding Corporation, on behalf 
of the shipbuilders, and Vincent M. Smith, executive secretary, 
Aircraft Traffic Association, in behalf of the aircraft manufac- 
turers. Publication was delayed, according to Mr. Smith, “pend- 
ing approval of the Commanding General of the western de- 








Revenue Freight Car Loading—Week Ended Saturday, April 10 
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fense command and the Fourth Army at San Francisco, who, 
in turn, forwarded the resolution to the Chief of Staff at 
Washington.” 

The railroads have done a “commendable job,” says the 
resolution, but their facilities are being used to capacity and 
will not serve to handle the 1943 traffic, because, in that year, 
Army and Navy traffic on the transcontinental lines ‘“‘may reach 
four to five times their 1942 requirements, resulting at times 
in a paralysis of all other traffic.” Ship and airplane produc- 
tion in southern California will rise “by an estimated 25 to 65 
per cent” over 1942, it says. Some of the western carriers are 
now short of motive power and manpower, it adds. 

Because of these conditions, the resolution “recommends 
and urges” that additional equipment, materials and motive 
power be allocated to the railroads involved; that relief be 
granted to them “from the loss of irreplaceable men to the 
Army, Navy, and other industries, through draft or otherwise’; 
that “railroad mechanics, machinists, train and yard crews, etc., 
taken by the draft or enlistment in the Army or Navy be re- 
turned to the railroads vitally in need of such men,” and that 
a “centralized train control be established on all single-track 
lines to give as nearly as possible the benefit of a double track 
system in order to speed up the movement of traffic and ton- 
nage for which the need is critical.” 

The names of the following shipbuilders and aircraft manu- 
facturers appear on the resolution: 


California Shipbuilding Corporation; Los Angeles Shipbuilding 
and Drydock Corporation; Consolidated Steel Corporation; Bethlehem 
Shipbuilding Corporation; Western Pipe and Steel Company, ship- 
building division; Douglas Aircraft Company, Inc.; Lockheed Aircraft 
Corporation; North American Aviation, Inc.; Northrup Aircraft, Inc. 


RAILWAY STATISTICS 


The Commission has issued the text of the fifty-fifth an- 
nual report on statistics of railways in the United States for 
the year ended Dec. 31, 1941, prepared by its Bureau of Trans- 
port Economics and Statistics. The report also includes se- 
lected data relating to other common carriers, except motor 
carriers, subject to the interstate commerce act for the year 
1941. Copies of the text are for sale by the Superintendent 
of Documents, U. S. Government Printing Office, Washington, 
D. C., for 45 cents each. 


RAIL ACCOUNTING AND TAXATION 


Railroads have filed applications with the Bureau of In- 
ternal Revenue for permission to change from retirement to 
depreciation accounting with respect to road property, in con- 
nection with income taxes, in accord with regulations of the 
bureau (see Traffic World, March 20, p. 650). It was pointed 
out that the filing of these applications prior to April 1 pro- 
tected the rights of carriers to make the change if they decided 
later to do so but did not commit them to make the change. 
Railroads have objected to the bureau’s regulations and still 
hope to obtain a revision of them, it is understood. Some of 
the larger carriers, it is understood, did not file applications to 
make the change. 


MOTOR TRUCK PARTS PRIORITIES 


Stating that by its action it was placing all motor carrier 
transportation on an equal footing with respect to the obtain- 
ing of repair parts, the War Production Board announced that 
it had removed automotive replacement parts and automotive 
maintenance equipment from the list of items to the purchase 
of which preference ratings, assigned under controlled materials 
plan regulations Nos. 5 and 5A, might be applied. 

Heretofore, said the W. P. B., under those regulations pub- 
lic transportation companies were assigned an AA-1 priority 
rating for replacement parts, while agricultural transportation 
was assigned a lower rating. This, it said, gave public trans- 
portation preference over agricultural transportation in obtain- 
ing automotive repair parts, but did not affect the requirement 
that used parts be turned in when new ones were purchased. 
As to maintenance equipment, the regulations previously placed 
filling stations on an equal footing with other automotive main- 
tenance enterprises, the W. P. B. said, adding that “this had 
the effect of increasing potential maintenance equipment pro- 
duction, due to the assignment of high ratings, which would, 
in the eyes of W. P. B., be a misuse of the ratings.” 


TRUCK DELAY PREVENTION AT DETROIT 


L. W. Patterson, district manager, division of motor trans- 
port, O. D. T., and E. M. Hymans, district supervisor of the 
Commission’s motor carrier bureau in Detroit, have sent a joint 
letter to all motor carriers serving that city announcing that 
they “have arranged a uniform method of reporting delays” 
in the loading and unloading of trucks. The plan is “concurred 
in and installed at the request of Major Arnold H. Vey, district 
transportation officer, U. S. Army,” they say. 
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Truck operators are requested to report to Mr. Patterson's 
office each time a shipment of 10,000 pounds or more or a 
loaded or empty trailer is tendered for unloading or loadin 
before 3:00 p. m. and is detained more than 4 hours before 
release, and to report also “any other delay to highway or city 





In 
truck” the operator considers unreasonable. Reports are to he ® a» 
mailed in on specified forms or may, in emergency, be tele. § special 
phoned. They will be placed “before the executive heads off “i# 8¢ 
offending business firms” by “neutral parties.’” The letter Says ple a 
the names of complaining carriers will not be revealed to those} sem 
offending shippers or receivers. “If all report unreasonable} a de 
situations, shippers will not complain against any carrier,’}} jis wo 
it says. : Th 
The plan is operative in Detroit and the surrounding area} questic 
within 25 miles. or tha 
eres tion h 
CHEVROLET DEALER REMODELS TRUCKS on 
Under a contract with the U. S. Army engineers, University No 
Chevrolet, Inc., a Bronx, N. Y., dealer for the Chevrolet motor} %™@** 
division of General Motors Corporation, has undertaken the Traf 
conversion of Chevrolet 114-ton, dual wheel truck chassis from 
an 160-inch wheel base to an 13442-inch wheel base. The chassis | =—_—_ 
intended originally for export trade but now destined for war 
service, are also being equipped by the dealer with platform Liab 
bodies and cabs. At present, production is at the rate of ap. 
proximately 40 vehicles a week. Abe and George Rosenberg, 
owners of the company, are handling all details of the operation, ane 
Sor 
D. F. C. CONTRACT WITH TRUCK LINE point B 
Secretary Jones, of the Commerce Department, has an- | custom 
nounced that the Defense Plant Corporation, a subsidiary of } loading 
the Reconstruction Finance Corporation, has executed a con- [tion the 
tract with Pacific Intermountain Express, of Salt Lake City, | movemé 
Utah, to “provide transportation equipment to be operated in fas bein: 
various western states, at a cost of approximately $155,000.” [the car 
Pacific Intermountain Express would operate these facili- | overed 
ties, title remaining in the Defense Plant Corporation, Secretary into anc 
Jones said. Upt 
ooo measur’ 
POWER TRUCK TIRES ictual | 
The Office of the Rubber Director of the W. P. B. an- et 
nounced April 14 an amendment to order M-15-g which ex- fang ad 
tends the replacement for use period on applications for new } wiginat 
power truck tires from 15 to 30 days. daim w 
“Several additional changes were made bby this amend- again d 
ment, all of a technical nature and designed to clarify the es TO 
definitions described in the original order,’ said the W. P. B. defect { 
“The amended order to M-15-g was issued April 12.” Ou: 
RE tion wh 
Cc. M. F. A. SPRING MEETING good ec 
The Central Motor Freight Association will hold its spring by 
meeting and luncheon at the Morrison Hotel, Chicago, April 26. dee 
Speakers at the luncheon will be Col. Dan C. Hardt, trans- courts 
portation officer, sixth service command, U. S. Army, on “The have tt 
Efficient Use of Motor Carrier Facilities in the War Effort,"} 4) 
and Walter W. Belson, director of rubber research, American es of 
Trucking Associations, on “The Trucking Industry and _ the be thos 
War.” O. G. Davis, coordinator, personnel department, General eoods. ' 
Motors Corporation, will discuss personnel problems. of fact 
ee If 1 
Oo. W. Il. TRANSPORTATION FILM a leaky 
The Office of War Information has announced that its film, “~ fur 
“Right of Way,” depicting the story of the nation’s transporta- J” ordi 





tion services in wartime, was released April 15 for showing In 
15,000 theatres. Featured in the film is Director Eastman, who 
explains in a commentary that transportation inconveniences 
which the public must suffer in wartime are evidence that}! 
transport agencies are “getting through with the goods.” The 
film tells in story form how delays and shortages in civilian 
passenger transportation result from truck, train, and plane 
operations in connection with war freight and passenger traffic. R 





Digest of New Complaints 





MC C-365, Dixie Freight Lines, Inc., Atlanta, Ga., vs. George Strang¢ §) 
Freight Lines, Inc., Birmingham, Ala. 

Alleges that defendant is withholding divisions of joint through 
charges in excess of $1,000, on shipments since April 4, 1942, to and 
from points in Georgia, North Carolina and South Carolina, and 
points in other states, in violation of section 216(c). Asks cease 
and desist order, and reasonable practices. (C. E. Walker, Gen- 

eral Traffic Manager, 35 Memorial Drive, S. E., Atlanta, Ga.) 
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- Or a * , 
eating} Questions and Answers 
efor 
or city In this column will be answered questions of both legal and 
: to be § practical nature that confront persons dealing with traffic. A 
e tele. specialist on interstate commerce law, who is a member of our spe- 
| cial service department, will give his opinion in answer to any sim- 
ads of | gle question relating to the law of interstate transportation of 
-T Says | freight. The same man, with long experience and wide knowledge, 
0 those will answer questions relating to practical traffic problems. We do 
sOnable}, got desire to take the place of the traffic man but to help him in 
arrier,”) his work. ' 
: The right is reserved to refuse to answer in this column any 
1Z area question, legal or traffic, that it may appear to us unwise to answer 
' or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 
iversity No attention will be paid to anonymous communications or 
) questions from nonsubscribers. 
t motor Address Questions and Answers Department, 
<en_ the Traffic Service Corporation, Earle Building, Washington, D. C. 
sis from 
chassis LLL LST ITIL LLL LDL AL LEED DEEL TELE DELI, 
for war 
latform Liability of Carrier for Loss from Tank Car Furnished 
> of ap- by Shipper 
088. Arkansas.—Question: Will you please advise us on the fol- 
‘} lowing problem. 

Sometime ago we shipped a tank car of oil from point A to 

pint B, routed over the lines of three railroads. It is the usual 
has an- custom of all refineries to inspect all tank cars before and after 
diary of }loading and it is an Interstate Commerce Commission regula- 
1 a con-}tion that railroads also inspect tank cars before beginning the 
ke City, | movement. In our particular case, the tank car was discovered 
‘rated in §3s being in a leaky condition when the second carrier received 
5,000.” the car from the first carrier. When the second carrier dis- 
se facili. Fovered that the car was leaking, the contents were transferred 
secretary Jitto another car and sent on to its final destination. 

Upon arrival of the car at destination, consignee took a 
measurement of the car and submitted an affidavit, showing the 
actual loss of oil. Of course, we credited our customer with this 
loss and filed claim with the second carrier on whose line the 

. B. an- fcar was found leaking. The second carrier declined the claim 

yhich ex- fand advised as reason, that same should be filed with either the 

for neW | originating carrier or the delivering carrier. We then filed the 

(aim with the originating or the first carrier and the claim was 

$s amend- again declined, their reason being that the condition of the car 

arify the }was no responsibility of the railroads, and further, that any 
W. P. B.} iefect found to exist was the owners responsibility. 

Our contention is, that since the car was in perfect condi- 
tion when loaded and was accepted by the first railroad as in 
god condition, the defect was occasioned by rough handling 

; i by the railroads. 
= =| of We shall appreciate your advising your opinion on the 
at Pp router above case, and if there has been any decision rendered by the 
on “The courts or the Commission on similar cases, we should like to 
Effort,” have this information also. 
gree wel _ Answer: In order to hold a carrier liable in damages for 
and thei of goods from a tank car furnished by the shipper it must 
t. General shown that the carrier was negligent in its transportation of 
’ —— or not the carrier was negligent is a question 
of fact. 

If the carrier was not negligent in transporting the car in 

aleaky condition and the loss resulted from a defect in the 
at its film, {‘“ furnished by the shipper, which defect was not discernible 
‘ransporta- y ordinary observation or such inspection as can readily be 
showing in}, the carrier is not liable for the resulting loss. 
tman, who’ It has been held, however, that to relieve a carrier, not 
nveniences § "lng, furnishing or supervising the loading of a car of oil, 
dence that} examining it for latent defects, from its common law lia- 
pods.” The filly for safe delivery on the contents, the burden is on it to 
in civilian {Me such defect and the reason therefor. See Central of 
and plane §“rgia Ry. vs. Chicago Varnish Co., 53 Sou. 832; A. & V. 
ger traffic. §*). Co. vs. American Cotton Oil Co., 249 Fed. 311; A. G. S. vs. 


Mortis & Co., 249 Fed. 312; also American Cotton Oil Co. vs. 
Wis, 224 Pac. 23. 


Frustrated Export Freight 


, New York.—Question: I would appreciate your opinion on 
* following: 

The tariff on demurrage rules and charges, apparently has 
rge Strange # Provision for cars for export, held for extensive periods due 


‘tequisitioning vessels by our government or those of foreign 
int through Bltions. 


jor ang = ane recently received demurrage bills totalling $150.00 on 
Lr ’ 


Asks cease Hi. ‘ars shipped to the port of export in sufficient time for 
alker, Gel “ding on the steamer on which freight space had been booked. 
A, Ga.) 
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However, this vessel was withdrawn by the foreign government 
under whose flag it operated. It seems quite unreasonable that 
shippers should be penalized due to the acts of governmental 
agencies, but we have been unable to locate in the tariff provi- 
sions which would release us from the obligation of paying 
these charges. 

Will you please advise if you are able to locate any au- 
thority for non-payment of these charges, or advise any pro- 
cedure which could be taken to have the charges waived ? Any 


Commission or court decision along these lines would be ap- 
preciated. 


Answer: In its order dated December 26, 1942, on petition 
of Trunk Line and New England North Atlantic Port Rail Car- 
riers for authority to adjust storage and demurrage charges on 
freight consigned to North Atlantic Port for export, the Com- 
mission ordered that the rail carriers serving North Atlantic 
ports be, and they are hereby, authorized and directed to ad- 
just charges on freight consigned to said ports for export which 
has been or now is held in cars and which freight may become 
domesticated, or exported through ports other than to which 
originally consigned, by applying for the detention at the ports, 
with a free time allowance of ten days, charges at the rate of 
3 cents per 100 pounds for the first ten days and 1 cent per 100 
pounds for each succeeding ten day period or fraction thereof, 
including handling in and out; 

The Commission further ordered, “that the rail carriers 
serving North Atlantic ports be, and they are hereby, required 
to file with the Commission statements definitely and clearly 
describing the shipments on which adjustment shall have been 
made under authority of this order.” 


Further, in Agent Jones’ Freight Tariff No. F-1-A, I. C. C. 
No. 3788, effective April 10, 1943, which cancels Tariff No. F-1, 
I. C. C. No. 3767, effective December 28, 1942, provisions are 
published which specify the rate to be applied on freight con- 
signed to a port in the United States for export, which after 
arrival at such port, due to the war emergency, is reshipped to 
another port for export, or is reshipped to a point in the interior 
and there domesticated or again reshipped to a port for export. 


Tariff Interpretation—Delivery Allowance—Public Team Track 
Versus Carrier’s Freight Station 


Connecticut.—Question: Please let us have your opinion 
on the following involving the allowance of 5c for consignee in 
place of store door delivery by carrier. 

Under Item 90 of W. S. Curlett’s Pick-up and Delivery 
tariff I. C. C. A-739 it states in the last sentence in paragraph 
2: “Said allowance will be made only on shipments which are 
accepted by the consignee at the carrier’s freight station.” 

The carrier for his own convenience, without request of 
consignee, places cars containing large L. C. L. shipments on a 
public team track. The consignee unloads this freight with his 
own trucks and hauls to his plant. Is the consignee entitled to 
the cartage allowance? 

Answer: We have been unable to locate a decision of the 
Commission covering this question. 

We understand that if, as in the case stated above, for its 
own convenience the carrier places the cars on a public team 
track in place of its freight station and the consignee accepts 
his shipment at this point and makes his own delivery he is 
entitled to the allowance. On the other hand, if the consignee 
had requested delivery from the team track, it is our opinion 
that he would not be entitled to the allowance provided for 
in the Pick-up and Delivery Tariff. 

The consignee is not required to unload a less than carload 
shipment unless it is of a large or bulky nature. 


Rates—Export Versus Domestic 


Arkansas.—Question: Will you please advise if there are 
any decisions rendered by the Commission or the Supreme 
Court in regard to domestic rates versus export rates to all 
ports? 


We recently made a shipment of petroleum lubricating oil 
in packages to Los Angeles Harbor, California, for export and 
there is published a rate of 82c inclusive of the Ex Parte 148 
increases in Trans-Continental Freight Bureau Tariff 1-W, 
I. C. C. 1484, which is the domestic rate. This shipment was 
billed and prepaid on the 82c rate and the carriers came back 
later with an undercharge of a rate of $1.05 per CWT, claim- 
ing that this rate is published in the Trans-Continental Freight 
Bureau Tariff No. 29-F, Items 19 and 1525. The carriers advise 
us that the export rates always take precedence over the 
domestic rates. 

However, we are not inclined to go along with the carriers 
on this theory. Our rates to all the Gulf ports are lower on the 
export basis than those applying for domestic purposes. In 
fact, we have found this to be true to practically all ports and 
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naturally it follows as a general rule, that export rates on 
petroleum are either lower or the same as your domestic rates. 

Will you please give your opinion on the above question 
and quote any decisions by the Commission relating to such a 
case. 


Answer: Where there is published an export rate on a 
commodity moving to a port for export, this rate is to be ap- 
plied even though it is higher than a domestic rate applying 
to the same port. 

However, should there be published in the tariff an alterna- 
tive provision stating that the lower rate of the two applies, 
then the domestic rate in this case would be lower and would 
be applicable. 


In the case of Kirk vs. M. K. & T. Ry. Co., 39 I. C. C. 755, 
the Commission said: 






















It is well settled that the character of a shipment and not the 
accidents of billing determine its nature, and the evidence shows clearly 
that the shipment was an export shipment from the outset. 


In the above mentioned case the shipper through inad- 
vertence, failed to indorse “for export” on the bill of lading. 

In this connection Rule 7(a) of Tariff Circular 20, reads 
in part as follows: 


Export and import rates, when so designated, whether class or 
commodity, take precedence over other rates between the same points, 
via the same route, on export or import traffic, as the case may be, 
and tariffs containing such rates must so provide. 


See also Rule 16 (a) of Tariff Circular 20, reading in part 
as follows: 


Each classification shall contain the following rule: ‘‘The estab- 
lishment of a commodity rate removes the application of the class rate 
on the same article between the same points via the same route, 
except when in so far as alternative use of class and commodity rates 
is specifically provided in the tariff containing such commodity rates, 
and except that import or export class rates will take precedence over 
commodity rates which are not published specifically to apply on im- 
port or export traffic.’’ 

In applying the above rule, a local commodity rate will displace 
a proportional or reshipping class rate between the same points via 
the same route whether higher or lower, but an import or export 
class rate takes precedence over a domestic commodity rate whether 
higher or lower. 


Liability of Carrier for Damages Resulting from Rough 
Handling 


Michigan.—Question: Will you please give us the benefit 
of your knowledge of the responsibility of the carriers for ex- 
pense caused by rough handling in transit. The case we have 
in mind was a carload of sheet steel on which the bands hold- 
ing the lading from slipping and the bands around the bundle 
were broken, and it was necessary to rearrange the complete 
shipment so that it could be unloaded. This made additional 
expense in unloading and an additional expense in car service. 

Answer We can locate no decision of the courts which 
is directly in point, but, in our opinion, the decision in L. L. 
Cohen & Co., Inc., vs. Davis, agent, 142 N. E. 75, furnishes a 
basis for believing that damages resulting from the inter- 
mingling of a shipment due to rough handling are recoverable, 
assuming, of course, the shifting of the load did not result 
from improper loading of the car by the shipper. 

See, also, the decision in Inland Waterways Corp. vs. 
—— — Steel & Iron Co., 136 Sou. 849, in which the 
court said: 


Even if separate shipments of pig iron became commingled while 
in transit, carrier would only be liable for reasonable cost of assorting 
iron at final destination. 


ACME STEEL STRAP USES 


The Acme Steel Company, in the current issue of its house 
organ, Acme Process News, describes the various uses of steel 
strapping. It points out that strap-application work is at present 
being performed by women in many industries. It says that 
steel strapping may be used for reinforcing such war shipments 
as naval torpedoes, tinned steel sheets, and superchargers for 
warplanes, for the skidding of cut stone, and for bracing life- 
boats on railway cars. 


CEMENT STAPLING OF STEEL STRAPPING 


The Signode Steel Strapping Company of Chicago has pre- 
pared an illustrated bulletin on the proper use of cement coated 
staples on wood and plywood shipping containers bound by 
steel strapping. It says that nailed wood shipping containers 
and cleated plywood containers destined for oversea move- 
ment require strapping to be stapled for additional proetction. 


The bulletin shows how various sizes of staples may be used 
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to prevent steel straps from snagging on rough surfaces anj 
from becoming loose in case of lumber shrinkage. [ 


FRUEHAUF ON POST-WAR TRANSPORTATION 


Construction of new highways and development of hig 
way and airway transportation will be important features j; 
the “post-war panorama,” says Harvey C. Fruehauf, Presiden 
Fruehauf Trailer Company. The result will be a decentrali 
tion of industry, because, “branching away from rail cente 
and for sectional transportation the truck-trailer will coy 
the country so completely that rapid overnight service will 
readily available in every section suitable for industrial de. 
velopment.” Removal of restrictions on highway transporta- 
tion, some of them dating back to “the day of the macadam 


road and the solid tire,” will permit highway transportation) 


“to serve even more adequately than it does at present; 
said he. 


BANANAS TO FOREIGN COUNTRIES 


The Commission, division 3, saying that an unusual move 
ment by rail of bananas, in carloads, from points in a foreign 
country through the United States to points in another foreigy 
country may result in shortage of railroad equipment and con. 
gestion of traffic, and that the Office of Defense Transportation 
has requested the Commission to take action, has issued Service 
Order No. 117 prohibiting such movements, effective April % 
and until further order of the Commission. The material par 
of the order follows: 


§95.9 Bananas from a foreign country to a foreign country, 
(a) All common carriers by railroads are hereby ordered not to accept 


or move bananas, in carloads, originating in a foreign country ani} ‘¢ ; 


moving by railroad through the United States, all-rail, to points in 
another foreign country. ; 

(b) Special and general permits. The provisions of this order 
shall be subject to any special or general permit issued by the direc. 
tor of the Bureau of Service, Interstate Commerce Commission, Wash: 
ington, D. C., to meet specific needs or exceptional circumstances (4 
renee 101, sec. 402, 41 Stat. 476, sec. 4, 54 Stat. 901; 49 U. S. C. 1(10)- 


CHANGES IN DOCKET 

Hearing MC 66562 Sub. 176, April 14, Buffalo, N. Y., canceled. 

Hearing MC 7573 Sub. 1, April 15, Cleveland, O., canceled. 

Hearing |. & S. 5182 and 1st sup., April 15, Washington, D. C, 
canceled. 

Hearing FF-62, April 14, Brooklyn, N. Y., canceled and reassignei 
May 10, Hotel St. George, Brooklyn, N. Y., Examiner Konigsberg. 

Hearing MC 66562 Sub. 380, April 20, at Lansing, Mich., advancei 
to April 17. 


Likes Our New Size 


Editor the Traffic World: 

Congratulations on the change to the new size of you 
publication. It not only is easier to handle, binds better, fits the 
side pocket of coat better, but is also handier to manipulate on 
street cars or busses. 

Balto Enamel & Novelty Co. 
Baltimore, Md., April 8, 1943. 


Greetings from an Old Friend 


Editor the Traffic World: 

Celebrating today my thirty-eighth anniversary as a traffi 
specialist, I was reminded of those pleasant and profitable cor 
tacts I had with you in the early period of your enterprise and 
mine. You will recall that I operated the first industrial traffic 
bureau in 1905 and the Traffic World was first issued in 1901 
As one of your first subscribers I found it indispensable and 
with its help soon built a national clientele whose shippint 
problems I was engaged to solve. Later I extended my orgall 
zation and found front cover space paid good dividends. You! 
publication was enlarged and the sphere of its influence 
creased, your sound reasoning as expressed editorially attacked 
every perplexing traffic problem, and success has been achieve 
My profession has taken me into every type of shipping servic 


and production, and in making analyses I have always found 


the Traffic World a most helpful reference source. 


No testimony of mine will add to the lustre of your a 
complishments, but in retrospect I recognize the value you! 


publication contributed during the many years since ‘~~ _ 1 


I selected the transportation field for our endeavors. 


constrained to write you today, and to wish you continued good 


health and further success. Recently I accepted an assignmet! 


in the Department of Commerce as Business Specialist. 
Washington, D. C., April 1, 1943. John F. Lent 
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Post-War Transport Plan for West 


Senator McCarran, of Nevada, in a letter to Governor 
Maw, of Utah, has outlined a plan for post-war development 
of “a new western frontier,” including suggestions for construc- 
tion of highway and airway systems. In making the letter 
public, Senator McCarran indicated that his proposals would be 
submitted to governors of 11 western states, in a meeting in 
Salt Lake City, Utah. He stated his suggestions relative to 
highways and airways as follows: 















Prepare, now, plans and specifications to facilitate communication 


roads utilizing the Public Roads Administration and the various co- 
operating agencies of the respective states. 

Prepare, now, plans and specifications to facilitate communication 
and transportation between the states by the establishment of a net- 
work of trunk-line and feeder-line airways, and the construction of ade- 
quate landing facilities, utilizing the Civil Aeronautics Administration, 
the Federal Works Agency, and the various cooperating agencies of the 
respective states. 
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In his letter, Senator McCarran averred that the short-line 
railroad had been relegated to the past, “much the same as it 
‘displaced the horse and buggy.” 

“Speedy, more economic highway transportation by auto- 
mobile, truck and bus has taken its place,” he said. “Freight 
traffic by highway is here to stay and will be with us for a long 
time to come. It should be not only recognized, but facilitated 
at every opportunity. . . . Much thought should be given to an 
inter-locking transportation system of farm-to-market, mine- 
to-mill, and mill-to-market roads, net-working the entire west. 
... Adequate planning for such a system to correlate activities 
of all our western states should begin at once... .” 

Senator McCarran said special consideration should be ac- 
corded transportation by air, with emphasis on commercial 
freight and express traffic. Freight transport by air was past 
the experimental stage, he said, adding: 
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Trunk-line airways north and south, and east and west, should 
cross our western states in an orderly network of inter-connecting 
lines. Feeder airlines should be encouraged and facilitated at con- 
venient marketing and processing centers to connect with these trunk- 
line airways. . . . Existing airports should be re-surveyed for recon- 
struction and expansion to permit their use in world commerce. Addi- 
tional sites for mammoth airports to accommodate even greater air 
transports should be established and programs drawn up for their 
construction as soon as possible. ... 
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W. P. B. Rolling Stock Control 


Sufficient railroad car truck sideframes and bolsters will 
be available to meet the production schedules set up for the 
freight car building programs covering military and civilian 
needs, if such materials which were frozen in inventories about 
ayear ago are put to use, it was indicated at a meeting of the 
Railroad Specialty Steel Casting Industry Advisory Committee 
in Washington, according to the War Production Board. 

_ Current production, alone, it was brought out, would be 
\ inadequate unless there was a material improvement in the 
| manpower situation. 

} “The Transportation Equipment Division, War Production 
Board, is now working for the release of the surplus stocks in 
inventories to make them available not only to the individual 
companies holding such items, but to others which may have 
use for them,” said the W. P. B. 
as a trafli Committee members attending the meeting were F. B. 
nfitable com , American Steel Foundries, Chicago; George T. Johnson, 
terprise ani Buckeye Steel Castings, Columbus, O.; E. F. Mecklin, Syming- 
strial traffic 8-Gould Corporation, Rochester, N. Y.; and J. H. Slater, Na- 
oe) in 1901 tional Malleable and Steel Castings Co., Cleveland, O. David 
ansable ani -uorne, chief of the rolling stock section, Transportation Equip- 
bse shipping ment Division, served as government presiding officer. 

my orgati: A producer of locomotive parts who also is making loco- 
dends. You! motives pursuant to a schedule approved by the War Production 
nfluence it is protected in the manufacture of parts needed to fulfill 
ly attackeip © Prescribed schedule for the completed product, according 
en achieved Interpretation No. 2 to Limitation Order L-97, issued by the 
ping service -P. B. The interpretation points out that such protection is 
ways fount Movided in paragraph (d) (2) of L-97, which states that the 
schedule “shall be maintained without regard to any preference 

fatings already assigned or hereafter assigned.” 
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value you! MATERIAL HANDLING EQUIPMENT 


an 2 , sas 

pool § OF faif,..The use of steel iron, aluminum and other critical ma- 
tinued good trials in the manufacture of hand trucks and related material- 
assignment dling equipment is restricted by general limitation order 


L111 i i “ 
‘alist. ~ ey amended April 13 by the War Production Board, ac 
F. Len 











g to a board statement continuing as follows: 


The order covers trucks, lift trucks, dollies, trailers, etc. (not 
Propelled), which are used for transporting material in industrial 





and transportation between the state by construction of a network of 
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plants, warehouses, railroad depots, docks, and for similar purposes. 

The original order, issued in May, 1942, limited the use of rubber 
tires on this type of equipment to essential needs. The restriction 
has been retained in the amended order, with some broadening of per- 
mitted exceptions. The principal new features of the amended order 
are: 

1. Purchase orders for new hand trucks and related material- 
handling equipment or for new parts may be accepted only if they 
have preference ratings of AA-5 or higher. Repair parts are exempted 
from this provision but certification must be made that the parts will 
be used only for repair purposes, 

2. The use of the following items and materials is prohibited in 
specified types of equipment, with certain exceptions in each case: 
ball or roller bearings, cast steel wheels, iron and steel, copper and 
copper base alloy, aluminum, tin, cadmium, zinc, stainless or chrome 
steel, and metallic plating and finishes. Repair parts are exempt if 
parts conforming to these restrictions cannot be used on existing 
equipment. 

3. Purchasers of equipment in which any of these restricted items 
(and rubber or rubber tires) are used must certify why the exceptions 
are applicable. 

4. Manufacturers must file monthly reports with the W. P. B. on 
production and delivery. 

L-111 is effective immediately, but equipment in process of manu- 
facture on April 23 or for orders accepted prior to that date is ex- 
empted. Also exempted are deliveries to or for the direct use of the 


armed services until 90 days after the effective date of the order 
(April 13). 


Smoke and Coal Transport 


Representatives Calvin D. Johnson, of Illinois, has an- 
nounced that he is requesting the cities of Chicago and St. 
Louis to set aside, until after the war, their smoke ordinances 
so as to pave the way for increased use of Illinois-mined coal 
by those cities and make possible a more efficient use of rail- 
road coal cars. 


Only 30 per cent of the coal used in Chicago at present 
was mined in Illinois and 9,600,000 tons of coal was shipped 
annually from West Virginia alone into Chicago, he said, in 
an address in the House. He added that West Virginia also 
supplied St. Louis with about 1,000,000 tons annually of “so- 
called smokeless coal.’”’ Continuing, he said in part: 


The W. P. B. recently granted the Pennsylvania Railroad Co. 
priorities for the material to build 1,000 coal cars. These cars require 
approximately 20,000 tons of steel, which is very critical material. It 
also proves the shortage of railroad equipment; thus it seems a waste 
of transportation equipment to permit such long hauls of coal merely 
to meet the requirements of smoke ordinances while millions of tons 
of coal are available at the door of these two cities. . . At least 
3,000 of the 8,000 cars used in this haul could be released by these 
cities using coal from Illinois fields. 

It requires, I am informed, 15 days for a coal car to leave Chicago 

or St. Louis, travel to West Virginia, be loaded, return to either of 
those cities, and be unloaded; thus one car would make two trips 
each month and would haul approximately .50 tons of coal each trip, 
or 100 tons per month. From these figures it will be seen that from 
7,000 to 8,000 cars are tied up annually in hauling coal from West 
Virginia to these two cities; coal cars which, because of the nearness 
of the Illinois fields, would require but three to four days for a round 
| : 
The 3,000 gondola coal cars released by modifying these ordinances 
during the duration could be converted into oil tankers at a cost of 
$1,050 each. Each car would hold approximately 6,000 gallons of oil. 
One complete round trip of these cars would mean the transporting 
to the east coast of 18,000,000 gallons of oil. 

As to my interests, some will charge they are selfish, as I represent 
a mining district; however, I contend that my reasoning is logical... . 


0. P. A. STORAGE CHARGE RULING 


Charges for storage services (except cold storage and tank 
storage) supplied to the War Department have been exempted 
from price control for a period of approximately two months, 
extending to June 15, by the Office of Price Administration, 
which says: 


The army has entered into a number of contracts with groups of 
warehousemen in various parts of the country with charges based on a 
set formula for each group. 

Some of the prices resulting from the formula may be in excess 
of some warehousemen’s maximum prices as set under the General 
Maximum Price Regulation at levels of March, 1942. 

To prevent a stoppage in War Department storage activities, the 
temporary exemption was granted to give warehousemen an oppor- 
tunity to submit proof to O. P. A. that the War Department formula 
prices will not cost the government more than the maximum prices 
set under the general regulation. 

At the end of the exemption period, beginning with the effective 
date of today’s amendment, maximum prices will revert to the old 
regulation unless otherwise provided by O. P. A. The exemption ap- 
plies only to storage and incidental services performed for the War 
Department during the exemption period. 

The action was taken in Amendment No. 17 to Revised Supple- 
mentary Regulation No. 11 under the General Maximum Price Regula- 
tion, effective April 10. 
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N. Y. Shippers’ Conference 


At a meeting of the Shippers’ Conference of Greater New 
York April 14, G. E. Mace, manager, transportation bureau, 
New York Commerce and Industry Association, reported on 
S. B. 942, the bill introduced by Senator Wheeler placing rate 
bureaus under the control and supervision of the Commission 
(see Traffic World April 3, p. 810). He outlined the provisions 
and purposes of the bill, but asked that the legislative com- 
mittee be allowed more time to study it. The meeting voted 
to instruct the committee to study the bill more closely and to 
recommend to the conference the position it should take on it. 

W. L. Thornton, Jr., traffic manager, Port of New York 
Authority, reported on the suspension of tariffs of the Middle 
Atlantic States Motor Rate Conference. The conference author- 
ized him to represent it, at hearings to begin in Washington 
April 21, in opposition to the increases named in the suspended 
tariffs. 

As chairman of the New York truck expediting commit- 
tee, Mr. Thornton asked members of the conference to co- 
operate in efficient use of motor equipment. He said his com- 
mittee intended to investigate shippers who habitually delayed 
trucks unreasonably for loading and unloading. He announced 
the members of the committee, in addition to himself to be: 


J. M. Adelizzi, manager, Highway Transport Association; William 
Graf, transportation secretary, Brooklyn Chamber of Commerce; A. G 
McKeever, managing director, Merchant Truckmen’s Bureau of New 
York; George E. Mace, manager, Transportation Bureau, Commerce 
and Industry Association; P. W. Moore, Queensboro Chamber of Com- 
merce; O. G. Pouch, vice-president, American Dock Company; T. D. 
Pratt, manager, New York State Motor Truck Association; Max Seiferth, 
traffic manager, Herz Manufacturing Company. 


Atlantic States Shippers’ Board 


“Movement or transportation is the keynote of our success 
in this great war effort,’ said Col. E. C. R. Lasher, deputy 
chief, traffic control division, transportation corps, U. S. Army, 
in an address at the spring meeting of the Atlantic States 
Shippers’ Advisory Board at the Hotel Seneca, Rochester, 
N. Y., April 14. He quoted General Montgomery, commander 
of the British Eighth Army, as saying that the Battle of North 
Africa, “as a problem, was four-fifths supply and one-fifth 
tactics.’ This country was in a fair way of solving its war 
production problems, but it was lagging in the transportation 
of its military personnel and equipment, said Col. Lasher. 
Shippers have been cooperative, said he, and the carriers were 
doing “more than they thought possible,” but satisfaction in 
those accomplishments ought not to “lull us into compalcency.” 

Advisory board estimates showed that their members had 
“figuratively hitched up their belts another notch” and, to- 
gether with the railroads, had “rolled up their sleeves’ to 
tackle the added 1943 traffic volume. 

“However,” he added, “war and its requirements are not 
easily forecast—a commander is liable to attack from any di- 
rection. What, then, if your forecast is low, and what if, at the 
same time, much of this traffic increase is felt where it is the 
most difficult to handle? This may happen. Will the record be 
as clean as it has been up to now? Where your efforts this 
past year were extended, they must, this year, be prodigious 
beyond even what is now considered your maximum. The re- 
sponsibility is yours. 

“Thus far our general staff has not had to consider inland 
transportation in its strategic calculations. The transportation 
corps of the Army, with the assistance of all of you and your 
colleagues throughout the country, has made that transporta- 
tion automatically available. However, the moment it becomes 
a worry and a factor to be considered, then we have done some- 
thing short of our job. The crisis in our transportation prob- 
lem is still ahead of us. We must not allow it to become a 
burden on this war effort.” 

Ralph E. Clark, manager, closed car section, car service 
division, Association of American Railroads, and R. W. Brown, 
president, Lehigh Valley Railroad, chairman of the board’s 
railroad contact committee, discussed transportation and car 
supply conditions in the board’s territory. Mr. Brown said the 
railroads’ car and locomotive repair program and the heavier 
loading of cars by shippers had made possible the handling of 
traffic up to the present ‘‘with only sporadic car shortages... 
for short periods of time.” All serviceable cars and locomotives 
were now in operation and handling maximum traffic, he said, 
and he asked for continued improvement in shipper practices, 
while promising further improvements in railroad operations, 
to handle the heavier traffic that lay ahead. 

Mr. Clark pointed out that carloadings, in the first four- 
teen weeks of 1943 were 4.9 per cent under those of the same 
period of 1942. That, he said, was entirely due to heavier 
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loading by shippers and heavier loading of less-carload tonnag: 
by the railroads. Added traffic in such open-top tonnage , 
coal, ore, sand, and gravel, and the increasing need for hy 
cars for handling foodstuffs for the armed forces, forecast 4 
new strain in the coming months. He spoke particularly of t, 
need for high-grade box cars for grain and of the fact that ty 
United States railroads would “be called on to assist th 
Canadian roads with box cars to move large quantities of fe 
grains from the western provinces to the United States” ; 
relieve the serious shortage of those grains. 


“Unless the War Production Board authorizes the railroaj 
to build new box cars in sufficient numbers to keep, pace wit 
the increasing demands and to replace those destroyed, th 
tight supply of first-class box cars now existing will contin, 
throughout this year,” he said. 

A. P. Stevens, district manager of the car service divisig/ 
said the work of the car efficiency committees in the territo 
had reduced the percentage of cars held over 48 hours, fro 
44.2 per cent, on July 31, 1942, to 25 per cent, on March % 
1943. This, he said, was “a very satisfactory performance.” [ move 

Ralph C. Huntington, chairman, less-carload transports, 
tion committee, made a plea for the acceptance of merchandis 
freight by receivers over week-ends. He also asked for especi; 
care in cleaning cars after unloading. 

The report of the legislative committee, F. W. Burto 
chairman, recommended the adoption of a resolution reaffirn 
ing the board’s position in favor of the complete repeal of lanj 
grant rates and continuing its opposition to legislative py 
posals “which have as their objective the restriction of the rig) 
of the competent and qualified layman to appear before an; 
governmental department, commission or administrative agen¢ 
of the government.” Both resolutions were adopted. 
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Carloading Forecast 


Commodity carloading committee reports, summarized }j 
Charles R. Seal, general secretary of the board, indicated a 
increase of 1.3 per cent in the loadings in the area in th 
second quarter of 1943 as compared with the second quarte 
of 1942. The 1943 estimate, covering 30 commodities, was fa 
the loading of 822,807 cars, as compared with the actual load 
ings of those commodities in 1942 of 812,561. Loadings of cod 
and coke, the report said, would rise by over 15,000 cars, « 
6.5 per cent, from the 296,401 count of the second quarter ¢ 
1942. The predicted rise in iron and steel loadings was 10 
per cent; sugar, syrup and molasses, 7.1 per cent; manufac 
turers and miscellaneous, 6.5 per cent, and brick and clay, 23 
per cent. 

The estimate was for a decrease of over 13,000, or 284 
per cent from the 1942 second quarter carloadings of cement 
In percentages, other heavy predicted decreases included petro 
leum and products, 33.5 per cent; machinery and boilers, 16. 
per cent; potatoes, 15 per cent; flour, meal and other mill prod 
ucts, 10.7 per cent, and paper, paperboard and prepared roofing 
10 per cent. 


C. H. Vayo, general traffic manager, Eastman Kodak Com! 
pany, Rochester, general chairman of the board, presided @ 
the meeting. 


The speaker at the luncheon was Cloud Wampler, presi} 
dent, Carrier Corporation, Syracuse, N. Y., on “Double Vit 
tory.” The railroads and the shippers have won a double vit 
tory in carrying on wartime transportation successfully, hi 
said, because in winning that victory they had set an exampli 
to all industry. They had “proved that human beings can sol 
their problems by telling each other the truth and then actinj 
on the basis of the facts.” 


The government itself might well learn that lesson, i 
said, and handle its news censorship more intelligently. Whi 
the people needed was the truth about the war, he said. The 
was no point in concealing facts about shipping losses on th 
grounds that to reveal them would give information to th 
enemy. The enemy knew the facts before we did, he said, al 
we needed to know them so that they might inspire us to great! 
effort. The need for real realization of the danger, he said, wé 
illustrated by industrial absenteeism. In his plant, he added 
results of a confidential employe questionnaire showed th 
three most frequent causes of absence from work to be illness 
“hangover from drinking,” and “just wanted a day off,” in tha 
order, he said. More honesty was also needed in labor relé 
tions, he said, insisting that, in labor negotiations, both side 
invariably tried to put over extremes that were far from fail 
ness and truth. Management was not without fault in th 
matter, he said. 


_ _ He spoke of the necessity for post-war planning, not onl} 
industrially and economically, but to insure the preservatio 
: our Constitutional rights and of private enterprise in 
ustry. 
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“CHALK US UP WITH 


- H: gtaying hair indicated years of service, but 


as he climbed down from the engine cab he 


) moved as quickly as a youngster. “Jim,” he said 


. to his fireman, ‘‘we’ve hauled many a load of valu- 


able freight but none more important than this 


} war material.” Then with a twinkle in his eye he 


added, ‘‘Back in our baseball days we were credited 


} with many an ‘assist.’ Now they can chalk us up 


with a lot more... for Uncle Sam.” 


And “Uncle” does so gladly. Most everyone in 


America is aware of the job the railroads are doing 


} in transporting vital materials. As in baseball’s 


brilliant infield play, transportation “‘assists”’ call 
for exact timing, unusual precision and close 


cooperation. 









SERVING AMERICA IN WAR AND PEACE FOR 
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t other Host 4 


The nation’s network of railroads, extending from 
coast to coast and from Canada to Mexico, func- 
tions today as a single unit. Iron ore from Duluth, 
cotton from the South, lumber from the Pacific 
Northwest—the railroads flow them into the great 
industrial plants where they undergo the Miracle 
of Change—to become guns and tanks, planes 
and ships. 


“North Western’s” divisions of the Transportation 
Army consist of some 32,000 men and women, all 
doing their best to speed the day of victory. To 
that end every war-hauling job is being handled 
quickly and efficiently, and will continue to be 
handled that way provided we get an adequate supply 


of materials to keep our equipment in perfect condition. 


fot ite lelererr.| 


NORTH 
WESTERN 


LINE 





ALMOST A CENTURY 



































































Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed,—Editor THE TRAFFIC WoRLD, 





The Central Ohio Traffic Club has elected the following 
officers and governors: President, R. E. Chell, traveling freight 
agent, Central Railroad of New Jersey-Reading Company, 
Cleveland; first vice-president, Carl J. Brock, production man- 
ager, Stran-Steel division, Great Lakes Steel Corporation, 
Mansfield; second vice-president, R. L. Christe, traveling freight 
agent, Illinois Central, Cleveland; secretary-treasurer, M. H. 
McCullough, traffic manager, Hanley Milling Company, Mans- 
field; members, board of governors, E. L. Morgan, Jr., traffic 
manager, Ohio Seamless Tube Company, Shelby; Fred Ohler, 
supervisor of traffic, Westinghouse Electric and Manufacturing 
Company, Mansfield; G. E. Sobers, traffic manager, Marion 
Steam Shovel Company, Marion; A. P. Baker, traffic repre- 
sentative, Wheeling and Lake Erie, Toledo; W. E. Scheel, com- 
mercial agent, Chicago and Eastern Illinois, Cleveland; T. M. 
Dorsey, terminal manager, Norwalk Truck Line, Mansfield. 





The Clearing-Cicero Traffic Conference of Chicago has 
elected the following officers and directors: President, James 
T. Coffey, Lamson and Sessions Company; vice-president, 
Floyd T. Robertson, Johnson and Johnson, Inc.; secretary, Dean 
Jaynes, H. C. Knoke and Company; treasurer, M. Grierson, 
Burry Biscuit Corporation; members, board of directors, for 
two years, Horace L. White, Jensen Radio Manufacturing 
Company; George A. McElroy, Ceco Steel Products Corpora- 
tion, and R. V. Callaway, Wilson and Bennett Manufacturing 
Company. The annual installation dinner will be held May 13. 





The Los Angeles Transportation Club will hold a luncheon, 
April 26, for 158 WAACs, who will that day arrive in the city 
to begin duty with the U. S. Army transportation corps. At a 
luncheon meeting, April 12, A. L. Green, special representative, 
freight claim division, Association of American Railroads, Chi- 
cago, spoke on “The Railroads’ Contribution to Perfect Ship- 
ping Month.” J. G. Green, traveling loss and damage super- 
visor at Los Angeles for the A. A. R., spoke on “Astray Ship- 
ments.” T. F. McCue, president, presided. 





C. B. Walker, assistant freight manager, Southern Rail- 
way, Washington, D. C., spoke on “Our Job Today and To- 
morrow” at a dinner meeting of the Women’s Traffic and 
Transportation Club of Baltimore April 14. Edna Little has 
been appointed chairman of the nominating committee. The 
annual quiz contest between members of the club and mem- 
bers of the Traffic Club of Baltimore will be held April 29. 





The Transportation Club of Louisville, Louisville Board of 
Trade, Motor Truck Club of Kentucky, Women’s Traffic Club 
of Louisville, Louisville Railroad Traffic Committee, and Louis- 
ville Terminal Freight Agents Association held a joint Perfect 
Shipping Month meeting at the Brown Hotel April 16. Speakers 
included: H. T. Lively, district attorney, Louisville and Nash- 
ville Railroad; R. A. Whitty, general traffic manager, Belknap 
Hardware and Manufacturing Company; M. J. Parlin, vice- 
president and general traffic manager, Huber and Huber Motor 
Express. 





The Indianapolis Traffic Club, joined by the Indianapolis 
Motor Transportation Club, Indiana Motor Truck Association, 
and the Indiana and Indianapolis chambers of commerce, held 
a Perfect Shipping Month meeting April 15. C. H. Dietrich, 
executive vice-chairman, freight claim division, Association of 
American Railroads, and Harold Willings, safety director, 
Huber and Huber Motor Express, spoke. The motion picture 
“Wartime Freight” was shown. 





J. C. Carter, personal representative of the executive vice- 
president, Southern Pacific Lines, Houston, spoke on the Per- 
fect Shipping Month campaign at a luncheon meeting of the 
San Antonio, Tex., Traffic Club April 12. A motion picture on 
loss and damage to freight was shown by W. J. Andrews, asso- 
ciate editor, Missouri Pacific Magazine, Houston. The program 
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was repeated at a meeting in the evening, held for the benefit 
of persons unable to attend the noon meeting. 











At a forum meeting of the Motor City Traffic Club of Def 
troit, April 12, T. W. O’Neill, general claim agent, Americanf 
Carloading Company and American Freight Forwarding Com 
pany, and Alan B. Leonard, supervisor of claim prevention, 
Grand Trunk Western, spoke on “Loss and Damage, and Their 
Prevention.” 














At a monthly luncheon meeting of the Traffic Club of Jack.” 
sonville, Fla., April 12, John Love Wilkes, president and gen.” 
eral manager, Jacksonville Terminal Company, spoke on “Rajj- 7 
road Transportation as It Relates to the War Effort.” : 





























Comm. John R. Perry, director of administration, bureay/! 
of yards and docks, U. S. Navy, will speak on ‘Naval Trang. 
portation Problems” at a buffet dinner meeting of the Traffielj 
Club of Washington, D. C., April 21. 





Joseph A. Smith, personnel] director, Sears Roebuck and §) 
Company, and regional director at Boston for the War Map 
power Commission, spoke on “Manpower” at a dinner meeti 
of the Traffic Club of New England at Boston April 15. There 
was a program of music. J. A. Wieners is chairman of the 
entertainment committee. The club’s annual outing will be held 
at Beverly, Mass., June 24. 
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At a luncheon meeting of the Traffic Club of New Orleans, 
April 12, Arthur T. Stewart, public relations department, Mis. 
souri Pacific, St. Louis, spoke on “Do the Best with What You 
Have.” 





At an educational night dinner meeting of the Omaha 
Traffic Club, April 15, Arthur G. Umscheid, assistant professor 
of history, Creighton University, spoke on “Some Problems of 
Peace.” 





The South Bend, Ind., Trarisportation Club held a fathers’ 
and sons’ night dinner meeting April 15. There was a program 
of songs by Virginia Smith. The Rev. S. R. Johnston, world 
traveler, spoke. 





The Traffic Club of Minneapolis held an ordnance day 
luncheon meeting, April 15, at which Charles L. Horn, presi- 
dent, Twin Cities Ordnance Plant, spoke on “26,000 Personal |’ 
Problems.” J. P. Roddy was chairman for the day. 





At an anniversary dinner meeting of the Norfolk-Ports- 
mouth, Va., Traffic Club, April 15, Maclin Simmons, district di- 
rector for the O. D. T.’s division of motor transport, spoke on 
the Perfect Shipping Month campaign. 





The Traffic Club of Philadelphia held a bingo party April 
12. War bonds and stamps were distributed as prizes. Dinner 
was served. Arrangements were made by the entertainment 
committee, Reed Worrick, chairman. 





At a luncheon meeting of the Transportation Club of Dal-| ae 2 
las, Tex., April 12, George Fowler, U. S. Rubber Company, 
showed the sound film “Rubber Goes to War.” 


The Bridgeport, Conn., Traffic Association will hold 4 
ladies’ night party at the Seven Gables Inn, Milford, Conn, 
April 26. Edward L. Warner, Adley Express Company, } 
chairman of the committee on arrangements. 








The Traffic Club of Kalamazoo, Mich., will hold a Perfect 
Shipping Month meeting April 27. Speakers will include Joe 
Marshall, special representative, freight claim division Asso 
ciation of American Railroads, and A. B. Leonard and G. D. 
VanHuss, supervisor of claim prevention and freight claim 
agent, respectively, for the Grand Trunk Railway. The motion 
picture, “Wartime Freight,” will be shown through the coul- 
tesy of the Pennsylvania Railroad. 





ILLINOIS CENTRAL GARDEN CONTEST 


The Illinois Central Railroad will make thirty awards, 
from $100 down, for victory gardens planted along its right of 
way and on adjacent railroad property by its employes. Photo 
graphs, diagrams and records of expenses and yields must be 
submitted to R. E. Barr, vice-president in charge of traffic, be 
fore September 30 in order to make entry in the contest. Adj 
vance reports are that more than 1000 garden plots havé 
already been alloted to employes by the railroad, according t0 
Mr. Barr. 
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assistant supervisor of the rate bureau, and R. B. Zeller 
assistant supervisor of transportation. ‘ —_ 
The board of directors of the Southern Pacific Compay 
Personal Notes at a meeting in New York April 15, elected Landon K. Tho y 
as a board member to succeed Jackson E. Reynolds, who 
signed. Other officers and board members were reelected, 
. The alumni association of the College of Advanced Trafficf 
Harry R. Safford, chief executive assistant in charge of Chicago, will hold a sports night meeting April 20. There wif 
the Texas lines for the Missouri Pacific, Houston, died at Hot be a program of entertainment. A smoker will be held May 
Springs, Ark., April 10, at the age of 68. He served with the at the Skyline Athletic Club. 
railroads 47 years. : John Hogan has been appointed district freight agent gq 

William G. Mathews, assistant to the superintendent of Boston for the American Sugar Refining Company. 
transportation, Rock Island Lines, Chicago, died April 12. He a 
had served with the company since 1907. _ COMMERCE TRANSPORT HEAD 

Upton S. Jefferys, Haddonfield, N. J., who resigned re- Appointment of John B. Crane as chief, transportation unit 
cently as secretary of the South Jersey Port Commission, after Bureau of Foreign and Domestic Commerce, to succeed Thoma 
serving in that position since the creation of the commission FE. Lyons who is now devoting full time to the Foreign-Trag 
in 1926, was guest of honor at a testimonial dinner tendered Zones Board of which he is executive secretary, has been ap 
by friends and associates at Camden April 14. The day was nounced by the Department of Commerce. 
also Mr. Jefferys’ 79th birthday. Mr. Crane, a native of Evanston, Ill., had served for aboy 

Peter J. Naughton, for nine years traffic manager for the 15 months with the Interstate Commerce Commission as eg. 
Peoria, Ill., Chamber of Commerce, has been elected executive nomic analyist preceding his appointment to the service ¢ 
vice-president of the association. His successor as traffic man- the Department of Commerce. 
ager has not yet been chosen. He was granduated from Northwestern University in 19% 

Harry W. Richardson, traffic manager, Kennecott Wire with an A.B. degree. He received an A.M. degree from Hap 
and Cable Company, died at East Providence, R. I., March 31. vard University in 1926 and in 1932 was awarded a Ph.D, é& 

A. E. Johnson has been appointed assistant to chief pur- gree by that university. 
chasing officer, Milwaukee Road, at Chicago. He was an instructor and tutor of economics at Harvanj 

J. R. England, Jr., has been appointed commercial agent University from 1927 to 1937 and assistant professor of eg 
at Birmingham, Ala., for the Central of Georgia Railway. nomics at Northwestern University from 1937 to 1941. 

Donald R. Elster has been appointed acting general agent Matters pertaining to domestic transportation, merchant 
for the Detroit and Cleveland Navigation Company at Cleve- shipping, communications and other public utilities such as ay 
land, succeeding S. L. Phillips, who received leave of absence officially handled by the Department of Commerce are amon 
to serve as a major in the transportation corps of the U. S. the functions of the transportation unit. 

Army. SaaS EERE 

The alumni association of the Academy of Advanced Traf- NORTHWEST SHIPPERS’ BOARD MEETING 
fic, New York, held a Perfect Shipping Month meeting recently. The spring meeting of the Northwest Shippers’ Advisory 
The sound film “A Great Railroad at Work” was shown. Board will be held at the Elks Club, Fargo, N. D., April 

R. F. Schwindeman has been appointed manager at Chicago Speaker at the luncheon session, to be held in cooperation with 
for the Universal Carloading and Distributing Company. the Traffic Club of Fargo and the Fargo Chamber of Com 

The following appointments have been made in the traf- merce, will be Commissioner Johnson. The 1943 Perfect Ship 
fic department, western district, United States Steel Corpora- ping Month sound motion picture, “Wartime Freight,” will bk 
tion Subsidiaries, Chicago: W. H. Dodge, general supervisor; shown. 


H. W. Huebner, supervisor of the rate bureau; G. W. Annen, J. George Mann, traffic manager, Northrup King and Com 
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pany, Minneapolis, Minn., general chairman of the board, will 
preside at the business session. P. F. Schuenemann will re- 
port as chairman of the executive committee. S. M. Low, as- 
sistant general secretary, will summarize the reports of the 
commodity carloading committees. There will be reports from 
the legislative committee, Neal E. Williams, chairman; the 
less-carload transportation committee, T. J. Bustard, chairman; 
the car efficiency committee, O. W. Galloway, chairman; the 
motor transportation committee, A. E. A. Carlson, chairman; 
the passenger transportation committee, T. Aldo Johnson, 
chairman, and the railroad contact committee, C. L. Simpson, 
chairman. Mr. Low will report as Minnesota state vice-chair- 
man; R. F. Gunkleman as North Dakota vice-chairman; R. L. 
Girton as South Dakota vice-chairman, and C. A. Rahn as 
Montana vice-chairman. 

O. W. Galloway, chairman of the freight loss and damage 
prevention committee, will speak on Perfect Shipping Month. 
R. E. Clark, manager, closed car section, car service division, 
Association of American Railroads, will report on national 
transportation conditions and car supply, and W. L. Harvey will 
report as district manager of the division. 


GREAT LAKES ADVISORY BOARD 


The summer meeting of the Great Lakes Regional Advisory 
Board will be held at the Hotel Carter, Cleveland, O., June 29 
and 30. 


CHAMBER OF COMMERCE MEETING 


Addresses will be made by Director Eastman, of the Office 
of Defense Transportation, and Admiral Land, chairman of the 
Maritime Commission and war shipping administrator, at the 
thirty-first annual meeting of the Chamber of Commerce of 
the United States at the Waldorf-Astoria hotel, New York City, 
April 27-29. They are scheduled to speak at the general session 
April 28 and at the special transportation luncheon session the 
same day. Participants in the panel discussion of wartime 
transportation problems at the luncheon session will include 
the following: 


Arthur M. Hill, president, Atlantic Greyhound Corporation; Direc- 
tor Eastman; John L. Rogers, director of the O. D. T. division of motor 
transport; Henry F. McCarthy, director of the O. D. T. division of 
traffic movement; Guy A. Richardson, director of the O. D. T. division 
of local transport; Fitzgerald Hall, president of the Nashville, Chatta- 





- FIRST RULE OF WARTIME SHIPPING — 


PREPARE for a Long, Rough Journey 


@ “Boats by the carload” is another example 
of the unusual problems shipping men have had to 
face in this war. 

Signode representatives have specified or made 
constructive suggestions for over a thousand new 
types of shipment. In co-operation with Government 





officials they have educated American manufacturers 
of war goods to realize that battle front shipments 
may have a rough and hazardous trip. 

Signode field men can make practical shipping 
suggestions for your products. Write us for Bulletin 
on Wartime Applications. 


SIGNODE STEEL STRAPPING COMPANY 


Brooklyn, N. Y.: 364 Furman St. @ San Francisco, Calif.: 451 Bryant St. 


nooga & St. Louis Railway, Nashville, Tenn.; Walter Mullady, p 
dent, Decatur Cartage Co., Chicago; Christopher J. Abbott, Abbi 
Cattle Ranches, Hyannis, Neb.; G. H. Shafer, general traffic Manager eet 
Weyerhaeuser Timber Co., St. Paul, Minn., and R. R. Luddecke, gey 
eral traffic manager, Standard Brands, Inc., New York City. 





The chamber, characterizing its meeting this year as 
“war council,” has invited interested persons who are to he j 
the vicinity at the time to attend these sessions. 


CHAIN STORE TRAFFIC LEAGUE MEETING 


The Chain Store Traffic League will hold its annual mee 
ing at the Hotel Mayfair, St. Louis, Mo., April 30 and May 
according to an announcement by R. A. Bently, National Tp 
Company, Chicago, president. 


CONTAINERS AND TRANSPORT 


Methods of speeding up and conserving transportation , 
containers were discussed at a meeting of the W. P. B. tre 
portation industry advisory committee for the containers diy 
sion and W. P. B. officials, said the W. P. B., April 14, addin 


At the invitation of the containers division, trucking exports 
the container industry submitted a suggested plan to assure prom 
loading and unloading of trucks carrying containers. The submissi 
was accompanied by a recommendation that W. P. B. forward th A 
plan to the Office of Defense Transportation for appropriate furth 
action. 

Discussions also covered conservation of railway equipment } Re 
continuing to load cars as heavily as possible, loading and unloadip 
promptly, cleaning cars so as to make available for immediate 
avoiding storage of commodities in railroad cars, using embargoes 
control car detention, and eliminating unnecessary switching and ¢j 
cuitous routes. 

The committee reported that the January and February averag 
carloadings for the various types of containers showed an incre 
ranging from 18 to 85 per cent over the average figures for the @ 
responding perlod of 1942. 


















ASSOCIATED TRANSPORT FOLDER 


Associated Transport, New York, has prepared a folfe 
“How to Save Space, Save Cargo,” which tells pictorially hg 
shippers, through better packing, may in the war period 
duce claims for loss and damage and save shipping space. 
folder, tying in with the April Perfect Shipping Month ¢& 
paign, is available to shippers. 
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Signode Steel Strapping Meets All Federal Strapping Specifications 


